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First in experience — safety — service 
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Allied’s entire nation-wide organization—modern facilities 
and experienced personnel—is prepared to serve you even 
better in the year ahead. With more than 1000 modern 
weatherproof vans manned by highly trained drivers—with 
storage facilities in key cities throughout the United States— 
Allied is equipped and ready to make your job easier and 
build employee morale by doing an unexcelled long-distance 
moving job. Call Allied—America’s Master Movers. 


The name of your local Allied 
agent is listed in the classified 
telephone directory. 
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“Main floor” storage is expensive — especially when 
overhead storage space is wasted. In many operations, 
outmoded handling methods prevent full utilization 
of the existing storage area. In many other operations, 
Towmotor Fork Lift Trucks have doubled, even tripled, 


storage capacity through high stacking of materials 
and products. 


Let Towmotor show you how to “pack the house,” con- 
vert waste space into profitable warehouse space. First 
step? Send for a Pocket Catalog describing the complete 
line of Towmotor Fork Lift Trucks and Accessories. 


Send for Special Bulletins Describing the Towmotor 


UNLOADER © UPENDER * SCOOP © CRANE ARM * RAM 
EXTENSION FORKS ¢ EXTENSION BACKREST 
OVERHEAD GUARD 


TOWMOTOR CORPORATION 


DIVISION 10, 1226 EAST 152ND STREET, CLEVELAND 10, OHIO 





FORK LIFT TRUCKS and TRACTORS 


RECEIVING * PROCESSING * STORAGE © DISTRIBUTION 
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SEASONS GREETINGS 
ROM 1 PEW. 


THANK YOU FOR USING T.P.&W. 


We extend to you our warmest season’s greet- 
ings. We, at T. P. & W., have endeavored to serve 
you better than ever before on your east-west 
shipments. You have responded. We sincerely 
appreciate your confidence in us. Many 


thanks! A cheerful, prosperous New Year. 


PRESIDENT 


TOLEDO, PEORIA & WESTERN RAILROAD 


The Road That’s Best... Linking East and West 













SAN FRANCISCO 


PORT OF GOLD 
of the Argonauts 


PORT OF WORLD TRADE 


for their Successors 
















Proudly commemorates its 
FIRST CENTENNIAL 
and salutes the beginning of its 
SECOND CENTURY 


OF SERVICE 


to the Shippers 
of the Nation 
and the World 


BOARD OF STATE HARBOR COMMISSIONERS 
For The Port of San Francisco 


Ferry Building, San Francisco 11, California 
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NOW IN SERVICE! 


A FLEET OF GIANT DIESEL 


FREIGHT LOCOMOTIVES 


This fleet of giant Diesel freight 
locomotives—4500 h.p. each—is your 


assurance of top shipping performance. 


Today, time is the element between shipper 
and customer—good railroading links both. 


In step with the times “Great Western’s” 
fast freights are now Diesel powered 


to provide even better service to shippers. 
WHEN YOU SHIP—SPECIFY “C.G.W.” 


GEORGE R. GREGG, General Traffic Manager, 
309 West Jackson Boulevard, Chicago 6, Illinois 


Traffic Offices in the Larger Cities 
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RAILROAD TRANSPORTATION: 
“Keystone of the NATION'S ECONOMY 


Rio Grande . . . friendly servant of American shippers for 


78 years ... the direct central transcontinental route . . . 





is a vital link in the transportation network of the United 
States. 


F. C. HOGUE 
he ° of i Vice-President — Traffic 
40 ran e ' Denver & Rio Grande Western Railroad 


Rio Grande Building 


Denver, Colorado 


Se es 
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Notice of Importance to — 
CUBAN SHIPPERS and IMPORTERS! 


The Superior All-Rail 
Route to CUBA 


Regular Fast Transportation Service in 
Railroad Cars Without Transfer enroute 
from Any Point in the United States and 
Canada to Cuba and Vice-Versa 


West India Fruit and Steam- 


More Frequent Sailings, Low = *" 


two. 
ferries. 


any facilities at the 
alm Beach showing 
its three railroad car 
Cars are being un- 


bas just returned from Havana. 


Insurance, Less Handling loaded from one. fory which 
’ ’ 


& & t One Fa the fear calicoad frack 
Quicker Dispatch of Cargo cer ferries of the. West Indi 


Fruit and Steamship Co., Ine. 


"Fees large, ocean-going car ferries (26 to 28- 
car capacity each) comprise the West India Fruit 
and Steamship car ferry fleet. Practically daily 
sailings are maintained between the Port of Palm 
Beach, Florida, and Havana, Cuba. This means 
prompter handling of your shipments, prompter 
return of cars. 

Fast railroad freight from all parts of the United 
States and Canada to the Port of Palm Beach, 
Florida, thence via railroad car ferry service to 
Havana will save valuable time on your shipments 
to Cuba, eliminate costly packing, loading and 
unloading problems and delays. 

Shipments destined to Cuba may be routed to 
Jacksonville, Florida, via Atlantic Coast Line Rail- 
road, Southern Railway System, Seaboard Air Line 


Railroad, thence Florida East Coast Railway to 
the Port of Palm Beach. Our three ships, frequent 
sailings, and quick method of handling will speed 
your shipments to Havana and expedite return of 
cars. 

At the request of the shippers in the United 
States, Canada, or Cuba, we will arrange with the 
West Palm Beach Terminal Company, their For- 
warding Department, to prepare the Consular 
documents and clear shipments through Customs 
at the Port of Palm Beach on shipments moving 
in either direction. 


For Information and Booking Permits Contact: 


The West India Fruit and 
Steamship Company, Inc. 


Florida-Havana Railroad Car Ferry Service 


West Palm Beach Terminal Co. 


General Agents at the Port of Palm Beach 
Steamship Agents, Forwarders, Terminal 
and Warehouse Operators 


P. O. BOX 469, WEST PALM BEACH. FLORIDA e TELEPHONE: 2-1673 
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WHY NEWPORT NEWS IS A GOOD PORT FOR SHIPPERS 


) gr casio from Newport 
News, more than 5,000 miles 
of C & O tracks serve eight states 
and Canada, and tie up with rail- 
road systems to serve shippers in 
every corner of the continent. 


At the port itself, a web of 
C&O tracks penetrates every pier, 
every warehouse—simplifies and 
expedites the disposition, handling 
and movement of freight—pro- 
motes forwarding and transship- 


ment with maximum economy 
and speed. 


Smooth, fast, economical ship- 
ment can be assured by routing 
your products or materials via 
Newport News, Virginia. 


Bear in mind that your regular 
freight forwarder can book your 
traffic via Newport News as 
readily as via any other port. 


The World Commerce Depart- 
ment of the Chesapeake & Ohio 
is a service organization fully 
equipped to help exporters, im- 
porters, forwarders and ship 
operators on all problems related 
to rail and ocean shipping of for- 
eign and intercoastal freight. 


If you have a problem, contact 
G.C. Marquardt, General Mana- 
ger, World Commerce Depart- 
ment, Chesapeake & Ohio Rail- 
way, 233 Broadway, New York 7, 
N.Y., or any C&O representative. 


ee ee ee 
THE GHESAPEAKE & OHIO RAILWAY 
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There has been criticism in various quarters over 

@ what has been called a “campaign” on the part of 
the railroads to convince the public that its ideas about 
returns on railroad capital in the last decade have been 
too high and that the six per cent, which they have not 
attained for a long, long time, would not be unreason- 
able. 

The critics argue as though there were something 
like shady ethics on the part of railroad management 
in making such public statements at a time when their 
petition for general freight increases are under con- 
sideration by the Interstate Commerce Commission. 

Of course, there is nothing unethical about it. All 
railroad management has been doing has been to try to 
correct erroneous impressions about huge sums ru- 
mored to have been made in the war years. Opinion 
tests have revealed some fantastic impressions in the 
public mind, some indicating that the railroads have 
been making as much as 25 per cent a year on their net 
capitalization. 

As to the insistence of railroad management that 
six per cent would represent a fair return in these 
heavy-traffic post-war years, that would seem to be a 
reasonable position to take at any time, regardless of 
whether or not an attempt was being made to increase 
revenues calculated to come somewhere near attaining 
it, Rail management has made no secret of its ambi- 
tion. In testimony and argument in Ex Parte 166 the 
statement has been repeatedly made that, on the basis 
of 1948 traffic estimates, the increases sought, if granted 
in full, would result in a return, for the country as a 
whole, of 5.69 per cent on the depreciated net railroad 
investment. 

It may be significant that one of the most pointed 
criticisms of the railroad position comes from a repre- 
sentative of the Department of Agriculture. Mr. Knud- 
son (whose argument is reported elsewhere in this 
issue of the Traffic World) takes the position that the 
railroads ought to have something less than half of 
the increase they seek, and that an increase at his 
Suggested level would result in a return of 3.6 for the 
country as a whole. 

’ The calculations by which he arrives at that result 
do not agree with those of railroad statisticians, but 
we have no intention of going into them at the moment. 

The point is, as we see it, that Mr. Knudson, and 
through him the Secretary of Agriculture, believes that 
446 per cent return is all that should be permitted 



























































































































Returns on Rail Investments 
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for the railroads at this time. They should not have 
a freight rate increase of more than 15 per cent, says 
he, “merely to furnish the railroads a profit higher 


‘than they have received during any year since 1921 


with the exception of one war year.” 


Inflationary forces, he says, have been marshalled 
in “powerful and sinister array;’’ it is necessary to hold 
“these evil forces in check.” To that end, his implica- 
tion is, the Commission ought to be careful not to let 
the railroads earn as much, percentagewise, as their 
managers think they ought to. 

Here again we see the peculiar logic of the bureau- 
crat who, ignoring the patent fact that the railroads 
stood practically alone among large industries in not 
profiting immoderately from the war and the added 
fact that they still suffer from heavy war deterioration 
that needs correction, insists that they now assume the 
burden of holding in check “evil forces” which they 
did nothing to set in motion. 


UST WHEN“‘do Mr. Knudson and the others who 
feel that, because of the inflationary tendencies, the 


‘railroads ought now to be satisfied with less than 


reasonable earnings, think they should be permitted 
to make some money? 


The days of the great depression are not so far 
in the past to erase the memory of rate reduction 
cases instituted in those days on the plea that industry 
generally was impoverished and couldn’t bear the ex- 
isting transportation costs. Does it not follow that, 
if the railroads are to share industrial poverty they 
ought, in some small measure, be permitted to share 
its prosperity? 

The kind of “heads I win, tails you lose” logic of 
the Department of Agriculture’s representative is illus- 
trated by his insistence that certain agricultural com- 
modities receive special treatment, even under the re- 
duced general increases he proposes. 


Live stock, fish and shellfish, poultry, apples, citrus 
fruit and wool are “depressed,” he says, and ought 
therefore get something less than an increase of 15 
per cent. But he would not suggest that, because cer- 
tain grains are selling now at higher prices than ever 
before in history they ought, by the same logic, be 
required to assume an increase greater than 15 per 
cent. Undoubtedly he knows that nothing could be less 
practical than to set up a system of freight rates that 
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World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER CO. 
DETROIT 32 


70 Factory Service Branches 
““ENGINEERED TRANSPORTATION” 
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with the market prices of specific commodities. 

The Hoch-Smith resolution, of sorry memory, was 
designed to make freight rates reflect the low prices 
of agricultural commodities in depression times; it, of 
course, said nothing about rates reflecting those prices 
in days of high farm prosperity. In days like this, the 
resolution is obsolete, or at least “‘not applicable,” as 
Mr. Knudson himself is ready to admit. But, he con- 
tinues, there may again be an agricultural depression; 
hence it should “remain on the books.” 

Elementary mathematics show that, if rates on 
farm products are never to be raised in times of pros- 
perity but are always to be reduced in times of dis- 
tress, the end will be somewhere near free transporta- 
tion. 






















































HERE ARE THOSE, of course, whose thinking is 

more frankly semi-socialistic on the subject. While 
we disagree as heartily with them as we do with the 
Department of Agriculture, we must at least grant them 
a more valid sense of logic. 

For example, we cite Professor Alfred A. Brown, 
of Massachusetts State College, whose communication 
we printed on our Open Forum some months ago (Traf- 
fic World, June 7, p. 1820). He feels that the rate 
of return on railroad investment should be no more 
than 3 per cent; and he advances two reasons for 
his position. 

One of those reasons is the fact that the average 
rate of return earned by the railroads in the past 25 
years was only a little over 3 per cent; for the other, 
he points out that United States government securities 
earn 3 per cent or less. 

If we grant those two to be the only relevant facts 
involved then, of course, Professor Brown is right. The 
trouble with his thinking is that there are a lot of 
other things to be considered, including the survival 
of our railroads as private properties, privately man- 
aged. He thinks they would so survive, because they 
have survived under the low rate of return for the 
past 25 years, and he proposes limiting their return 
to 3 per cent for the next quarter century. 


Actually, a lot of railroads did not survive in the 
last 25 years. Many of them went bankrupt and are 
operating today only because those who originally put 
their money into them sacrificed every dollar of it. 

If it were possible again to find capital to finance 
the railroads under the warning that that capital could 
not earn more than 3 per cent in any year for the next 
25 years, and that, moreover, there was a good chance 
that the investors’ money would disappear entirely, 
perhaps such a limitation could be made to work. 

No one with money to invest, however, would be 
So foolish as to invest it in such an enterprise; rather 
such a one would put his savings into government secu- 
rities where the 3 per cent is guaranteed by the re- 
sources of the greatest of nations and his investment 
protected by the assured solvency of that country. 


would fluctuate upward and downward in harmony 
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Professor Brown wants to know: ‘Why should the 
rate of return on capital invested in railroads in 1947 
be greater than the return on U. S. government secu- 
rities?” 

A high school freshman in economics would an- 
swer: “Because the element of risk, which is exceed- 
ingly high in railroad investments, as recent history 
proves, is as nearly absent as is humanly possible in 
government securities; and because 3 per cent return 
on government securities is absolutely assured, where- 
as on railroad securities a limitation of return to a 
top of 3 per cent by no means assures that return, as 
also is proved by recent railroad history.” 

Reductions in indebtedness made possible by the 
railroads because of inordinately high war and post-war 
traffic have introduced a thin ray of light into the dark 
railroad credit picture. If we are to have that fine 
transportation system, under reasonable rates, about 
which we talked so much in the war years, that light 
must be made to glow brighter, not extinguished. 


Rail Operations Set Records in ‘47; 
Rate of Return Held Too Low 


Railroads, in 1947, increased average loadings, ton- 
miles an hour of service, reduced turn-around time, 
and set peacetime traffic record with 535,000 fewer 
freight cars than in 1929, and 47,385 fewer than at war 
peak. Net railway operating income of $750,000,000 
represents a rate of return on net investment of only 
3.32 per cent 


By WILLIAM T. FARICY, President, 
Association of American Railroads 


* American railroads handled in 1947 the greatest peacetime 
traffic in history. They did it with an efficiency never 
before attained. But even so, the rate of return they earned 
was much less than in earlier years when the volume of busi- 
ness was smaller than in 1947. 

Results of 1947 operations point up the two great problems 
for the year ahead. One is to restore a balance between income 
and outgo. The other is to secure an increase in car supply. 
Both are necessary to maintain rail transportation adequate 
to the nation’s needs. 

Measured in tons of freight hauled one mile, the traffic 
of 1947 was 647 billion revenue ton-miles. That was 45 per 
cent above that of 1929, the record year prior to World War II, 
and only 12 per cent below the peak of wartime traffic. 

Measured in revenue freight carloadings, the 1947 traffic 
was 44,500,000 cars, six per cent more than in the previous 
year and 1.4 per cent above the wartime peak of 1944. 

These records were accomplished despite the fact that in 
1947 railroads had 535,000 fewer freight cars than in 1929, and 
47,385 fewer than at the peak of World War II ownership. 
They were accomplished through the best utilization of car 
supply which has ever been achieved. 

Despite this record traffic and record efficiency, the 1947+ 
net railway operating income of approximately $750,000,000, 
before fixed charges, was at an annual rate of return on net 
investment of only 3.32 per cent. The corresponding figures in 
1946 were $620,120,069, and a rate of return of 2.75 per cent. 

Railroad wages and payroll taxes have gone up about 75 
per cent since 1939. Prices of the materials, supplies and fuel 
which railroads must buy have gone up more than 90 per cent. 
But at the end of 1947, and including the interim freight rate 
increase authorized the Interstate Commerce Commission 
in October, railroad freight rates averaged only 28 per cent 
higher than in 1939, and passenger fares about 20 per cent 
higher. The gravity of the problem which faces the railroads 
is obvious. 

This disparity between the increases in costs of all sorts 
and increases in revenues has forced the railroads to seek 
higher rates. In a petition now pending before the Commission, 
they are asking for increases averaging about 29 per cent, 
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which, if granted, would include the interim increase of about 


9 per cent already authorized. aioe 

While the demand for freight cars has been steadily in- 
creasing, even exceeding that during the war, passenger traffic 
has declined since the war. In the past year, it amounted to 
approximately 45 billion passenger-miles, or 53 per cent below 
the peak attained in 1944, and 31 per cent below 1946. 

New High Operating Records 

Some of the reasons for the unprecedented operating per- 
formances of the railroads in handling 1947’s freight traffic 
show up in the new high operating records made in 1947, as 
follows: 


1. Average load of freight per train was 1,148 tons, more even 
than during the war, and 35 per cent higher in any previous peace- 
time year. 

2. The average freight train turned out 18,163 net ton-miles of 
transportation service for each hour it was on the road. This was 71 
per cent more than in 1929. The figure is especially significant as it 
reflects both train load and train speed. 

3. Turn-around time for all freight cars in October averaged 12.4 
days, half a day better than the previous record established in October, 
1946. A reduction of one-half day in turn-around time was equivalent 
to adding more than 80,000 freight cars daily to the current supply. 

4. Turn-around time in October for box cars only was 11.8 days, 
another all-time record. 

5. Average capacity of freight cars was 51.4 tons. 

6. Tractive power of steam locomotives averaged 54,523 pounds, 
an increase of 21.7 per cent since 1929. 


Average speed of trains, average movement of serviceable 
freight cars and locomotives per day, fuel efficiency and many 
other efficiency factors in 1947 closely approached the record 
performance of previous years. 


Equipment Situation 


Intensive use of equipment, particularly from 1941 to the 
present time, has resulted in the retirement in recent years of 
more freight cars than have been installed. Class I railroads 
and railroad-owned refrigerator car companies installed in 1947 
approximately 62,500 new freight cars, compared with 40,377 in 
the preceding year. It was estimated, however, that the rail- 
roads in 1947 retired approximately 70,000 freight cars because 
of: obsolescence and for other reasons. At the end of October, 
1947, railroads owned approximately 1,725,357 freight cars, 
compared with 1,772,742 in August, 1945. 

Every effort is being made to increase the equipment sup- 
ply. Railroads and private carlines on December 1 had on order 
125,395 new freight cars. Of that number, Class I railroads and 
railroad controlled refrigerator car companies had 110,822, the 
greatest number on order at any time since the spring of 1923. 
Efforts are being made to obtain a production of 10,000 new 
freight cars a month, but so far this number has not been rea- 
lized. The new freight cars which are being installed are far 
superior to the ones being retired, both as to capacity and 
durability, and are capable of rendering much better service 
to shippers. 

Outlook for 1948 


Railroad prospects for 1948 necessarily depend to a con- 
siderable degree on developments in the national economy. Cost 
increases have affected railroad earnings to a greater extent 
than in most industries, because adjustments in railroad rates 
and fares lag considerably’ behind changes in unit costs. When 
the Commission’s decision in the pending freight rate case is 
handed down, the railroads hope that their rates and costs will 
be restored to a more normal relationship to each other. If cost 
trends level off in 1948, and if industrial production equals or 
exceeds that of 1947, the railroads should experience a year of 
heavy traffic. According to latest railroad estimates, railroad 
freight traffic in 1948 will be 2.6 per cent below that of 1947, 
and passenger traffic 12.8 per cent less than in 1947. Additional 
new cars and locomotives will, when delivered, increase the ade- 
quacy and efficiency of railroad performance in 1948. The finan- 
cial returns from railroad operation, under such conditions, 
should be greater than those of 1946 and 1947. 


With sustained high levels of traffic, with the better service 
which the future will bring, and with rates adjusted to present- 
day costs, the railroads will continue to furnish the basic trans- 
portation of the nation. 





Economic Advisers’ Council Views 
Government's Part in Transport 


In a discussion of the role of government as a provider of 
facilities which private enterprise may use in furnishing various 
services to the public, the Council of Economic Advisers, in its 
second annual report to the President, said that transportation 
was an “area in which a substantial measure of governmental 
participation has become traditional.” 
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Members of the council are: Edwin G. Nourse, chairman: 
Leon H. Keyserling, and John D. Clark. 

“The history of our improvements in transportation,” the 
council said, “strikingly proves the case that certain public 
activities, far from competing with private business, are indis- 
pensable to its operations and give mighty impetus to its prog. 
ress. Notable at the present time is the strong and legitimate 
desire to have both local and central governments move to es- 
tablish municipal airports and an over-all system of regulation 
of air traffic. Actual transportation service by air is left to 
private enterprise, and popular sentiment has called for gov- 
ernment patronage and several forms of financial aid so that 
the service might be developed more amply and rapidly than it 
could be through sole reliance on the commercial rates which 
the traveling and shipping public could or would pay. 

“Similarly, both manufacturers of highway machinery and 
road-building supplies on the one side and bus and truck com- 
panies and farmers and tourists on the other have been ardent 
proponents of the hard roads program. While both the building 
and the using of the roads remain in the realm of private enter- 
prise, the economic leadership in developing these enlarged 
areas is the connecting link for which public action provides the 
most adequate agency.” 


Problem of Labor “Slow-down” 


A part of the council’s report was devoted to consideration 
of the labor aspect of maximum production, and in that part 
the council took up what it described as ‘‘the issue of intentional 
restrictions of output, either by organized groups or through the 
informal practices of individuals. 

Here, said the council, was a problem that would have to 
be wrestled with seriously in efforts to work out a sensible and 
satisfying interpretation of maximum production in its labor 
aspects. It said that insofar as these “rules or practices” by 
labor were a defense against physically harmful “racing” or 
improper “stretch-outs” of factory assignments, the curtailment 
of production that might result was not incompatible with the 
idea of practical maximum production “as we conceive it.’”’ But, 
it added, where such labor practices which restricted production 
represented reaction to a fear that there was not or would not 
be enough work to go around, they were inconsistent with the 
very concept of enlarged production and real purchasing power 
embodied in the employment act of 1946. 

“While legislation of an essentially prohibitive or negative 
character may help to extirpate such practices as may clearly be 
defined as malpractices even in a given economic environment,” 
said the council, “efforts along this line run the risk of failing 
to see the forest for the trees. The more significant problem is 
to develop the psychological security which can flow only from 
a growing conviction that maximum production, employment 
and purchasing power can and will be maintained. . . . Pride in 
the job needs to be extended into pride and confidence in the 
economic system of which the job is a part.” 


Resistance to Technological Changes 


The council said that certain groups of workers might find 
themselves confronted with unemployment or with a search for 
a lesser job at lower pay through technological change, and that 
this might lead them toward resistance to labor-saving innova- 
tions as an act of self-preservation. 


“Tt is not a sufficient answer to these workers,” the council 
report continued, “to say that, if they succeed in their efforts 
toward self-preservation, society as a whole may lose more 
than it gains in the long run or even in the short run. We value 
the individual as well as the group. It follows that the burdens 
or setbacks necessary to progress should not fall with undue 
weight upon a relatively small number of people. The first step 
toward breaking down the resistance to technological change, 
therefore, should be toward convincing those who, in resisting, 
are making a mistake even from the viewpoint of their own 
personal interests. Or, if the facts do not justify that conclusion, 
they should have feasible alternative methods of maintaining 
their standards of living. In an economy committed realistically 
to the maintenance of maximum employment opportunities, this 
problem would shrink to easily manageable proportions. . 

“In essence, cooperative efforts of labor and management to 
reduce or remove restrictive practices are inseparably connected 
with their joint and several contributions toward maintaining an 


economy of maximum employment, production, and purchasing 
power.” 


W. B. M. A. ANNUAL MEETING 
. The Wirebound Box Manufacturers Association will hold 
its 1948 annual meeting January 29-30 at the Hollywood Roose- 
velt Hotel, Hollywood, Calif., association officials have an- 
nounced. This is the first time in the association’s history that 
its annual meeting has been scheduled for the west coast, where 
four members have plants or offices. 
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Decisions of the INTERSTATE COMMERCE COMMISSION 








Railroads Get Interim Mail Pay 
Increase of 25 Per Cent 


Compensation for 1947, from and after dates of filing 
of applications for increase by carriers, and to end of 
January, 1948, made one-fourth higher: rates of pay 
increased 25 per cent on and after February 1, 1948, 
under terms of decision by entire Commission, one 
member dissenting, in No. 9200, Railway Mail Pay. 
Additional revenue under higher rate estimated at 
$34,500,000 a year on basis of total revenue from his 
source estimated for Class I roads for 1947. Commis- 
sioner Mitchell, in concurring statement, says there 
has been no increase in amount allowed railroads for 
carrying mail since 1928 and points to increase in 
costs 


e Compensation payable to the railroads for the transporta- 
tion of mail in the period from the dates of the filing of 
their applications for increased mail pay to and including Janu- 
ary 31, 1948, will be increased 25 per cent, and the mail pay 
rates to be paid them by the Post Office Department will be 
increased 25 per cent from and after February 1, 1948, until 
the Commission’s further order or orders, under terms of a 
report and order by the entire Commission, Commissioner Lee 
dissenting and Chairman Aitchison, “necessarily absent,’’ not 
participating, in No. 9200, Railway Mail Pay. 

The higher rates to become effective February 1, and the 
increased compensation to be paid retroactively from that date 
to the dates of the filing of the carriers’ applications, how- 
ever, will be subject to readjustment in accordance with the 
rates of pay and compensation that may be established by the 
Commission’s further order, after final hearing in the pro- 
ceeding, and the increases now granted are responsive to the 
carriers’ request for interim relief. ‘ 

The Commission said in its report that the increase in rev- 
enue of the applicant carriers as a result of the interim in- 
crease of 25 per cent in mail pay rates would amount to about 
$32,250,000 a year based on the total mail revenue of $129,- 
000,000 reported by the Class I applicant railroads for 1946 
and to about $34,500,000 a year based on the total estimated 
mail revenue of $138,030,000 for 1947. 


Commissioner Lee’s Objections 


Commissioner Lee dissented for the reasons that he had 
doubts as to the Commission’s statutory authority to grant 
an interim increase and that he was not satisfied that the hear- 
Ing required by the railway mail pay act of 1916 had been 
held. He said it seemed to him that sufficient time had not 
been afforded the Postmaster General for preparation and 
presentation of evidence in support of his contentions. 

_ Commissioner Mitchell, in a concurring expression, took 
issue with Commissioner Lee’s position, saying that he thought 
Commissioner Lee overlooked “the fact that this report deals 
only with the motion for interim relief.” He said it had been 
the long-established policy of the Commission to grant interim 
relief on a proper showing; that that had been done in the 
present Ex Parte 166 rate case, and that it had been done in 
many other proceedings. 
‘ “It must be kept in mind,” said Commissioner Mitchell, 
that since 1928 there has been no increase in the amount 
allowed the railroads for carrying the mail. The increase in 
costs is known to everyone. One item alone, payroll taxes 
amounting to $254,407,976 for the year 1946, has been added 
Since the 1928 mail pay case. It is evident to me that it would 
impossible to secure a final decision for a matter of years. 
The railroads, during that time, will be denied money to which 
they are rightly entitled, and if the same rule were followed 
in this case as was followed in the 1928 case, they would not 
be allowed interest on their money and they would be required 


to report for income tax purposes the lump sum received in the 
year it was received. 


P. O. Department “Protected” 


.. ‘This report and record protect the Post Office Department 
in case that it is found, upon a final hearing, that the amount 
allowed is excessive. Not only is it set out in the report but 


by stipulation in the record, the carriers agree to refund the 
amount, if any, which this Commission finds is excessive. Every 
opportunity was given to the Post Office Department to present 
their case. ... All that is now granted is interim relief, which 
the record amply shows these carriers are entitled to.” 


Test Period in 1928 Case Noted 


Commissioner Mitchell said Commissioner Lee’s dissent was 
based mainly on the fact that the 1928 mail pay case took three 
years from the date the application was filed until the Com- 
mission’s report was released. 

“The delay of three years in the 1928 case,’’ he said, ‘‘was 
due to the fact that there was a test period, and the period 
taken by the parties to analyze the results consumed the greater 
part of two years of the time involved. The Postmaster Gen- 
eral, in the instant proceeding, has not to this hour, asked for a 
test period. . . . If a test period is used, the final determination 
in this proceeding will consume more than three years from the 
time of the filing of the application for increased rates to the 
time the report is released by the Commission. To my way of 
thinking, length of time is not the test as to whether a full and 
complete hearing has been granted to the parties. A fair trial 
means a fair trial for both sides.” 

The Commission in its report noted that 204 railway com- 
mon carriers had filed their application for reexamination of the 
rates of pay and compensation for mail transportation and serv- 
ices connected therewith, on February 19, 1947, and that 12 
other rail common carriers had filed a petition joining in that 
application on April 17, 1947. It noted that its order reopening 
the railway mail pay proceeding for hearing on the issues pre- 
sented by the applications-had been entered May 5, 1947. 


Conclusions by Commission 


The Commission stated its conclusions in No. 9200 as fol- 
lows: 


We conclude: 

1. That the rates of pay and compensation for the transportation 
of the mail by the railway common carriers, applicants in this pro- 
ceeding, were not fair and reasonable for the services performed by 
them on and after the dates they filed their applications for reexam- 
ination. 

2. That the fair and reasonable compensation to be received by the 
said carriers for services performed from and after the said dates to 
and including January 31, 1948, is 25 per cent in addition to the com- 
pensation paid or accrued at the established rates in effect during said 
periods. This increase in mail revenue will amount to about $32,250,000 
per year based on the total mail revenue of $129,000,000 reported by the 
Class 1 applicant railroad for 1946 and to about $34,500,000 per year 
based on the total estimated mail revenue of $138,030,000 for 1947. 

3. That the fair and reasonable rates of pay to be received for 
the transportation of mail matter and the service connected therewith 
on and after February 1, 1948, by the said carriers are the established 
rates now in effect increased by 25 per cent. 

4. That the fair and reasonable minimum payment rates per mile 
per annum to be received on and after February 1, 1948, are the estab- 
lished minimum payment rates increased by 25 per cent. 

5. That increased as above, the rates of pay and compensation for 
carrying the mail by the applicant railroads on and after the dates on 
which the applications were filed will not be in excess of fair and 
reasonable rates and compensation. 

6. That the said increased rates shall remain in effect until our 
further order in this proceeding, and the increased compensation paid 
or accrued for services on and after the dates the applications were 
filed and during the pendency of this proceeding shall be subject to 
readjustment in accordance with the rates of pay and compensation 
that may be established by our further order herein. 


DECATUR CARTAGE PURCHASE 

By a report and order in MC F-3590, Walter F. Mullady, 
et al.—Control; Decatur Cartage Co.—Purchase—Decatur 
Cartage Co., Inc., of Indiana, the Commission, division 4, has 
approved and authorized, subject to condition, purchase by 
Decatur Cartage Co., of Chicago, Ill., of the operating rights 
of Decatur Cartage Co., Inc., of Indiana, of Indianapolis, Ind., 
and acquisition of control of the rights by Walter F. Mullady, 
J. B. O’Connor, and H. C. Griffin, of Chicago,. through the pur- 
chase. 

GREYHOUND PURCHASE AND CONTROL 

The Commission, division 4, by a report and order in MC 
F-3532, The Greyhound Corporation—Control; Central Grey- 
hound Lines, Inc., of New York—Purchase—Charles E. Rob- 
erts; Central Greyhound Lines, Inc.—Purchase—White Bus 
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Line, Inc., has approved and authorized, subject to conditions, 
purchase by Central Greyhound Lines, Inc., of Cleveland, O., 
of certain interstate operating rights of White Bus Line, Inc., 
of Binghamton, N. Y., and by Central Greyhound Lines, Inc., 
of New York, Syracuse, N. Y., of the interstate operating 
rights and certain physical property of Charles E. Roberts, 
doing business as White Bus Line, of Binghamton; and acquisi- 
tion of control of the operating rights and property by The 
Greyhound Corporation through the proposed purchases. 


Motor Classification Ratings 
Subject to I. C. C. Report 


On reconsideration following receipt of petitions from in- 
candescent electric lamp and bulb manufacturers, cotton manu- 
facturers, textile traffic associations, and the Price Administra- 
tor and Director of Economic Stabilization, for reconsideration 
and modification of prior hearings, the Commission, division 3, 
has issued a report and order in I. and S. M-2404, Incandescent 
Electric Lamps or Bulbs, embracing also I. and S. M-2405, Air- 
plane Parts; I. and S. M-2406, Trunks or Traveling Bags; I. and 
S. M-2407, Hats or Caps; I. and S. M-2408, Cotton Mill Thread 
Waste; and I. and S. M-2409, Paper Articles. 

It found unjust and unreasonable, proposed increased 
motor-carrier classification ratings on incandescent electric 
lamps and bulbs, airplane doors, fuel or oil cells, luggage, hats 
or caps, carpet mill thread waste, cores and tubes, and excel- 
sior, and just and reasonable, proposed classification ratings on 
paper doilies, facial cleansing tissues, handkerchiefs, napkins, 
neck strips, table cloths, and coin wrappers. 

Effective March 1, 1948, on not less than 30 days’ notice, 
the respondent motor common carriers were required to cancel 
the proposed schedules, to the extent found unlawful, and the 
proceedings were discontinued without prejudice to the filing 
of new schedules in conformity with the views expressed in the 
report. The findings; said the report, were without prejudice to 
such findings as might be reached in MC C-150, Motor Freight 
Classification. 


In the prior report, 44 M. C. C. 501, said division 3, pro- 
posed increased motor classification ratings in the National 
Motor Freight Classification, on hard fiber or pressed pulp hats 
or caps, paper doilies and related paper articles, and on coin 
wrappers, set up, were found just and reasonable, but, it added, 
increased ratings proposed on incandescent electric lamps and 
bulbs, airplane doors, rubber or fabric fuel or oil cells, various 
kinds of luggage, cotton mill thread waste, and various paper 
articles, were found unjust and unreasonable. It said it ordered 
cancellation of the proposed schedules, to the extent found un- 
lawful, and discontinuance of the proceedings without prejudice 
to the filing of new schedules in conformity with the views ex- 
pressed in the report. 


The instant proceedings, it said, “represent an attempt on 
the part of motor common carriers participants in the national 
classification to depart from rail classification ratings, which, 
with minor modifications, have been observed by them since the 
beginning of federal regulation of motor carriers.” 


Broad General Question Considered 


“We here consider the broad general question of whether 
the reasonableness of ratings on light and bulky articles, where 
density is the predominant factor, should be measured to any 
extent by a density formula or guidance table, as in the prior 
report, or whether, as protestants vigorously contend, reason- 
able ratings should be based solely on comparisons with ratings 
approved in the past on other articles, supplemented by a show- 
ing of the cost of transporting particular articles,” said the re- 
port. “The record herein contains little evidence concerning 
the cost of transporting any of the articles on which increased 
ratings are proposed.” 

The division said it believed it “inescapable that, in the 
light of the limited capacities of motor-carrier equipment, as 
compared with the capacities of railroad freight cars, density, 
which has always been regarded as an important factor in 
determining rail classification ratings, merits more considera- 
tion, in determining the reasonableness of motor classification 
ratings, than it has heretofore been accorded.” It said that in 
some circumstances density had been regarded as “the most 
important characteristic in passing upon the lawfulness of rail 
ratings.” It cited National Commercial Fixture Mfrs. Assn. vs. 
Ann Arbor Co., 109 I. C. C. 479, and Better Bedding Alliance 
vs. Atchison T. & S. F. Ry. Co., 148 I. C. C. 66, and quoted 
from the last named proceeding, among other things, the opin- 
ion of division 5 that— 


. .. the transportation charge must also be fixed with reference 
to the cost of the service, and as the weight density becomes less, with 
a corresponding diminution in the return for the space occupied, a 


minimum is approached below which cost considerations preclude any 
further reduction. 


-applied on an article having a density of about 12 pounds a cubic foot, 
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The report said the reasoning applied in the Better Bed. 
ding proceeding applied with equal validity to the movement 
of light and bulky freight in trucks. 

The division said it affirmed its finding in the prior report, 
that in fixing ratings on articles moving by motor common car. 
rier the density of the article must be accorded more considera- 
tion than had heretofore been the case. Other characteristics, 
of course, it continued, must also be given appropriate consid. 
eration, and it added that one of the most important of these, 
from the motor-carrer standpoint, was value. 


Any-Quantity Ratings Advocated 


The report observed that at the hearings the respondents 
advocated the establishment of any-quantity ratings on the light 
and bulky articles under consideration, but that they now took 
the position that the Commission should fix both truckload and 
less-than-truckload ratings. They also contended, it said, that 
ratings on all such articles should be so arranged as to return 
revenues per unit of space occupied substantially equivalent on 
all commodities, irrespective of density or value, and suggested 
a table of ratings in relation to density, which, it said they con. 
tended, “would more accurately refiect this principle than the 
table in the prior report.” The respondents’ suggested table was 
reproduced as an appendix to the instant report. The division 
held that, on further consideration, ‘“‘we are of the opinion that 
respondents’ position in this latter respect is untenable.” It said, 
among other things, that the theory, “if it may be called that,” 
of substantially equivalent revenues on all light and bulky 
articles irrespective of density, was not followed in Furniture, 
Eee 5. Ge Se 

One of the protestants, said the report, urged that all rat- 
ings be made in relation to 35 per cent of first class and ar- 
ranged so as to yield revenues on a full load no greater than 
would accrue at this basis applied on 20,000 pounds of freight. 
It said such methods of relating ratings ignored differences in 
value, risk, and other transportation characteristics, ‘‘particu- 
larly in rating traffic moving in less than truckloads.” 

Continuing, the report said: 






































Although the record gives the impression that in the operation of 
a standard unit of motor carrier equipment a density of approximately 
22.5 pounds per cubic foot, generally speaking, is the normal safe 
maximum density, in their petition for reconsideration and on oral 
argument the respondents contend that the maximum density is ap- 
proximately 24 pounds in transporting full loads. There is some evi- 
dence to support this figure. On articles of maximum density, fourth 
class, which is generally 50 per cent of first class in the east and 5 
per cent of first class in the south and west, is the lowest classification 
rating on less than truckloads. On less-than-truckload traffic, first class 


would appear to be reasonably related to fourth class on an article 
having a density of 24 pounds and over per cubic foot, where density 
is the predominant classification characteristic of the articles. It would 
also appear that where density alone is to be considered, densities 
lower than 12 pounds per cubic foot might well be reflected in ratings 
proportionately higher than first class. 

As a practical matter, however, it is probable that commodities 
which could be rated solely on the basis of density are few, and our 
conclusions herein are not to be construed as an approval of ratings 
rigidly related to density. 

We find considerable merit in the contention of the respondents 
that reasonable truckload ratings as well as less-than-truckload ratings 
should be maintained on light and bulky articles. Upon reconsidera- 
tion we are not prepared on this record to approve a scale of ratings 
to be observed as an inflexible guide in assigning reasonable classif- 
cation ratings to all light-and-bulky articles. ... 









After considering the ratings in issue in the separate pro- 
ceedings, the report, with respect to each proceeding, said: 


1. and S. M.-2404, Lamps, Bulbs 


On further consideration, we are of the opinion that multiple 
ratings on lamps are impracticable and that primary consideration must 
be accorded lamps in the household group, which average roughly 5 
pounds per cubic foot in density and 85 cents a pound in value. Cor 
sideration must also be given, however, to the much higher average 
value of lamps in the smaller miniature group, despite their high 
average density, The low density of lamps in the industrial group must 
also be given weight in arriving at reasonable ratings for all lamps. 

From the standpoint of average density and value, we conclude 
that a less-than-truckload rating on double first-class would be just and 
reasonable on lamps. As stated, the average shipping density of the 
household group of lamps is 5 pounds a cubic foot, which would indi- 
cate that a reasonable truckload minimum would be 5,000 pounds. 4 
truckload rating of 1% times first class, minimum 5,000 pounds, would, 
in our opinion, be reasonable... . 

The movement of bulbs by motor carrier under class rates is of a! 
emergency character only, but loss and damage claims on bulbs have 
been negligible, and they stow readily. They should be rated lowé 
than lamps, and on the present record we conclude that reasonable 
ratings would be 1% times first class, in less than truckloads, and, in 
truckloads, first class, minimum 5,000 pounds. 


1. and S. M.-2405, Airplane Parts, Fuel Cells 
Airplane doors, said the report, presently were included i 
the classification under the generic description “Airplane parts 


n. o. i, other than cloth and metal or wood combined,” 3 
were rated 1% times first class, in boxes or crates, in less tha! 
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truckloads, and 1% times first class, in boxes or crates, or 
praced and racked in trucks, volume minimum 10,000 pounds. It 
said the respondents originally proposed an any-quantity rating 
of double first class on doors shipped in boxes or crates, but at 
the hearing sought to amend this proposal and to justify a rat- 
ing of three times first class, any quantity, and to define the 
types of airplane doors. Said division 3: 


The proposed rating has not been justified. We conclude on the 
present record that multiple ratings, as found reasonable in fhe prior 
report, are not justified for application on this traffic. We believe, how- 
ever, that less-than-truckload and truckload ratings should be applied 
and that the present ratings are not less than reasonable. We find, 
however, that the present rating of first class should be made subject 
to a truckload minimum of 6,000 pounds. 
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With respect to fuel or oil cells, the division, among other 
things, said: 


It appears probable that the values of these fuel cells, similar to 
those of airplane doors, may decline from their high wartime peak, 
and that changes are likely in the density and other characteristics of 
cells that move in considerable volume. We are of the opinion that the 
present ratings are unreasonably low. Although the densities of certain 
cells might justify a substantial increase in the present ratings, the 
average densities and values shown clearly do not warrant a rating on 
cells as high as that proposed. Upon the evidence of record, we con- 
dude that ratings of double first class, in less than truckloads, and, in 
truckloads, first class, minimum 5,000 pounds, would be reasonable, 


I. and S. M.-2406, Luggage 

The division said: 

It is desirable, we believe, that a multiplicity of ratings on these 
atticles be avoided. As the overnight cases, and suitcases of relatively 
light density, comprise the major portion of the articles in this group 
that are presently being transported by motor carrier, some increase in 
ratings thereon is reasonable, but the proposed rating of 2% times 
first class has not been justified. In view of all the circumstances of 
record, we are now of the opinion and find that ratings of double first 
class, in less than truckloads, and 1% times first class, in truckloads, 
minimum 5,000 pounds, on luggage, except brief cases, portfolios, and 
envelopes; and 1% times first class, in less than truckloads, and, in 
truckloads, first class, minimum 6,000 pounds, on brief cases, port- 
folios, and envelopes, would be reasonable. 


I. and S. M.-2407, Hats or Caps 


Hats or caps, made of waterproofed hard fiber and pressed 
pulp, generally described as sun helmets, said the report, were 
presently rated first class in less than truckloads, and second 
class, minimum 12,000 pounds. It said the respondents proposed, 
“and we approved, in the prior report,” any-quantity ratings on 
these articles, in boxes, of three times first class, not nested, 
and double first class when nested. No opposition to the pro- 
posed ratings was manifested at the hearing by the shippers, 
said the report, adding: 


Considering the light density of the articles, which apparently is 
attributable partly to their poor nesting qualities, and their relatively 
high average value, we conclude that the proposed ratings would be 
just and reasonable for less-than-truckload shipments and that reason- 
able truckload ratings would be 1% times first class, minimum 4,000 
pounds, when not nested, and first class, minimum 6,000 pounds, when 
nested. 
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Il. and S. M-2408, Carpet Mill Thread Waste 


The division said it concluded that the following ratings 
would be just and reasonable on carpet mill thread waste: 


In less than truckloads, double first class in bags or bales com- 
pressed to less than 8 pounds per cubic foot, first class in bales com- 
Pressed to 8 pounds or more but less than 12 pounds per cubic foot, 
and second class in bales compressed to 12 pounds or more per cubic 
foot but less than 15 pounds per cubic foot, and third class in bales 
compressed to 15 pounds or more per cubic foot; and in truckloads, 

class, minimum 6,000 pounds, in bags or bales compressed to less 
than 8 pounds per cubic foot, second class, minimum 10,000 pounds, in 
bales compressed to 8 pounds or more but less than 12 ‘pounds per 
cubic foot, third class, minimum 12,000 pounds, in bales compressed to 
22 pounds or more but less than 15 pounds per cubic foot, and fourth 
class, minimum 20,000 pounds in bales compressed to 15 pounds or 
more per cubic foot. 


1. and S. M-2409, Cores and Tubes, Etc. 


The division said that on reconsideration, it affirmed its 
Previous finding that the proposed ratings on paper cores and 
tubes had not been shown just and reasonable, and added: 


f an 

ae “nave We further find that reasonable ratings on cores and tubes would 
ated lower °€ the following: When not nested and the ratio of single wall thick- 
reasonable™ 2€ss to inside diameter is less than 8 per cent, double first class in 
ds, and, in less than truckloads, and first class in truckloads, minimum 6,000 pounds; 
, when not nested and the ratio of single wall thickness to inside diameter 

is 8 per cent or over but less than 16 per cent, first class in less than 
truckloads, and second class in truckloads, minimum 10,000 pounds; 
when not nested and the ratio of single wall thickness to inside 
eter is 16 per cent and over, second class in less than truckloads, 

and fourth class in truckloads, minimum 20,000 pounds; and when 
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nested, third ‘class in less than truckloads and fifth class in the east 


and west and sixth class in the south, in truckloads, minimum 24,000 
pounds. 


On reconsideration, said the division, it concluded that 
reasonable ratings on excelsior would be as follows: 


Where shipped loose or in bales compressed to a density less than 
6 pounds per cubic foot, double first class, in less than truckloads, and 
in truckloads first class, minimum 5,000 pounds; where the bales are 
compressed to a density of 6 pounds and over but less than 12 pounds 
per cubic foot, first class, in less than truckloads, and in truckloads 
second class, minimum 10,000 pounds; where the bales are compressed 
to a density of 12 pounds per cubic foot and over but less than 15 
pounds per cubic foot, second class, in less than truckloads, and in 
truckloads third class, minimum 12,000 pounds; and where the bales 
are compressed to a density of 15 pounds per cubic foot and over, 
third class, in less than truckloads, and in truckloads fifth class in the 
east and west and seventh class in the south, minimum 20,000 pounds. 


With respect to paper doilies, facial cleansing tissues, 
handkerchiefs, napkins, neck strips, and table cloths, the divi- 
sion said that, on reconsideration, it affirmed its prior finding. 
It said these articles in less than truckloads, were rated first 
class in bales, bundles, double-walled paper bags, or rolls, and 
second class in boxes or crates, and, in the packages named, 
minimum 24,000 pounds, fifth class in the east and west and 
seventh class in the south. The respondents, it said, proposed 
to cancel the volume ratings, leaving the present less-than- 
truckload ratings to apply as any-quantity ratings. 


“There was no opposition by shippers to the proposed 
changes in ratings, which we found reasonable in the prior 
report,” said the division. 

It said the respondents claimed that these articles moved 
in less-than-truckload quantities only, and for that reason 
they should be permitted to cancel the ratings that were main- 
tained on volume shipments. 


On reconsideration, said the division, it affirmed its prior 
finding on coin wrappers. Concerning these articles, it said: 


These wrappers, set up, in boxes, are rated 1% times first class, 
in less than truckloads, and second class, volume minimum 10,000 
pounds. When shipped flat or when folded flat the rating is third class, 
in less than truckloads, and fifth class in the east and west, and column 
37.5 in the south, volume minimum 36,000 pounds. Respondents pro- 
posed to cancel the ratings on the wrappers, set up, in boxes, and 
establish, in lieu thereof, a rating of 4 times first class, any quantity. 
Shippers manifested no opposition to the proposed rating, and in the 
prior report we found it to be just and reasonable. 


Rates on Vegetables and Avocados, 
South to Official Territory. 


In a report in I. and S. No. 5478, Vegetables and Avocados 
—South to Official Territory, the Commission, division 3, has 
found not shown to be just and reasonable in their entirety, 
suspended schedules of rail carriers proposing increases in their 
truck-competitive rates on fresh vegetables and avocados, in 
carloads, from the southeast to Official Classification Territory. 
It has ordered cancelation of the schedules on or before January 
23, 1948, on one day’s notice, and discontinued the proceeding, 
without prejudice to the filing of new schedules in conformity 
with findings made in the report. 

According to the report, the respondents, railroads serving 
the affected territory, allowed their so-called truck-competitive 
rates, which were established in 1939 and 1940 and included the 
1946 authorized increases, to expire March 31, 1947, and pro- 
posed to reinstate, effective April 1, 1947, higher so-called 
normal rates. It said most of the latter rates were prescribed 
as maximum reasonable by the Commission in Southeastern 
Vegetable Case, 200 I. C. C. 273, decided in April, 1934, in- 


creased in 1938, to which the respondents proposed to add the 
1946 authorized increases. 


The purpose of the proposed rate increase, the report said, 
was to augment the respondents’ revenues. Operation of the 
proposed schedules was suspended until October 31, 1947, on 
protests of the U. S. De ent of Agriculture and shipper 
interests, and subsequently, the effective date was voluntarily 
deferred pending disposition of the proceeding. 

At the hearing, the report said, respondents modified their 
proposal by suggesting reductions in the increases sought on 
traffic from Florida. In accordance with-their so-called Kaier 
basis, set out later for comparative purposes, it said, they now 
sought approval of rates from Florida 10 cents higher than the 
present truck-competitive rates to New York, N. Y., and 7 cents 
higher than the present truck-competitive rates to the re- 
mainder of the destination territory. The reason for the greater 
increase to New York, the report said, was because of the more 
expensive terminal operations performed by the respondents 
there than at other cities in official territory. The rates under 
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suspension from points other than Florida, it said, were con- 
siderably lower than the suspended rates from Florida, and the 
respondents asked that the suspended schedules, so far as they 
affected the rates from origins other than Florida, be found 
just and reasonable. The southern respondents did not believe 
that the suspended rates exceeded the maximum limit of rea- 
sonableness, but they considered the competitive situation to 
be such that if the Florida rates were increased to what they 
deemed the normal level, ‘‘that is the so-called ‘comeback’ ” 
rates, they might lose a considerable amount of traffic to the 
motor vehicles, said the report. 

After a discussion of opposition evidence to the proposed 
increases, the net income of carriers in various regions, the re- 
port set forth a table showing, among other things, the amounts 
of the increases from Florida to eastern points, in cents and 
percentagewise, by which the proposed rates under the Kaier 
basis exceeded the prescribed 1934 rates. These ranged from 
4 cents, or 2.7 per cent, on beans, from Belle Glade-Chosen, 
Fla., to Pittsburgh, Pa., to 12 cents, or 14.3 per cent, on cabbage, 
from Hastings, Fla., to New York, N. Y. The rates from Florida 
to Indianapolis, Ind., St. Louis, Mo., and Chicago, IIll., according 
to the report, would remain as they were at present over routes 
of such carriers as the [Illinois Central, but the proposed ad- 
justment from Florida would cause some increases in the spread 
in rates to points near the southern border of official territory. 
‘ Discontinuance of the proceeding is without prejudice to 
the filing of schedules embracing the aforementioned Kaier 
basis as to rates from Florida, and the prescribed basis re- 
ferred to from the remaining southeastern origins, plus the 
authorized increases, the present estimated weights to remain 
unchanged. The finding is also without prejudice to findings 
made in Ex Parte 166, Increased Freight Rates, 1947, 269 
I. C. C. 33, decided October 6, 1947, or in subsequent decisions in 
that proceeding. 


Dierking Motor Rights Transfer to 
Abco Firm Not Approved 


The Commission, division 5, by a report and order in MC 
FC-20148, Abco Moving & Storage Co., Inc.—Purchase—Wil- 
liam Dierking, has denied an application for approval of a 
transfer of a certificate for motor-carrier operations in MC 
95077, from William Dierking, of Freeport, Long Island, N. Y., 
to Abco Moving & Storage Co., Inc., New York, N. Y., for- 
merly of Freeport, finding Abco not fit, willing, and able 
properly to perform the service authorized by the certificate. 
Commissioner Lee notes a dissent. 

The certificate held by Dierking authorized transportation 
of household goods, over irregular routes, between New York 
City and points in Nassau county, N. Y., on the one hand, and, 
on the other, points in 10 eastern states and the District of 
Columbia, said the report. 

Abco, a New York corporation, was organized on or be- 
fore July 12, 1944, for the purpose of becoming the transferee 
of Dierking’s indicated certificate, said the report. 

The report said that on October 27, 1944, by order en- 
tered in MC FC-20148, the application was conditionally 
granted, but that on March 16, 1945, that order was vacated 
and set aside and the application set for a hearing on the issue 
whether Abco or its officers, directors and stockholders were 
* willing, and able properly to perform the considered opera- 

ions. 


Dierking was president and sole stockholder of Abco, fol- 
lowing its organization, said the report, adding that Lucile 
Dierking was secretary-treasurer and that they, together with 
Dierking’s attorney, Isaac Putterman, were its directors. On 
November 28, 1944, following the filing of the application and 
the original action taken thereon, said the report, Maria Putig- 
nano acquired the capital stock of Abco, and on December 4, 
1944, the aforementioned officers and directors resigned, and 
Joseph Visceglia, Constance Visceglia, and Veronica Kenney, 
formerly Veronica Lipinski, were elected officers and directors 
in their stead. 

_No contention had been made, said the report, that Maria 
Putignano, the stockholder of Abco, was active in the business, 
nor that Constance Visceglia, an officer and director of Abco, 
and president-director and sole stockholder of United Security 
Associated Warehouses, Inc., which operated from a common 
headquarters with Abco, was active in either business. It said 
no evidence was introduced to show the manner in which 
Abco’s business had been or was conducted separate and apart 
from the business of United as to operations, expenses, rev- 
enues, equipment, employes, or otherwise. On the other hand, 
it said, it was admitted that Joseph Visceglia was.the directing 
head of Abco and United. Said the report: 


Notwithstanding the vacation of the order which provided for the 
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lawful operation by Abco, it has, under Visceglia’s management, and 
at its own peril, continued the operation. We are not convinced that 
Abco, or its officers, directors or stockholders, have been shown fit, 
willing, and able to observe in good faith the requirements of the act 
applicable to, or properly to conduct the operation authorized by, the 
certificate which it proposes to have transferred to it, 


A request for rehearing was denied. 


TRI-STATE LEASE AND CONTROL 


The Commission, division 4, by a report and order in MC 
F-3528, T. R. Middleton et al.——Control; Tri-State Coach Cor. 
poration—Lease (Portion)—Morris Saylor et al., has approved 
and authorized, subject to condition, lease by Tri-State Coach 
Corporation, of Big Stone Gap, Va., of certain operating rights 
of Morris and Fannie Saylor and T. R. and Eleanor Middleton, 
partners, doing business as Cumberland Coach Lines, of Cum- 
berland, Ky., and acquisition of control of the operating rights 
by T. R. and Eleanor Middleton and Morris and Fannie Saylor, 
through the lease. 





TEMPORARY WATER AUTHORITY 


The Commission, division 4, has issued an order in W-333, 
Sub. 7 TA, Refrigerated Steamship Line, Inc., Temporary 
Authority—Launches, effective from January 1 to and includ- 
ing March 1, 1948, authorizing operation by applicant, of New 
York, N. Y., as a common carrier by self-propelled vessels in 
the transportation of launches and boats between New York, 
N. Y., and Jacksonville and Fort Pierce, Fla. 

By an amended order in W-972, Coastal Waterways, Inc. 
Temporary Authority, effective until April 7, 1948, the Com- 
mission, division 4, has, at the request of applicant, authorized 
operation of non-self-propelled vessels with the use of. sepa- 
rate towing vessels, in addition to self-propelled vessels, in the 
common carrier transportation of commodities generally be- 
pte Baltimore, Md., Brunswick, Ga., Jacksonville and San- 

ord, Fla. 


NICKOLS WATER RIGHTS TRANSFER 


The Commission, division 4, by a report and supplemental 
order in Finance No. 15471, Nickols Transportation Co. Cer- 
tificate Transfer and W-522, Nickols Transportation Co. Com- 
mon Carrier, has authorized transfer to Henry J. Nickols, an 
individual doing business as Nickols Transportation Co., of the 
third amended certificate issued in W-522 to John A., Ellen R. 
and Arthur R. Petersen, and Lloyd Walter Vivell, a partner- 
ship doing business as Nickols Transportation Co. The report 
said on receipt of notice of consummation of the transaction, 
a certificate superseding the one issued to the partnership would 
be issued to Nickols. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo 
araphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Demurrage Charges 


No. 29685, Federal Roofing and Siding Co. vs. Southem 
Pacific Co. By division 2. Dismissed. Demurrage charges col- 
lected on carload shipments from various points in the U. S. to 
Thorne, Nev., between May 3, 1944, and August 13, 1945, thence 
switched by the U. S. Navy over the latter’s tracks, found ap- 
plicable and not unreasonable. The division said demurrage 
accrued for four reasons, two of them because of delays by 
the Navy, and two of them because complainant did not always 
know where cars were spotted at Hawthorne or because if com- 
plainant’s car was spotted on a much-used track, several move- 
ments might be necessary before a car was completely unloaded. 
Bills of lading, it said, read “consigned to Thorne final destina- 
tion Hawthorne,” and that defendant could only effect delivery 
at Thorne of the cars destined to Hawthorne. 


Wharfage Charges 


No. 29435, A. F. Pringle & Co., et al., vs. Atlantic Coast 
Line et al. By division 2. Wharfage charges at Port Everglades, 
Fla., collected on carload shipments of superphosphate made 
between June 1, 1943, and February 2, 1945, originating at 
Charleston, S. C., found applicable and now shown unreaso?- 
able. Handling charges collected on the same shipments found 
inapplicable and reparation awarded. The division said line 
haul rate was published as an export rate but did not apply t0 
shipside, and that shipments moving under the rate were sub 
ject to such additional charges as were applicable for the port 
services necessary to effect shipside delivery, such as wharfag¢ 
and handling. The wharfage charge was applicable, it said, al: 
though the Port Authority, which permitted use of the what! 
by Florida East Coast and Seaboard, had not concurred in the 
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tariff naming the wharfage and handling charges of the line- 
haul carriers. The division said arrangements had been made 
by the War Shipping Administration for the Seatrain type of 
vessel and that only a switching movement, for which a charge 
was provided, was required to place loaded cars on the wharf 
or cradle. With such placement, it said, delivery of the cars to 
the W. S. A. was accomplished and the responsibility of defend- 
ants a so that charges for handling service were inap- 
plicable. 


Mung Beans 


No. 29506, Johnston Seed Co. et al. vs. A. T. & S. F. et al. 
By division 2. Rates charged for transportation, including 
transit, of mung beans, carloads, shipped since March 18, 1944, 
from origins in Oklahoma, Missouri, and Kansas, to various des- 
tinations throughout the United States except in Southern Ter- 
ritory, inapplicable, and reasonable rates for future found to be 
those made 112 per cent of the corresponding present rates on 
grain, minimum 60,000 pounds, to be made effective on 30 days’ 
notice by March 17, 1948. Rates charged, in past, varying from 
48 cents a 100 pounds from Enid, Okla., to Chicago, Ill., to 105 
cents to San Francisco and Los Angeles, Calif. found not un- 
reasonable and reparation denied. Waiver of collection of any 


.foutstanding undercharges authorized. Transit arrangements and 


charges therefor on dried beans, lentils, and peas, found to have 
been and to be applicable on mung beans, and not shown to 
have been or to be unreasonable. 


Soda Ash 


F. S. A. No. 22236, Soda Ash to Georgetown, S. C., em- 
bracing F. S. A. No. 22454. Supplemental report and order 
by division 2. Relief from long-and-short-haul provision of 
section 4 in connection with rates on soda ash, in bulk, in 
carloads, from Lake Charles and Baton Rouge, La., to George- 
town, S. C., authorized in 268 I. C. C. 275, modified to include 
rates from Corpus Christi, Tex., by supplemental fourth sec- 
tion order No. 15710. Applicants in No. 22454 (same as 
those in No. 22236) authorized to establish and maintain over 
routes indicated in the application rates not lower than $6.75 
from Corpus Christi, and from intermediate points, to George- 
town, and to maintain higher rates to intermediate points, such 
higher rates not to be increased without Commission authority 
nor to exceed the lowest combination of rates subject to the act. 
Relief not to apply to rates over routes more than 31 per cent 
circuitous. 


Commission Motor Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of motor carrier reports of the 
Commission. Mimeographed copies of such reports in full may be obtained 
by prompt application to the Commission.) 


*MC 2990, Sub. 8, Blue Arrow Transport Lines, Inc., Grand 
Rapids, Mich. Certificate granted. General commodities, with 
exceptions, (1) between Flint and Grand Blanc, Mich., over 
U. S. highway 10, serving no intermediate points but serving 
off-route points within one mile of Grand Blanc, and (2) over 
Specified routes, as alternate routes for operating convenience 
only in connection with otherwise authorized operations. 

*MC 34301, Sub. 1, Albert Borchard, dba General Trucking 
Service, Los. Angeles, Calif. Permit granted. Over irregular 
routes, magazines, periodicals, and books from Los Angeles to 
San Bernadino, Calif., and rejected shipments of such com- 
modities, and outdated magazines and periodicals, on return to 
Los Angeles. 

_ *MC 60122, Sub. 1, John Viano and Edward Viano, dba 
Viano Brothers, Landisville, N. J. Certificate granted, with 
elimination of duplications. Over irregular routes, malt, bev- 
erages, in containers, from New York, N. Y., to Landisville, 

. J, and empty malt beverage containers in the reverse di- 
rection. 

_ *MC 75267, Sub. 9, James Harwood Cochrane, dba Over- 
nite Transportation, of Richmond, Va. Certificate granted. 

Neral commodities, with exceptions, serving Army Service 
Forces depot located at or near Bellbluff, Va., on U. S. high- 
way 1, as an intermediate point in connection with regular- 
Toute operations authorized in certificate MC 75267 issued 
August 29, 1945. 

*MC 88300, Sub. 7, Dixie Transport Co., Jacksonville, Fla. 
Certificate denied, Commissioner Lee noting a dissent. New 
automobiles and trucks, in initial movements, and used auto- 
mobiles, in truckaway service, from Atlanta, Ga., and points 
within 25 miles thereof, to points in 10 states and rejected 
Shipments on return movements, over irregular routes. 

*MC 105187, Sub. 3, Charles Farkas, McKeesport, Pa. 

ermit granted. Over irregular routes, (1) meats, meat prod- 
ucts and meat by-products, and (2) articles distributed by 
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meat packing-houses, from McKeesport to specified points over 
designated routes in Pa. - 

*MC 107107, Sidney Alterman, Miami, Fla. Certificate 
granted. Over irregular routes, (1) fresh fruits and fresh vege- 
tables, between points in Fla., on the one hand, and, on the 
other, points in 16 states, traversing Ala., Miss., Ky., Tenn., 
W. Va., and Washington, D. C., for operating convenience only; 
(2) jams, jellies, pie fillers, cocoa, rice, flour, beans, mincemeat, 
macaroni, noodles, and spaghetti, from New York, N. Y., to 
Miami, Fla.; (3) jellies from Philadelphia, Pa., to Miami; (4) 
glass containers from New York and Laurens, S. C., to Miami, 
and (5) wooden containers from New York to Miami. Com- 
missioner Lee, concurring, said that in his opinion the appli- 
cant’s transportation of fresh fruits and vegetables on vehicles 
on which no other property, or no passengers, were transported 
for compensation at the same time fell within the exemption 
provided in section 203(b)(6) of the interstate commerce act. 
Otherwise he concurred, he said, in the majority’s findings. 

*MC 107807, Sub. 2, M. J. Baggett and R. L. Walker, dba 
Gasoline Transport Co., Atlanta, Ga. Certificate granted. Pe- 
troleum products, in bulk, in tank trucks, from Chattanooga 
and Tyner, Tenn., to Carrollton, Ga., and to points in a de- 
scribed area of Ga., over irregular routes. The report said 
that applicant M. J. Baggett was general manager for appli- 
cant R. L. Walker and Mrs. R. L. Walker, dba Walker Hauling 
Co., which had authority to operate insofar as pertinent to the 
instant proceeding, from Lookout Mountain and Atlanta, Ga., 
to. points in north Georgia but not from Chattanooga or Tyner. 
The report ‘said that it thus appeared that applicants and R. L. 
Walker and Mrs. R. L. Walker, dba Walker Hauling Co., 
would be under a common control or management within the 
meaning of section 5 of the act. It said that notwithstanding 
the grant of any authority in the instant proceeding, applicants 
might not lawfully operate thereunder until applicants ob- 
tained approval of the Commission, in a proceeding under sec- 
tion 5 of the act, such common control or management of 
applicants and Walker Hauling Co. It cited Hannon—Control 
—Hannon Motor Lines, Inc., 39 M. C. C. 620. 

MC 73449, Sub. 36, Central Truckaway System, Inc., In- 
dianapolis, Ind. Certificate granted. Commissioner Patterson 
concurring in part. Over irregular routes, (1) chassis and 
trucks, restricted to initial movements, in truckaway and drive- 
away service, from places of manufacture or assembly in In- 
dianapolis, to all U. S. points, and (2) two-wheel tractors, 
restricted to initial movements, in truckaway service, from 
places of manufacture or assembly in Indianapolis, to all U. S. 
points, provided that such authority, to the extent it duplicates 
any heretofore granted to applicant, shall not be construed as 
conferring, together with such other authority, more than one 
operating right. 

*MC 1344, Sub. 2, Charles F. Pfeifly, Allentown, Pa. Cer- 
tificate granted. Meats, meat products and meat by-products 
from Elizabeth, N. J., to Allentown, Bethlehem, Easton, and 
Reading Pa., over irregular routes. 

*MC 61599 Sub. 72, Queen City Coach Co., Charlotte, N. C. 
Certificate granted: Passengers and their baggage, express, 
mail and newspapers in the same vehicle with passengers, 
between specified Tenn. points. 

*MC 66341, Sub. 2, Albert W. Culverwell, Dalton, Mass. 
Certificate granted. Commissioner Lee dissenting. Over irreg- 
ular routes, fresh and frozen fish and shellfish from Boston and 
Gloucester, Mass., to Albany, N. J., and points within 15 miles 
thereof, and containers for the described commodities from 
_ aforementioned points of destination to Gloucester and 

oston. 

*MC 108397, Sub. 1, Donald K. Hillerege, Scottsbluff, Neb. 
Certificate granted. Over irregular routes, (1) cement, in bulk, 
from Boettcher, Colo., and Laramie, Wyo., to Scottsbluff, Neb., 
and points within 15 miles of Scottsbluff -and (2) concrete 
products, from Scottsbluff and points within five miles thereof, 
to points in Colo., Wyo., and S. D. 


NEW WATER CARRIER SYSTEM OF ACCOUNTS 


The Commission, division 1, has issued an order requiring 
all carriers by water subject to the interstate commerce act, 
as amended, that also operate vessels in foreign service, and 
every lessor thereof, or trustees, executor, administrators or 
assignees of such carriers or lessors to comply with a “Uniform 
System of Accounts for Maritime Carriers” attached to the 
order, effective January 1, 1948. 

The accounting regulations classify carriers as Class A, 
those having average annual operating revenue exceeding 
$500,000; and Class B, those having such revenues exceeding 
$100,000, but not more than $500,000. No uniform system of 
accounts was prescribed for companies having revenues of 
$100,000 or less, and carriers were instructed to adopt the lass 
of operating accounts indicated by the average of their annual 
operating revenues for 3 years immediately preceding the 
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effective date of the system. New companies are to estimate 


the amount of their annual operating revenues in classifying . 
themselves. 


COMMISSION ORDERS 

No. 9200, Railway Mail Pay. Order of July 25, as subsequently 
modified, further modified to extend provisions thereof from December 
31, 1947, to not later than March 1, 1948. 

Nop. 28300, Class Rate Investigation, 1939 and Ex Parte 162, Increased 
Railway Rates, Fares, and Charges, 1946. Petition of Lynchburg Traffic 
Bureau for reopening, reconsideration, rehearing and vacation of orders 
denied. 

No. 29431, Shore’s Abbatoir vs. Tex. & Pac. Ry. Co., et al. Com- 
plainant’s petition for reconsideration, denied. 

MC 106446, Michael J. Hudson, Common Carrier Application. Report 
and order of April 10, 1947, modified so as to authorize issuance to 
applicant upon compliance with sections 215 and 217 of interstate com- 
merce act and rules and regulations thereunder, of a certificate of 
public convenience and necessity authorizing applicant to operate as a 
common carrier by motor vehicle, in interstate or foreign commerce, of 
Passengers and their baggage, and of express, mail, and newspapers, 
in same vehicle with passenger, between Borough of Manhattan, New 
York, N, Y., and Culvers Lake, N. J., as follows: From Borough of 
Manhattan, New York, N. Y., through the Holland Tunnel to Jersey 
City, N. J., thence over U. S. Highway 1 to Newark, N. J., thence over 
New Jersey Highway 23 to junction Black Oakridge Road, at traffic 
circle north of Wayne, N. J., thence over Black Oakridge Road to junc- 
tion Newark-Pompton Turnpike, thence over latter to Riverdale, N. J., 
thence over Paterson-Hamburg -Turnpike to Butler, N. J., thence over 
Kiel Avenue to junction New Jersey Highway 23, thence over latter to 
junction unnumbered highway approximately 1 mile southeast of 
Franklin, N. J., thence over such unnumbered highway*to Franklin, 
N. J., thence returning over this unnumbered highway to describea 
junction, thence over an unnumbered highway through Ogdensburg, 
N. J., to Sparta, N. J., thence over unnumbered highway through Mul- 
ford, N. J., to Newton, N. J., thence over U. S. Highway 206 to Culvers 
Lake, and return over the same route, serving Cedar Grove, N. J., and 
all intermediate points between Cedar Grove and Culvers Lake, but 
without service at intermediate points between Cedar Grove and Borough 
of Manhattan, New York, N. Y. 

1. & S. 5538, Classification Ratings, Cold Storage Lockers, Order of 
November 24, vacated and set aside as of December 26, and proceeding 
discontinued. 

No. 13535, et al. Consolidated Southwestern Cases. Order of May 
16, as corrected, modified so as to extend effective date of said order 
from December 31, 1947, to December 31, 1948, rates named therein to 
be subject to the authorized general increases. 

W-965, Hugh F. McGoldrick, common carrier application. Applica- 
tion dismissed. 

W-971 TA, Jerome Dempsey Temporary Authority, New London. 
Proceeding reopened for reconsideration and for hearing at a time and 
place to be hereafter designated. 

No. 29835, Gerber Products Company vs. Chesapeake and Ohio Rail- 
way Company et al. Proceeding be handled under modified procedure 
and parties thereto to comply with provisions of rules 45 to 54, inclu- 
sive, of General Rules of Practice before Commission. 

Finance 15328, Smithfield Terminal Railroad Company Construction. 
Time prescribed in certificate of October 11, 1946, within which Smith- 
field Terminal Railway Company shall complete the construction therein 
authorized, further extended to April 15, 1948. 

Finance 15470, Application of Missouri and Arkansas Railway Com- 
pany receivers for a certificate of public convenience and necessity 
permitting abandonment of the line extending from Joplin, Mo., to 
Helena, Ark., and abandonment of operation under track rights of 
about 29.26 miles of line. Proceedings reopened for sole purpose of 
receiving into the record the report of receivers filed in the United 
States District Court, Western District of Arkansas, Harrison Division, 
in M. P. Gross and Saul Frankel vs. Missouri and Arkansas Railway 
Company, Civil Action 194, the supplemental report filed by receivers in 
said court on November 4, 1947, the opinion of said courts and its decree 
and order of November 4, 1947. The above described documents re- 
ceived in evidence as Exhibit 78. Hearing for the introduction of 
evidence in this proceeding is closed. 

MC 3647, Sub. 76, Public Service Interstate Transportation Company. 
Proceeding reopened for hearing. 


MC 47912, Jones Transfer Line, Inc., common carrier application. 
Report and ordér on reconsideration entered in this proceeding on 
February 22, 1944, modified so as to authorize issuance to applicant, 
upon compliance with sections 215 and 217 of Interstate Commerce Act 
and rules and regulations thereunder of a certificate of public con- 
venience and necessity authorizing applicant to operate as a cOmmon 
carrier by motor vehicle, in interstate or foreign commerce, of sheet 
metal automobile parts and accessories, metal stampings, sheet steel 
and paper boxes (in lieu of the presently authorized commodity de- 
scriptions of metal stampings, sheet steel, and paper boxes), between 
Hartford, Wis., and: Chicago, Ill., over presently authorized routes. 
This order shall become effective on January 15, 1948, unless any party- 
in-interest shall show cause, if any there be, in writing, verified under 
oath, why report and order on reconsideration entered on Febauary 22, 
1944, should not be modified in manner described above. 

MC 74598, Sub. 4, G. D. Miller Extension, Ohio, Indiana. Pro- 
ceeding reopened for further hearing at a time and place to be here- 
after fixed, solely to determine (1) what modification, if any, should 
be made in description of commodities authorized in findings of report 
and order of Division 5 of July 2, 1947, and (2) whether permit issued 
to applicant in MC 74598 should be amended so as to eliminate there- 
from authority to transport castings. 

MC-C 868, Easy Washing Machine Corporation vs. Red Star Express 
Lines of Auburn, Inc. Proceeding reopened for further hearing. 

No. 29572, United States of America vs. Ahnapee and Western Rail- 


, Inc.—Purchase—R. L. Walker and Mrs. R. L. Walker. 
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way Company et al. Missouri-Illinois Railroad Company (Guy 4A, 
Thompson, Trustee), dismissed as a defendant party. 

MC 108740, John L. McAndrew, common carrier application. Pro- 
ceeding reopened for further hearing. 

MC-C 929, The County Board of Arlington County vs. Washington, 
Virginia and Maryland Coach Company, Inc. Motions of defendant that 
complainant be required to make the complaint more definite and cer. 
tain and that complaint be dismissed overruled. 

MC-F 2042, The Rio Grande Southern Railroad Company (Cass M. 
Herrington, Receiver), Lease, Ed Haines. Petition of The Rio Grande 
Southern Railroad Company and West Coast Fast Freight, Inc., for 
an order. granting leave to petitioners to terminate lease arrange. 
ment authorized by report and order of July 14, 1943, dismissed. 

MC-F 2486, T. M. Rinehart and H. G. Rice, control; Square Deal 
Cartage Company, Lease, B. W. Preussel. To extent it seeks reopen- 
ing of proceeding, the petition is granted, and proceeding reopened 
for consideration of other relief sought by petition. Petition assigned 
for hearing at a time and place to be hereafter fixed. 

MC-F 3260, McDuff Turner et al., control; Southern Stages Com- 
pany, control, and merger, Southern Stages, Inc., and Finance 15430, 
Southern Stages Company, Notes. Time within which petitions may 
be filed for reopening of proceedings, further extended to expire 
January 5, 1948. 

MC-F 3391, Greyhound Corporation Control; Central Greyhound 
Lines, Inc., Purchase (portion), Central Greyhound Lines, Inc., of New 
York. Time within which authority granted by order of April 14, 
1947, may be exercised, extended to expire January 26, 1948. 

W-958, Meseck Steamboat Co., Inc., common carrier application and 
W-958, Sub. 1, Meseck Steamboat Co., Inc., contract carrier application. 
Effective date of second amended certificate and order issued in pro- 
ceeding on October 24, which by its terms is to take effect and be in 
force from and after January 23, 1948, postponed to February 24, 1948. 


MOTOR FINANCE CASES 

MC F-3518, R. L. Walker et al.—Control; Walker Hauling Co., 
Purchase by 
Walker Hauling Co., Inc., of Atlanta, Ga., of the operating rights and 
certain property of R. L. Walker and Mrs. R. L. Walker, partners, 
doing business as Walker Hauling Company, also of Atlanta, acquisi- 
tion by R. L. Walker, Mrs. R. L. Walker, and M. J. Baggett of control 
of Walker Hauling Co., Inc., through ownership of its capital stock, 
and their continuance in control of Walker Hauling Co., Inc., upon 
institution of operations by R. L. Walker and M. J. Baggett, partners, 
doing business as Gasoline Transport Company, approved and author- 
ized, subject to condition. 

MC F-3636, O. L. Harvey—Purchase (portion)—Reconstruction Fi- 
nance Corporation as Successor in Interest to Breeding Motor Freight 
Lines, Inc. O. L. Harvey, doing business as O. L. Harvey Truck Service, 
of Seminole, Okla., authorized, for a period not exceeding 180 days, to 
lease certain motor carrier properties claimed by Reconstruction Finance 
Corporation as successor in interest to Breeding Motor Freight Lines, 
Inc., of Oklahoma City, Okla., and to operate under that portion of 
the operating rights covered by certificate issued November 29, 1946, 
in No. MC-107232, which authorizes transportation of machinery, mate- 
rials, supplies, and equipment incidental to, or used in, the construc- 
tion, development, operation, and maintenance of facilities for the 
discovery, development, and production of natural gas and petroleum, 
between points and places in Arkansas and between points and places 
in. Arkansas, on the one hand, and, on the other, points and places 
in Okiahoma; provided that within 30 days from December 12, 1947, 
O. L. Harvey shall have (1) complied with sections 215 and 217 of the 
act and rules and regulations prescribed thereunder, (2) instituted 
operations pursuant to the authority granted, and (3) confirmed, in 
writing, to the Commission, immediately upon commencement of opera: 
tions, the date operations were commenced. 

MC F-3437, Allied Van Lines, Inc.—Purchase—George Edward Johr- 
ston et al. Application for authority under section 210a(b) of Allied 
Van Lines, Inc., of Chicago, Ill., for temporary operation of the motor 
carrier rights of M. M. Smith, doing business as M. M. Smith Storage 
Warehouse, of Fayetteville, N. C., denied December 15, 1947. 

MC F-3666, Wendell B. Thrower and J. M. Blythe—Control; Atlantic 
Motor Lines, Inc.—Purchase (portion)—C. Alex Hicklin. Application 
for authority under section 210a(b) of Atlantic Motor Lines, Inc., of 
Charleston, N. C., for temporary operation of a portion of the moto! 
carrier rights of Osmond Alexander Hicklin, doing business as O. A. 
Hicklin, of St. Matthews, S. C., denied December 12, 1947. 

MC F-3655, R. R. Smith—Lease—Service, Incorporated. Application 
for authority under section 210a(b) of R. R. Smith, doing business 4s 
Smith’s Transfer Company, of Staunton, Va., for temporary operation 
of the motor-carrier rights of Service, Incorporated, of Washington, 
D. C., denied December 12, 1947. 

MC F-3623, Lewis Bobo—Lease (portion)—Gordons Transports, Inc. 
Application for authority under sections 210a(b) of Lewis Bobo, doing 
business as Superior Transport Co., of Mobile, Ala., for temporary 
operation of a portion of the motor-carrier rights of Gordons Trans 
ports, Inc., of Memphis, Tenn., denied. 

MC F-3677, Allied Van Lines, Inc.—Purchase—Albrent Freight and 
Storage Corp. et al. Application for authority under section 210a(b) 
of Allied Van Lines, Inc., of Chicago, Ill., for temporary operation of 
the motor-carrier rights of Peters Transfer & Storage Company, of 
Green Bay, Wis., denied December 18, 1947. 

MC F-3582, J. M. Spence—Control; Carolina Norfolk Truck Line— 
Purchase (portion)—Southern States Motor Lines, Inc. Purchase, by 
Carolina Norfolk Truck Line, of Norfolk, Va., of certain operating 
rights of Southern States Motor Lines, Inc., of Columbia, S. C., er 
acquisition of control of the operating rights by J. M. Spence throug 
the purchase, approved and authorized, subject to condition. : 

MC F-3555, Charles E. Stilson and James B. Godfrey, Jr.—Contro!, 
Great American Dispatch, Inc.—Purchase—Jacob W. Wiederspan (Ester 
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B. Wiederspan, Administratrix); and (portion) Earl F. Buckingham 
et al. Purchase by Great American Dispatch, Inc., of Detroit, Mich. 
(1) of the operating rights of Jacob W. Wiederspan (Ester B. Wieder- 
span, Administratrix), doing business as Nebraska Transit Lines, of 
Lincoln, Neb., and (2) of certain operating rights of Earl F., Glen O., 
Harold D., and Oliver L. Buckingham, partners, doing business as 
Buckingham Transportation Co., of Rapid City, S. D., and acquisition 
of joint control of Great American Dispatch, Inc., and the operating 
tights by Charles E. Stilson and James B. Godfrey, Jr., and Earl F., 
Glen O., Harold D. and Oliver L. Buckingham, approved and author- 
ized, subject to conditions. 

MC F-3488, Alabama Mineral Land Co. et al.—Control; Malone 
Freight Lines, Inc.—Purchase (portion)—North Alabama Motor Express, 
Inc., and MC F-3550, Alabama Mineral Land Co. et al.—Control; Malone 
Freight Lines, Inc.—Purchase—G. and M. Motor Transfer Co., Inc. 
Purchase by Malone Freight Lines, Inc., of Birmingham, Ala. (1) of 
certain operating rights of North Alabama Motor Express, Inc., of 
Birmingham, Ala., and (2) of the operating rights of G. and M. Motor 
Transfer Co., Inc., of Statesville, N. C., and acquisition of control of 
the operating rights by Alabama Mineral Land Co., J. R. Oden, Robert 
R. Jones, A. C. Ramsay, Jr., Huston LaClair, and R. J. Fadool, through 
the purchases, approved and authorized, subject to conditions. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. No. 13085, Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co. Trustees et al. Construction, 
etc., authorizing acquisition by the trustees of the Chicago, Rock Island 
& Pacific Railway Co. of trackage rights over certain lines of the Kan- 
sas City Southern Railroad Co., the Chicago, Milwaukee, St. Paul & 
Pacific Railroad Co., the Missouri Pacific Railroad Co., the Wabash 
Railroad Co., and the Union Pacific Railroad Co., in Kansas City, Mo. 
Approved. 

Report and order in F. D. No. 15893, Coast Tug & Barge Co. et al., 
Permit Transfer, No. W-175, Ocean Transportation Co. Applications, 
and No. W-435, Coast Tug & Barge Co. Applications, approving trans- 
fer to Sause Bros. Ocean Towing Co., Inc., of the permit dated April 
20, 1943, issued to Coast Tug & Barge Co. and Ocean Transportation Co. 
Approved. 

Supplemental report and order in F. D. No. 15883, Washington, 
Virginia & Maryland Coach Co., Inc., Note, modifying report and 
order of October 23, 1947, by eliminating the condition- prescribed that 
contemporaneously with the issue of the proposed note for not exceed- 
ing $999,972.22 the applicant shall execute and deliver to the payee a 
new chattel mortgage securing the payment thereof. Approved. 


Report and order in F. D. No. 15912, Colle Towing Co. Permit 
Transfer, and No. W-779, Colle Towing Co. Applications, approving 
transfer to Colle Towing Co., Inc., of the permit dated March 15, 1946, 
issued in No. W-779, to H. H. Colle, J. H. Colle and W. B. Herring, 
a partnership, doing business as the Colle Towing Company. Approved. 


FINANCE APPLICATIONS 


Finance No. 15947, International-Great Northern Railroad Co., by 
its trustee, Guy A. Thompson, asks authority to operate by means of 
trackage rights over or the joint use of a single line track extending 
from the end of applicant’s tracks on the northern approach to the 
international railroad bridge at or near Ventura Street, in Laredo, Tex., 
to a point of connection with the national railways at the boundary 
line between the U. S. and Mexico at or near the center of said inter- 
national bridge, approximately 1,061 feet, for the purpose, it said, of 
effecting a direct interchange of traffic at the boundary line. The appli- 
sation said, of the involved trackage, 546 feet were located on the bridge. 
The applicant said it assumed that the international bridge and the 
northern approach thereto were owned in whole by the national rail- 
ways of Mexico or the Texas Mexican Railway Co., or in divided or 
undivided parts by each of such companies, but because of the in- 
definiteness and obscurity of title and ownership, it proposed and 
agreed, if the Commission approved, to place in escrow or to have 
impounded such charges as they accrued as the proper authorities might 
determine to be reasonable compensation for the use of the bridge, ap- 
proach and the tracks thereon. 

MC F-3697, White Star Motor Coach Lines of Illinois, Peoria, Iil., 
asks authority to purchase operating rights of Santa Fe Trail Trans- 
portation Co., Wichita, Kan. 

MC F-3698, McLean Trucking Co., Inc., Winston-Salem, N. C., asks 
authority to purchase certain operating rights of Garford Trucking, 
Inc., South River, N. J. 

MC F-3699, Garford Trucking, Inc., South River, N. J., asks au- 
thority to purchase operating rights of Fast 8 Line, Bound Brook, N. J. 

MC F-3700, New York & Pennsylvania Motor Express, Inc., Reading, 
Pa., asks authority to purchase a portion of the operating rights of 
Eagle Motor Transportation Co., Reading, Pa. 

Finance No. 15948, Illinois-California Express, Inc., Denver, Colo., 
asks authority to assume obligation and liability in respect of securities 
of Los Angeles-Albuquerque Express, Inc., in connection with a pro- 
Posed transaction, pending with the Commission in MC F-3682, for 
merger of Illinois-California and Los Angeles-Albuquerque, whereunder 
the latter would be dissolved. Under the proposed merger plan, the 
application said, the outstanding secured obligations of the two corpo- 
tations would total $641,692 in the resulting corporation. 

Finance No. 15782 (supplemental), Illinois Central Railroad Co. 
asks authority to issue an additional $3,200,000 of series ‘‘X”’ certificates, 
the proceeds from which are to be used to finance part payment for 

€ purchase of 1,000 hopper cars and four passenger cars, estimated to 
total $3,999,820. The railroad said the issue represented the balance 
of $4,400,000 of certificates originally sought to be issued for which 
the Commission authorized the issuance of $1,200,000. The certificates 
are to be dated August 1, 1947, mature in 20 semi-annualj installments, 
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and bear dividends at a rate to be determined through competitive 
bidding. : 

Finance No. 15949, Tennessee Central Railway Co., asks authority 
to issue $314,000 face amount of 3 per cent series ‘‘E’’ equipment trust 
certificates, to provide not in excess of 90 per cent of the cost of 100 
fifty-ton all-steel hopper cars, estimated at $349,000, to be built by the 
American Car & Foundry Co., St. Louis, Mo. The railway said it 
proposed to sell the certificates at par, subject ‘to the Commission’s 
approval, to the Reconstruction Finance Corporation. The certificates 
to be dated October 1, 1948, and mature in 20 semi-annual installments. 

MC F-3701, Queen City Coach Co., Charlotte, N. C., and Greensboro- 
Fayetteville Bus Line, Inc., also of Charlotte, jointly ask authority to 
merge their properties and franchises. 


PETITIONS FOR REHEARING, ETC. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern and Southern Freight Association Ter: 
ritories ask for approval under Finding 27 of its decision in 123 I. C. C. 
203, et seq., to permit establishment of following rates in cents per 
100 pounds, all subject to Tariffs of Increased Rates and Charges 
X-162-A and X-166, Agent D. Q. Marsh’s I. C. C. 3747 and 3767, on 
Caustic Soda, liquid, in tank cars, subject to Rule 35 of Western Classi- 
fication, Agent R. C. Fyfe’s I. C. C. 30, from Huntsville and Huntsville 
Arsenal, Ala., to Little Rock and North Little Rock, Ark., 26; to 
Crossett, Ark., 28%; to Camden, Ark., and Bastrop, La., 31; to Ad- 
vance and Spring Hill, La., 33%. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for modification of 
Findings and Orders in 123 I. C. C. 203, et seq., by eliminating there- 
from: Rice Oil, Rice Bran Oil, Rice Oil Foots or Sediment, Rice Bran 
Oil Foots or Sediment. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern Territory ask for approval under Find- 
ing 27 of its decision in 123 I. C. C. 203, et seq., to permit establish- 
ment of commodity rates in cents per 100 pounds on Window Glass, 
carloads, as described in Item 1290 of Agent D. Q. Marsh’s I. C. C. 
3732 (S. W. L. Tariff 57-S), from Okmulgee, Okla., of 28 to Benbrook, 
Dallas, Ft. Worth, Orphans Home, Waco and West Waco, Tex., and 
50 to Austin and San Antonio, Tex. 

No. 13535 et al., Consolidated Southwestern Cases. Defendant car- 
riers operating in Southwestern, Southern Freight Association and 
Western Trunk Line Territories ask for approval under Finding 27 of 
its decision in 123 I. C. C. 203, et seq., to permit establishment of a 
rate of 57 cents per 100 pounds on Caustic Soda, liquid, in tank cars, 
subject to Rule 35 of Western Classification, Agent R. C. Fyfe’s I. C. C. 
30, from Huntsville and Huntsville Arsenal, Ala., to Arkansas City and 
Wichita, Kan. 

MC-F 3630, McCoy Truck Lines, Inc., Waterloo, Ia., purchase, Daniel 
J. Hogan dba Hogan Express, Mason City, Ia. McCoy Truck Lines, Inc., 
asks for authority temporarily to operate motor-carrier properties of 
Daniel J. Hogan, dba Hogan Express. 

MC-F 3297, B. D. Kramer and C. J. Villeneuve, Control, I & S$ 
Trailways, Inc., Merger Victory Coach Lines, Inc., and Empire Trails. 
Southeastern Greyhound Lines ask that Commission issue an order 
reopening present case for further hearing and directing that an Ex- 
aminer’s roport be prepared and that oral argument be had, or recon- 
sider its order issued October 30, 1947, and issue an order denying and 
disapproving application. 

MC-F 3626, I. M. and I. B. Scheibe, Control: Consolidated Forward- 
ing Co., Ine., Purchase (portion), Reconstruction Finance Corporation 
as Successor in Interest to Breeding Motor Freight Lines, Inc. Peti- 
tioners ask for an extension of time within which to commence oper- 
ation. 

MC-F 3637, G. B. Powell, Lease, C. Rampy. Applicants, G. B. 
Powell, dba Powell Truck Line, lessee, and C. Rampy, lessor, ask Com- 
mission to reconsider so much of its order of November 19, 1947, as 
denied applicants’ request for authority under Section 210a(b) for 
lessee temporarily to operate under certificate of lessor issued October 


22, 1947, in MC 64695, Sub. 10, covering States of Ala., Miss., Ga., 
and Fla. 


Commission to Investigate Divisions 
Accorded Official Territory Lines 


The Commission has issued two orders instituting investi- 
gations into the divisions received by Official Territory railroads 
from railroads in Southern and in Southwestern terrtiories. The 
action was taken on petition of the Official Territory carriers, 
who asked reopening, further hearing and argument in No. 
24160, involving Southern Territory, and No. 25390, and related 
cases, involving Southwestern, Southern and Western terri- 
tories (see Traffic World, Aug. 2, p. 330, and Aug. 30, p. 606). 

The investigations are docketed as Official-Southern Divi- 
sions, No. 29885, In the Matter of Division of Joint Rates Be- 
tween Official and Southern territories, and Official-Southwest- 
ern Divisions, No. 29886, In the Matter of Divisions of Joint 
Rates Between Official and Southwestern territories. 

Each order says the investigation will be to determine 
whether present divisions of joint rates on classes and all com- 
modities are unjust, unreasonable, inequitable or unduly prefer- 
ential or prejudicial as between the carriers parties thereto, 
and, if so, what will be the just, reasonable, and equitable divi- 
sions under section 15(6) of the interstate commerce act. 

Although the Official Territory carriers, in filing a petition 




























1900 


and brief in No. 25390, and the related complaint proceedings, 
asking for reopening and further hearing and argument, com- 
plained that the divisions prescribed by the Commission were 
unduly preferential of railroads in Southern, Southwestern and 
Western territories, the order of investigation in No. 29886 
mentions only Southwestern Territory. The record on which 
these divisions were prescribed, according to the railroads, per- 
tained almost entirely to the depression of the 1930’s. The divi- 
sions in the proceeding involving the southern lines were pre- 
scribed in 1939. 

Reference to these divisions and the request of Official 
Territory lines for a review of them was made in argument 
before the Commission in Ex Parte 166, some shipper interests 
taking the position that the divisions should be adjusted before 
any greater increase was granted lines in Official Territory, 
or that an adjustment by the railroads of present divisions be 
made a condition precedent (see elsewhere). 


MOTOR CARRIER TARIFF RELIEF CONTINUED 


The Commission, division 2, has issued an amended special 
permission and an order to permit motor carriers to continue 
to depart from the provisions of tariff circular MF No. 3 in 
the publication of tariffs. 

Amendment No. 5 to M-30382, No. 8263, continues from 
January 1 to December 31, 1948, authority to depart from 
rules 4(k) and 5(a) of the tariff circular, the first of which 
requires specific routing where intermediate points are named, 
and the second of which requires specific routing in the tariffs 
where joint rates are named. 

The order postpones from January 1, 1948, until January 1, 
1949, the effective date of rule 18 of the tariff. The rule calls 
for indices to tariffs. 


ALTON REORGANIZATION EXPENSES 


The Commission, division 4, by a report and order in Fi- 
nance No. 14030, Alton Railroad Co. Reorganization, has fixed 
maximum limits of $41,079.87 out of $56,779.87 claimed for al- 
lowances from the debtor’s estate of compensation for services 
rendered or to be rendered and reimbursement of expenses in- 
curred or to be incurred by parties in interest and their attor- 
neys and counsel. It said the period covered was from February 
20, 1946, to the end of the proceedings. 

Louis Boehm and Bernard D. Fischman, counsel for the 
Stephen B. Gibbons protective committee for holders of Chi- 
cago & Alton railroad refunding mortgage bonds, according to 
the report, claimed $32,551.44 and were allowed $17,351.44. It 
said that Benjamin Wham and Wham, Rose & O’Brien “as, or 
believing that they were,” co-counsel for the Joliet & Chicago 
railroad, claimed $1,224.44 and were allowed $724.44. Other- 
wise, according to the report, the amounts claimed by others 
were allowed. 


CARBON COUNTY RAILWAY NOW CLASS I! 


By an order In the Matter of the Classification of a Certain 
Carrier by Steam Railway, the Commission, division 1, has des- 
ignated the Carbon County Railway Co., operating in Utah, a 
Class II railway beginning with the calendar year 1947. It said 
the carrier had been a Class III railway but that special con- 
ditions now existed that were deemed to warrant its reassign- 
ment. 


CORPORATE NAMES OF COMMON CARRIERS 


The Commission has issued supplement No. 58 to list No. 3 
of corporate names of common carriers by rail (including ex- 
press), water or pipe line (including names of receivers or trus- 
tees, if any), filing tariffs, concurrences, or powers of attorney 
with the Commission. The list was compiled December 1 by the 
section of tariffs of the Commission’s Bureau of Traffic. It can- 
cels supplement No. 57 and says supplements Nos. 38 and 58 
contain all changes. 


ACCIDENT REPORT REQUIREMENTS MODIFIED 


The Commission, division 1, has issued an order modifying 
its rules governing monthly reports of railway accidents (1922 
revisions), effective January 1, 1948, cancelling subsection (a) 
of section 2 (section 125.12 code of federal regulations) and 
substituting therefor the following: 


Sec. 120.12. Accidents to Be Reported. (a) For the year 1948, dam- 
age to railway property amounting to more than $250, including the 
expense of clearing wreck, but not damage to or loss of freight or 
baggage, animals, or property of noncarriers on or adjacent to right-of- 
way. For years subsequent to 1948, upward or downward changes from 
that minimum shall be made in multiples of not less than $25, depend- 
ing upon changes in the unit costs comprising accident expense as 
determined by the Commission’s Bureau of Transport Economics and 
Statistics. The accident reporting officers of each road shall be advised 
by that bureau if any change is made in the reporting base for any 
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ensuing year. (24 Stat. 386, 34 Stat. 593, 41 Stat. 493, 35 Stat. 649, m% 


tive: 
Stat, 916, 36 Stat. 351, 556; 49 U. S. C. 20 (1)-(8), 45 U. S. C. 38.) m0 


about : 


I. C. C. MOTOR TARIFFS STRICKEN ty aa 
The Commission, division 2, has issued orders striking from J porting 
its files tariff schedules containing minimum rates and charges J not sa’ 
for interstate motor transportation of the following: Connolly & } not bee 
Solomon Co., Dorchester, Mass., MF-I. C. C. 2; Viva J. Hewitt, § that su 
doing business as Edward’s Express, Newark, N. J., MF-I. C. C, I Even b 
Nos. 1 and 2; and Margaret F. Ward, New York, N. Y., MF- § to oper 
I. C. C. No. 2. The orders recited that by action of division 5, I traffic : 
effective last August, permits issued to the aforementioned par- of the 
ties were revoked and canceled, and said such schedules might Th 
not remain effective in the Commission’s files. Two of the par- J jington 
ties could not be located and one had ceased to exist as a cor- I be adve 
poration, according to the orders. 

: Agre 
Suspended Tariffs Pla ‘ 

(Designation of a tariff below does not mean that all schedules in it 
have been suspended by the Commission. Suspension orders contain Re} 
many schedules not reproduced here. Details of such orders are pub- J Office , 
lished in The Daily Traffic World and Bulletin and The Traffic Bulletin.) the sitt 
I. and S. M-2807, Minimum Rate Restrictions, Southwest Railroa 
to Middlewest, from December 21 to and including July 20, { World, 
1948, certain schedules published in supplement No. 50 to tariff § will ar 
MF-I. C. C. No. 49 of Middlewest Motor Freight Bureau, Agent, § to those 
Kansas City, Mo. The suspended schedules propose minimum Th 
class rate restrictions over certain routes from points in south-f not gor 
western states to points in middlewestern states. ; as the 
I. and S. M-2808, Rules—Overcharge Claims—Reconsign- j respect 
ment, from December 21 and later to and including July 20, file the 
1948, certain schedules published on 4th revised page 44 tof effectiv 
tariff MF-I. C. C. No. 30 of the Rocky Mountain Tariff Bureau, f ing effe 


Agent, Denver, Colo., and in supplements to various tariffs of Ho 
Middlewest Motor Freight Bureau, Agent, Kansas City, Mo.f Service 
The suspended schedules propose rules for the handling of ship- J would | 
ments reconsigned at point of origin and for limitation of the mae 
time within, and the method by which overcharge claims may fj pear to 
be filed, to apply in connection with rates between either Moun- f those r; 
tain Pacific Territory and Eastern transcontinental groups; be- 
tween points in Colorado and Wyoming and points in Middle- 
west and Official territories; or within Middlewest Territory 
(see Traffic World, Dec. 20, p. 1812). 

I. and S. M-2809, Class Rates—Dakota Transfer & Storage 
Co., from December 23, to and including July 22, 1948, certain The 
schedules published in supplement No. 49 to tariff MF- I. C. C. 

No. 35 of Middlewest Motor Freight Bureau, Agent, Kansas Railt 
City, Mo. The suspended schedules propose to restrict the ap- ‘ ee (i 
plication of class rates between points in various midwestern Ji. (Tt 
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The Reading Co. has applied to the Commission, in Finance 9 & 

No. 15950, for authority to abandon two portions of its Caté-Betstion ¢ 
sauqua and Fogelsville branch, located in Berks and Lehigh B cars. 

counties, Pa., one extending from a point about 1,737 feet north- 3. T 
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east of Aluburtis station to a point about 1,068 feet north of 
Lock Ridge station, approximately 0.4 of a mile; the other, ex- 
tending from a point about 2,535 feet south of Lock Ridge sta- 
tion to Rittenhouse Gap, approximately 3.93 miles. The appli- 
cant said no passenger service had been handled on the in- 
volved segments for more than five years; as to freight traffic, 
only one shipment, a car of scrap metal, had moved over the 
lines since January 1, 1942; and there were no industries 1o- 
cated on the portions of line and no prospect of any commercial 
or industrial development on or in the vicinity of such portions 
which would result in traffic. 


M. & St. L. 


In a proposed report in Finance No. 15618, Minneapolis 
& St. Louis Railway Co. Abandonment, Examiner Paul C. Albus 
has recommended that division 4 of the Commission authoriz 
abandonment by the applicant of a branch of railroad extending 
from Corwith to St. Benedict, about 7.288 miles, in Hancock 
and Kossuth counties, Ia. He said the Iowa State Commerce 
Commission opposed the proposed abandonment. 

The examiner said the applicant would, within two yeal’, 



































complete dieselization of its lines, and observed that the physical an 
characteristics of the line proposed to be abandoned limited ea 
its operation solely to branch-line service, and that it was no Cars 
adaptable for heavy traffic. A light-weight steam engine of Cars 
about 118,000 pounds on the drivers was used in providing Cars 
service to St. Benedict, he said, Later he said the diesels loc Causi 
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motives used by the applicant had a weight on the drivers of 
about 242,500 pounds. A 

He said an offer made for the state of Iowa of an affidavit 
by the director of the property tax division of the state pur- 
porting to show that the applicant by abandonment would 
not save the ad valorem taxes charges against the line had 
not been accepted, adding the Commission had heretofore held 
that such Iowa taxes would not be saved in abandonment cases. 
Even by eliminating those taxes, he said the line would continue 
to operate at a loss and that the present and prospective rail 
traffic available was insufficient to warrant continued operation 
of the line. 

The examiner also recommended that the so-called “Bur- 
lington” conditions for the protection of employes who might 
be adversely affected be imposed. 


Agreement Proposed to Take 
Place of Service Order 778 


Representatives of the railroads, the Commission and the 
Office of Defense Transportation in conferences dealing with 
the situation arising from issuance of Service Order No. 778, 
Railroad Operating Regulations for Car Movement (see Traffic 
World, Oct. 18, p. 1111), have worked out what it is expected 
will amount to a substitute for the service order with respect 
to those railroads that file the agreement with the Commission. 

The order, originally made effective November 1, 1947, has 
not gone into effect due to postponements of the effective date 
as the result of requests of carriers for further action with 
respect to the order. It is now understood that if the railroads 
file the agreement with the Commission the service order, now 
effective January 15, will be allowed to expire without becom- 
ing effective. 

Homer C. King, director of the Commission’s Bureau of 
Service, said that apparently all agreed that the agreement 
would produce better results than the service order. 

“Tf this plan is adopted,” he continued, “there would ap- 
pear to be no necessity for the service order with respect to 
those railroads that file the agreement with the Commission.” 


Text of Agreement 


Carriers have been requested by their representatives to 
execute an agreement in the form agreed to and to file it with 
the Commission. 

The text of the agreement to be signed follows: 


Railroad agreement to effect further improvement in car handling: 

1. (a) This railroad will assign on each division at least one qual- 
ified transportation supervisory official whose principal duty and respon- 
sibility shall be to accelerate the movement and handling of freight 
cars, and to detect delays in the handling of loaded and empty cars. 
He shall report delayed cars in writing to the division superintendent. 

(b) This railroad is not operated under the jurisdiction of a division 
superintendent. The duties outlined in this agreement with respect to 
the most expeditious movement of cars will be assigned to a responsible 
supervisory official who will report delays to the chief operating officer. 

Note—Whichever of the two preceding paragraphs are inapplicable 
to your railroad should be stricken out. 


2. This railroad will maintain sufficient and proper records at each 
station or yard on its line to insure the prompt detection of delayed 
cars. 

3. This railroad will undertake to: 

(a) Place or constructively place all inbound loaded cars within 
twenty-four hours after the first 7:00 a. m. following arrival at destina- 
tion station or yard, Sundays and holidays excepted. 

(b) Remove empty cars after release from load within twenty-four 
hours after the first 7:00 a. m. following release, Sundays and holidays 
excepted, unless such cars are appropriated by the shipper for reload- 
Ing; and 

(c) Remove all outbound loaded freight cars within twenty-four 
hours after the first 7:00 a. m. following tender and acceptance by 
carrier of the shipping order or bill of lading covering the cars, and 
forward within twenty-four hours after first 7:00 a. m., following receipt 
in terminal, Sundays and holidays excepted. 

: ‘See Non-revenue cars in company material service; railroad 
uel, 

Company material, the unloading of which must await preparation 
of track or bridge structures, requiring special work train service. 


Cars released on lines where less than daily service is provided, ° 


and efficient transportation would not warrant operation of a train for 
a few cars only. ‘ 

Cars released at outlying stations where switching is not per- 
formed on Saturdays due to the majority of industries not working, and 
efficient transportation would not warrant operation of a train for a 
few cars only. 

Privately owned or leased cars held or stored on private tracks 
when the ownership of the car and the track is the same. 

Cars held for export, coastwise or intercoastal shipment. 

Cars held for reconsignment. 

Cars held for Customs inspection. 

Cars held for order notify bill of lading. 

Causes beyond the control of this railroad. 
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4. This railroad will, with due regard for efficient rai:road operat- 
ing practices, hold no more cars for prospective loading at any time 
for any industry which it serves than those needed to protect current 
outbound loading, and where one or more other railroads also serve an 
industry this railroad will arrange to prevent the aggregate holding of 
empty cars in excess of the industry’s current needs. 

Exception: Cars assembled for peak or seasonal movements and 
special types of cars for specific types of loading. 

5. Weather conditions permitting, each railroad will repair any car 
taken out of service for repairs, or carded for repairs, at the earliest 
time consistent with efficient railroad operating practices. 

This undertaking will be filed with the Interstate Commerce Com- 
mission and will remain in force as a regulation for car movement until 
June 30, 1948. 


SERVICE ORDER EXTENSIONS 


The Commission, division 3, has issued amendments to a 
number of its service orders extending the expiration dates 
thereof, effective at 12:01 a. m., December 31, 1947, in each 
case, as follows: 


No. 3 to order 646, Icing at Roseville, San Jose or Stockton, Calif., 
11:59 p. m., June 30, 1948. 


No. 12 to order 93, Giant type refrigerator cars, 11:59 p. m., June 
5, 1948. 


No. 5 to order 129, Body ice in refrigerator cars—removal by con- 
signee, 11:59 p. m., June 15, 1948. 

No. 10 to order 396, Perishables Restrictions on reconsigning, 11:59 
p. m., October 10, 1948. 

No. 3 to revised order 534, Movement of empty cars—appointment 
of agent, 11:59 p. m., December 15, 1948. 

No. 6 to revised order 558, refrigerator cars for fruit and vegetable 
containers, 11:59 p. m., July 18, 1948. 

No. 8 to order 95, Refrigerator car agent, 11:59 p. m., June 30, 1948. 

No. 3 to order 692, Lumber, restrictions on holding for diversion 
or disposition, 7:00 a. m., October 10, 1948. 


No. 3 to order 699, Stock cars for petroleum products containers, 
11:59 p. m., August 5, 1948. 


No. 1 to revised order 772, Delivery of loaded cars to Ahnapee & 
Western Railway Co., 11:59 p. m., April 30, 1948. 


Service Order No. 68 Extended 


_ By amendment No. 17 to service order No. 68, the Com- 
mission, Division 3, has extended to December 20, 1948, sus- 
pension of the follow-lot rule and two-for-one rule of service 
order No. 68, as amended. 

Service order No. 68 was the first war time order. Issued 
in January, 1942, it suspended operation of Rule 24 of the Con- 
solidated Freight Classification as amended, and Rule 34 of 
that classification insofar as it permitted freight cars to be 
used for carload freight otherwise than subject to the min- 
imum weight for each car used. The order has been modified 
in various respects and its life extended, from time to time, 
and would have expired December 31 of this year. 


REEFER SERVICE ORDER EXTENDED 


Extension of the expiration date of service order No. 436, 
Removal and Return of Empty Refrigerator Cars, from 11:59 
p. m., December 31, until 11:59 p. m., April 20, 1948, has 
been ordered by the Commission, division 3, by amendment 
6 to the service order. 


HOLIDAYS EXCLUDED FROM SERVICE ORDER 


By amendment No. 12 to service order No. 396, Perishables 
—Restrictions on Reconsigning, the Commission, division 3, 
effective at 7 a.m., December 24, has directed that when the 
two-day (48-hour) period provided in paragraph (b) of the serv- 
ice order is computed, the time from 7 a.m., December 24, until 
7 a.m., January 5, 1948, shall not be counted, or be included in 
such period. Paragraph (b) of the service order pertains to re- 
striction of the holding of cars for diversion, reconsignment, or 
disposition orders. 


CAR MOVEMENT SUSPENSION ORDER 


The Commission, division 3, has issued service order No. 
778-C, entitled “Railroad Operating Regulations for Car Move- 
ment,” further suspending from December 20 to January 15, 
1948, the effective date of service order No. 778 which placed 
responsibility for prompt handling of freight cars on rail car- 
a? ee (see Traffic World, Oct. 18, p. 1111, and Nov. 22, 
p. é 


PRIVATE TANK CAR ORDER AMENDED 


The Commission, division 3, effective at 7 a.m., December 
20, has issued amendment No. 1 to revised service order No. 
798, Demurrage Charges on Privately Owned Tank Cars (see 
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; Decembs 
Traffic World, Dec. 20), substituting for exception 1 of para- Give an undue advantage and preference to certain large shipping 9) gssmmmmm 
graph (b) of the revised order, the following: interests—designed to save them millions of dollars annually in trans. 
portation charges; dissipate the revenues of the carriers; shift to the 
Exception 1. No provision of this order is applicable to tank cars rails all of the traffic out of the distributing points now enjoyed by 
designated ‘‘TP’’ or ‘‘TPI’’ when loaded with anhydrous hydrofluoric common highway motor carriers; impose upon the west rate adjust- 
acid, carbon dioxide, chlorine, ethyl chloride, ethylene oxide, metallic ments and priviliges which are not needed, and which would work to 
sodium, methyl chloride, sulphur dioxide or motor fuel anti-knock the unlawful injury of western interests, in favor of those who, on 
compound; or designated ‘‘TMI’’ when loaded with liquid rubber latex. account of their large tonnage and diversity of traffic, can use them: — 
and unduly prefer shippers of a large number of items of freight and 
—— vapomcagy gn atten shippers of a single or few commodities, Di 
m e who cannot use the privilege. 
I. C. C. Permits Cotton Loading cca Roe tal si 
in Refrigerator Cars LYNCHBURG PROTESTS MOTOR RATE RISE Com] 
_ The Lynchburg (Va.) Traffic Bureau has asked the Com- Ex: 
The Commission, division 3, has issued service order No. Mission to suspend supplements of the Eastern-Central Motor 99715, § 
799, entitled “PFE Refrigerator Cars for Loading Cotton,” Carriers Association, published to become effective December ot al ie 
effective at 12:01 a. m., December 22, 1947, to expire at 11:59 29, by which, it says, all transportation charges are scheduled 90715, § 
p. m., April 20, 1948, permitting common carriers by railroad to be increased 20 cents a 100 pounds on all shipments weighing eal % 
serving points in California or Arizona, at their option, to fur- Jess than 5,000 pounds. It identifies the protested supplements The 
nish and transport refrigerator cars, of PFE ownership, for 8 Nos. 149, 165, 6, 58 and 21 to MF-I. C. C. Nos. 38, 36, A-32,f ojitorr 
loading carload shipments of cotton, compressed and uncom- -19, and A-27. , to vario 
pressed, in lieu of box cars ordered, subject to the minimum ._, The increases sought by the motor carriers appeared to bef ints be 
weight that would have applied if the shipment had been fluenced by increases granted the rail carriers and Railway} iy con; 
loaded in the box car ordered. For each box car ordered, the Xpress Agency, said the Lynchburg bureau, adding that it be-Finat «q 
carriers may furnish and transport the following: lieved the motor carriers should not be permitted to increase from or 
their rates and charges simply because of the rail and express ille 
Not more than four (4) refrigerator cars, of PFE ownership bear- increases. Said the bureau: are ile 
ing numbers 923 to 33514, inclusive, for loading carload shipments of complai 
uncompressed cotton at origins in California and Arizona, when such With each increase in transportation charges goes an increase ing in the f 
cotton is consigned or reconsigned to points for compression. the cost, as an example, of a pound of bacon and without more money Alt 
Not more than two (2) refrigerator cars, of PFE ownership bearing the purchaser naturally receives less bacon in weight for the same record — 
numbers 923 to 33514, inclusive, for loading carload shipments of com- amount of money he paid for the bacon before the increases were celery, 1 
pressed cotton originating at points of compression in California and added.... part of 
Arizona and consigned or reconsigned to points on the Southern Pacific amount 
Co., the Texas & New Orleans Railroad Co., and the Union Pacific 
Railroad Co. ROCK ISLAND REORGANIZATION — 
The division said the provisions of its order would also yy a 6 snares ee filing with the Commission, in Finance§ complie 
apply to intrastate shipments in such cars. The order requires ¢ ”, se age ar pons agg and adoption of the plan the car1 
announcement of suspension of rules and regulations so far as C - aieama te of the Chicago, Rock Island & Pacific Railway§ to be u 
they conflict with its terms. It also provides for the suspen- mn confirmed by the federal court for the northern district off applicat 
sion of service order No. 68, as amended, and all other orders, inois, eastern division, .No. 53209, the newly organized Chi- lectible 
so far as they conflict with its terms. cago, Rock Island & Pacific Railroad Co. joins in the applica- applied 
As the reason for its action, the division said there were eng = the Sa ta ae managers for an order approving _, rhe 
certain PFE refrigerator cars in California and Arizona not e steps necessary to consummate the plan. said the 
suitable for transporting commodities requiring protective for the 
service and that such cars were suitable for transporting other : 
freight. 
iiiieeeiantesbene Exan 
COTTON EXEMPTED FROM ©. D. T. 18A Digest of NEW COMPLAINTS in Sc 
The Office of Defense Transportation has announced the ; 
issuance of general permit O. D. T. 18A, Revised 3A, exempting Rai 
any carload freight consisting of cotton between points in effect a1 
states other than Arizona or California, but bg prohibiting pete 
the use of more than two cars for 50,000 pound minimum car- \, o9gg7 saalfield Publishing Co., Akron, O., vs. A. T. & S. F., et al Pani 
load shipments of flat cotton from points of origin in Arizona Alleges classification ratings, resultant rates and charges, presently yet 
and California to compress points in those states. maintained on juvenile books and juvenile activity articles, shippei—® opts 1 
General permit O. D. T. 18A, Revised 3A, was made effec- in corrugated fibreboard cartons, carloads and less-carloads, fromg% Tepor' 
tive December 22. Akron, O., to various destinations in Official, Southern and Western Charges 
Classification territories, in violation of sections 1 and 3. Asks 4 The 
cease = ae Fg gy Poe saggy oo ae, a — Railway 
= 2 2 (John R. Meeks, outh olph Ave., P. O. Box 1312, Akron, 0.)Band the 
Mixed-Shipments Transit at Toledo No, 29888, Dant & Russell, Inc., Portland, Ore., vs. Spokane, Portland by the 1 
The Omaha Chamber of Commerce and a number of other ee ee Oe Tem Pei. increase 
commercial and business organizations and various shippers (Raspes. 22 carloads of wallboard, shipped in 1946 and 1947 fromHon the 
located in the west and southwest, as well as a number of ge penn tle Bose pple meine ple Baleee mage tnt 
“ telrlbne “ 4. Asks a cease and desist order, and refund of monies ‘‘unlawfully the Tuc 
manufacturers and national distributors of certain commodi- levied, charged and collected.” (E. F. Brady, 319 Board of Trait, Cc 
ties, have filed exceptions to the proposed report of Examiner Bldg., Portland 4, Ore.) nnel 
Charles W. Berry in I. and S. No. 5470, Transit and Mixing No. 29889, Standard Cap and Seal Corporation, Chicago, Ill., vs. D. L. The 
Rules on Foodstuffs (see Traffic World, Oct. 25, p. 1181). & W., Lowville & Beaver River, and N. Y. C. = — 
Protestants said that the proposed report, to which they Rates and charges, wood pulpboard, on skids, carloads, fromgi lim 
excepted, recommended that the tariffs under suspension pro- 2 or oo = to 4 ae a . —— in the a — re 
posing to establish storage-in-transit privilege at Toledo, were hae Pe gh ee 1, ee 6, inciusive, Bee ee eee 
not justified but that the suspended tariffs amending the Rule (L. Vv. gy “1811 | Bees ne. Catmme 16 << ~a Ma 
10 mixture rule were just and reasonable. Protestants said the : ie : Pptyin, 


fundamental proposition involved was the establishment of the 
privilege of storage in transit at Toledo, and the moving of 
groceries and foodstuffs therefrom in mixed carloads at 
through rates under the mixture rule proposed. They said 


. 29885, Divisions of Joint Rates between Official and Southern Terti-§E 
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tories. 

Investigation instituted by the Commission on consideration of 
petition of Official Territory railroads for reopening of No. 2416. 
and further hearing and argument, to determine whether preset! 


these matters were so inextricably intertwined that they could divisions of joint rates on classes and all commodities betwee! In 
not really be separated but should be considered together. The points in Official Territory and points in Southern Territory at§thorizec 
protestants said they contended that if the transit privilege in need of adjustment. trates 2 
be held unlawful, as was proposed to be found, it must nat- No. p> Tn gaa of Joint Rates between Official and Southwestem met 
peng, Mascara that the modification of the mixture rule also Investigation instituted by the Commission on consideration 9 cent in 

“The al hang together,” said protestants. “The tail petition of Official Territory railroads for reopening of No. 25%, The 


should go with the hide.” 


Protestants said they were opposing a proposed rate ad- 
justment that would; 







and further hearing and argument to determine whether preset 
divisions of joint rates on classes and all commodities betwee! 
points in Official Territory and points in Southwestern Territo! 
are in need of adjustment, 
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Dismissal of “Deficit Rule” 
Complaint Recommended 


Examiner Harold M. Brown, in a proposed report in No. 
99715, S. A. Gerrard Co. vs. The Belt Railway Co. of Chicago, 
et al., embracing No. 29715, Sub. 1, Same vs. Same, and No. 
99715, Sub. 2, Same vs. Louisville & Nashville Railroad Co. 
et al. has recommended dismissal of the complaint. 

The complaint involved three shipments of celery from 
California points, stored in transit at Lancaster, Pa., reshipped 
to various eastern destination, and finally sold by the defend- 
ants because of deterioration causing refusal of the shipments 
by consignees. The report said the complainant contended 
that “defendants having realized the transportation charges 
from origin to final destination from the proceeds of the sale 
are illegally withholding the transportation charges paid by 
complainant from origin to Lancaster on which refund is sought 
in the form of overcharges.” 

Although he said the railroads had not amplified the 
record by stating the amount received from the sale of the 
celery, the examiner said the complainant was not seeking any 
part of the amount realized from the sale and, therefore, the 
amount must be considered to have been less than the amount 
assessable against the shipments. 

He said the deficit rule in the applicable tariff had been 
complied with; that the rule had never been intended to relieve 
the carrier of the duty of collecting the published charges, ‘“‘or 
to be used to apply the proceeds of the sale in lieu of the 
applicable charges except when such charges became uncol- 
lectible deficits.” It was clear, he added, that the tariff rule 
applied only to such deficiencies. 

The charges up to Lancaster having been paid, the examiner 
said the only portion of the charges uncollectible were those 
for the movement beyond Lancaster. 


Examiner Proposes Upward Revision 
in Some Arizona State Rates 


Railroads operating in Arizona would be authorized to 
effect an upward adjustment, to the interstate level of increases 
granted in Ex Parte 162, of present intrastate rates and charges 
in Arizona on ores and concentrates, with certain exceptions, 
livestock, except fat cattle, and limerock, if the Commission 
adopts recommendations made by Examiner Howard Hosmer in 
a peport in No. 29729, Increases in Arizona Freight Rates and 

arges. 

The proceeding was instituted on petition of the Apache 
Railway Co., the Santa Fe, the Magma Arizona Railroad Co., 
and the Southern Pacific Co., alleging violation of section 13(4) 
by the refusal of the Arizona State Commission to permit state 
increases corresponding to the interstate level in Ex Parte 162 
on the aforementioned commodities, including sulphuric acid 
and raw products of agriculture. These roads together with 
the Tucson, Cornelia and Gila Bend Railroad Co., and the Verde 
Tunnel and Smelter Railroad Co., were made respondents. 

The examiner held that the state rates and charges on ores 
and concentrates, with exceptions, livestock, except fat cattle, 
and limerock, were not contributing their fair share to respond- 
ent’s revenues to which they were entitled, and refusal of the 
iMcreases resulted in unjust discrimination against interstate 
commerce. This discrimination, said he, should be removed by 
applying increases corresponding to the interstate increases in 
Ex Parte 162, provided that none of the state rates be increased 
to such an extent that they would exceed the corresponding 
te rates for hauls of like distances to or from points in 

0. 


















In Ex Parte 162, the report observed, the Commission au- 
thorized increases of 20 per cent in rates on ores and concen- 
trates and sulphuric acid, 15 per cent in rates on raw products 
of agriculture and livestock, an increase of 15 cents a ton in 
rates on fluxing stone (limerock), and an increase of 25 per 
Cent in switching charges. : 

The examiner said the evidence did not show that the state 
fates on raw products of agriculture, sulphuric acid, and ores 
and concentrates between points on the Santa Fe and points 
On the Southern Pacific or from Fairbank Ochoa, Eloy, and 

Onoita to Miami to which increases corresponding to those 
authorized in Ex Parte 162 had not been added, had caused, or 


















































would cause, undue prejudice or preference or unjust discrimi- 
nation against interstate or foreign commerce, and he recom- 
mended that the Commission so find. 

Findings concerning rates on fat cattle, said he, should be 
reserved for consideration in a supplemental report. 

His recommendations, tf adopted, said the examiner, might 
reasonably be expected to yield respondents at least $125,000 of 
additional revenue a year, based on 1946 traffic, which, he as- 
serted, “is a substantial amount.” He added: 


There are necessarily many uncertainties of such an estimate, and 
nothing more than an informed guess is called for. It is idle to specu- 
late on the extent to which traffic may be diverted to trucks as a result 
of the increases or might be lost for other reasons. Since costs of motor 
transportaticn are well known to be on the rise, the present proportions 
of rail and truck traffic might not be significantly affected. If the rail- 
road traffic managers find that the higher rates result in less net 
revenue than the present rates, they will no doubt consider making 
adjustments in the rates as they have done in the past. In cases of this 
kind increases may not be denied merely because of inability to foretell 
the future. 


Authority to Convert Contract to 
Common Carrier Rights Proposed 


Examiner M. B. Driscoll, in a recommended report in MC 
107456, Harry Louis Young Common Carrier Application, has 
recommended that the Commission authorize the applicant to 
convert present contract carrier operations to common carrier 
operations. The permit the applicant held, said the examiner, 
authorized him to transport, over irregular routes, machinery, 
materials, supplies and equipment used in the construction, de- 
velopment, and operation of facilities for the discovery, milling 
and mining of ores and minerals (1) between Salt Lake City, 
on the one hand, and, on the other, all points in Arizona, Idaho, 
Montana, Nevada, and California, and also (2) between all 
points in California, Nevada, Arizona, Idaho, Montana, and 
Utah, restricted to traffic destined to originating at mining and 
milling points, except that service was not authorized between 
Arizona points or between Montana points. 

The examiner also recommended the applicant be addi- 
tionally authorized, as a common carrier, to transport struc- 
tural steel from Salt Lake City to Nevada, Idaho, and Montana, 
and commodities require special handling or equipment between 
Salt Lake City, on the one hand, and, on the other, Arizona, 
Idaho, Montana, Nevada and California. 

In connection with the desire of the applicant to handle 
ore and concentrates as possible backhaul traffic from milling 
and mining sites, the examiner said a serious loss of ore traffic 
by Nevada rail carriers could have serious]y detrimental effects 
on them and the public and that there was no justification for 
the possible diversion. He added rail service had long been 
the normal and practical method of moving ores from mines to 
smelters, and that it must be found the showing of need for 
motor service for ore was relatively insignificant. He also found 
weight restrictions proposed by applicant should not be included 
in any authority granted, and that the permit should be co- 
en cancelled with issuance of the recommended cer- 
tificate. 


HOUSEHOLD GOODS INSURANCE EXPENSE PAY 

In a proposed supplemental report on further hearing in 
Ex Parte MC-19, Practices of Motor Common Carriers of House- 
hold Goods, Examiner L. J. Kassel has recommended that an 
arrangement between Allied Van Lines, Inc., and its insurance 
company, for the division of claim-adjustment expense is, and 
has been since September 1, 1945, contrary to the provisions of 
rule 7 of the Commission’s regulations for household goods car- 
riers, under which such carriers may receive no compensation 
for obtaining extra insurance coverage on the household goods 
they carry. 

However, the examiner said the arrangement of Allied and 
the insurance company, by which Allied made the necessary 
investigation of claims, was practicable and of value to the 
shipper, but the percentage of the expense paid Allied was ex- 
cessive. He recommended finding that the arrangement would 
be in consonance with the provisions of the rule if the section-A 
expense on claims (that expense shared by Allied and the insur- 
ance company) were divided equaly between Allied and the in- 
surance company on the basis of the average expense a claim on 
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all claims. He said Allied should be ordered to discontinue the 
unlawful practices immediately, without prejudice to establish- 
ment of an arrangement in accordance with the views expressed. 


Proposed Reports 


Steel Stampings 


MC C-883, Chicago Rawhide Manufactuing Co., Chicago, 
Ill., vs. Long Transportation Co. By Joint Board No. 73. Rec- 
ommends finding inapplicable column 40 rates collected by de- 
fendant motor common carrier on less-than-truckload shipments 
of steel stampings from Detroit, Mich., to Chicago, Ill. Also 
recommendings finding that between Detroit and Chicago, from 
January, 1942, to October 12, 1945, inclusive, the applicable 
less-truckload rates were: On stampings made of sheet steel of 
16 gage or thicker, the column 70 rates as on iron or steel hard- 
ware, N. O. L; and on stampings made of sheet steel 17 gage 
or thinner, the column 100, 85, or 70 rates, depending on how 
the shipments were packed, as on sheet steel ware, N. O. I. The 
board said there were outstanding undercharges. 


Wax 


No. 29733, Moore Business Forms, Inc. vs. Erie et al. By 
Examiner L. E. Bartoo. Dismissal proposed. Rate of 76 cents 
a 100 pounds charged on three carloads of wax shipped from 
Jersey City, N. J., to Buffalo, N. Y., delivered January 28, 1944, 
May 12, 1944, and April 3, 1945, proposed to be found applicable. 
The report said the shipments were described on the shipping 
documents as “wax,” n. o. i. b. n. or “mineral wax,” in bags, and 
added that while the exact formula for the wax was a trade 
secret of the manufacturers, it was of a vegetable base, contain- 
ing at least 50 per cent vegetable matter, the balance composed 
of mineral matter. Charges were computed on the basis of the 
76-cent rate which resulted from application of the classification 
rating of class 3 maintained on wax, n. o. i. b. n., said the report. 
Complainant, it said, contended that the commodity shipped was 
vegetable wax and subject to a rate of 44 cents resulting from 
the application of the exceptions rating of class 40 maintained 
on wax, n. o. i. b. n., as described in the Official Classification. 
The evidence, said the report, showed that the commodity was 
commercially known as a vegetable-base wax. After stating 
that waxes were divided or classified as vegetable, mineral or 
animal according to origin and that a blending of two or more 
of those classes of wax would result in a product which would 
not fall in any of those classifications, the report said since the 
wax was not in fact a vegetable wax it must fall into that class 
of waxes not otherwise indexed. The exception rating, it added, 
“clearly applies only to vegetable waxes and has no application 
to the commodity being considered.” 


Asphalt Tile and Cement 


No. 29775, Johns-Manville Products Corporation vs. Alton 
et al. By Examiner C. E. Morgan. Dismissal proposed. Carload 
shipment of asphalt composition flooring tile and asphalt ce- 
ment, made March 30, 1945, from Waukegan, IIl., to Boise, Ida., 
stopped off en route for partial unloading at Pueblo, Colo., 
proposed to be found not to have been misrouted. The report 
said freight charges were prepaid at a rate of $1.10 a 100 pounds 
and that the carriers had instituted suit in a federal court, on 
March 31, 1947, for undercharges based on a rate of $1.53, which 
suit was being held in abeyance pending determination of the 
issues in this proceeding. The $1.10 rate, the report said, ap- 
plied over the route to Boise which did not go through Pueblo, 
and added that since that rate was available over the shorter 
route to Boise, no reason appeared why defendants also should 
have maintained the rate over the route through Pueblo. The 
$1.53 rate sought also was inapplicable, said the examiner. He 
recommmended a finding that $1.57 was the applicable rate and 
that such rate had not been shown to have been unreasonable. 


Motor Recommended Reports 


(Recommended orders in these reports, at expiration of 20 days from 
date of service of reports (unless otherwise stated), become effective unless 
exceptions heve been filed within the 20-day period or exceptions have 
been seasonably tiled by other parties, or the order has been stayed or 
postponed by the Commission. State in which applicant has home office 
is shown in “black face” type, with name of town or city following.) 


Pennsylvania (Pen Argyl)—MC 52729, Sub. 4, Ophelia 
Fiorot and Frank Fiorot, dba Fiorot Trucking. Certificate pro- 
posed. Specified commodities from and to designated points in 
Pa., N. Y., N. J., Mass., Conn., Del., and Md., over irregular 
routes. 

North Dakota (Bismarck) —MC 2153, Sub. 10, Midwest 
Motor Express, Inc. Certificate proposed. Commodities in bulk, 
other than liquids, over irregular routes, between points in 
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N. D., on the one hand, and points in Minn., and Superior, 
Wis., on the other. 

Pennsylvania (Philadelphia)—-MC 5101, Sub. 1, Michae] 
Srein. Certificate proposed. New upholstered furniture, un. 
crated, and parts and materials used in the manufacture 
thereof, from Souderton, Pa., Hightstown, N. J., and Baltimore, 
Md., to points in N. Y., Del., Va., W. Va., and D. C., from 
Souderton and Hightstown to points in Md., from Hightstown 
and Baltimore to points in Pa., and from Souderton and Balti- 
more to points in N. J., over irregular routes. 

Michigan (Jackson)—-MC 12413, D. J. McLain and Clydah 
E. McLain, dba Michigan Travel Agency. License proposed for 
operation as a broker at Jackson and Saginaw, Mich. Passen. 
gers and their baggage between points in U. S. 

Tennessee (Nashville)—-MC 20783, Sub. 18, Tompkins Mo. 
tor Lines, Inc. Certificate proposed. Frozen foods and fresh 
fruits and vegetables, over irregular routes, between specified 
points in Ala., Ga., Tenn., Fla., N. C., and S. C. 

California (Hollister)—-MC 24216, Sub. 1, Holland B. Gar. 
rett. Certificate proposed. Mechanical, compressed air, elec. 
tric, and steam operated hoists, mining air drills, parts of 
hoists and air drills, steel and cast iron condenser pipe, and 
electric locomotives, batteries, from Hollister, Calif., to Idria, 
Calif., and mercury batteries and quicksilver concentrates from 
Hollister, San Francisco, Oakland, and Berkeley, Calif., to 
Idria, over irregular routes. 

Pennsylvania (Schnecksville)—-MC 25747, Sub. 20, Roy J. 
Kern. Certificate proposed. Benzol, in bulk, in tank vehicles, 
from Bethlehem, Pa., to Phillipsburg, N. J., over irregular 
routes. 

Oregon (Portland)—-MC 42487, Sub. 153, Consolidated 
Freightways, Inc. Denial of certificate proposed. Frozen fruits 
and vegetables, serving specified points in Ore., and Wash., as 
off-route points in connection with applicant’s presently au- 
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Oregon (Portland)—MC 52858, Sub. 4, Convoy Co. Cer-Bint ti 
tificate proposed subject to elimination of duplicating rights: by fron 
Automobiles, busses, trucks, chassis, cabs, bodies, and tractors, profit. h 
between specified points in Ore., Wash., Ida., and Mont., overfjgo; yj 
irregular routes. time to 


New Jersey (Metuchen)—MC 60169, Sub. 15, Freedman} i, ming 
Motor Service, Inc. Permit proposed. Hydrogen peroxide, in}; stoc] 
bulk, in tank trucks, from Perth Amboy, N. J., to Exeter,J immedi 
N. H., points in Mass., and those in Pa., N. Y., Md., Del. time. he 
Conn., and R. I., within 200 miles of Perth Amboy, with empty sttentic 
containers and rejected shipments in the reverse direction] they ha 
over irregular routes. service 

California (Redlands)—MC 107065, Sub. 2, Vernon Pat-E plished 
terson Hunt and Marian Barbara Hunt, dba V. P. Hunt Co carriers 
Certificate proposed. Citrus fruits in quantities of not less Thi 
than 30,000 pounds, from Sierra Madre, Pasadena, Monrovia, 15 per 
Duarte, Glendora, Azusa, Irwindale, Puente, and Whittier, assump 
Calif., and points in San Bernardino, Orange, and Riverside§ was 171 
counties, Calif., and points in a defined portion of Los Angeles§ The 10 
county, Calif., to points on San Francisco Bay, Calif., over because 
irregular routes. was be 

Colorado (Rocky Ford)—MC 107822, Sub. 6, George§ inflatio, 
Wright, dba Law Motor Lines. Certificate proposed. Sugar, inf railroac 
quantities of 15,000 pounds or more, from Rocky Ford, Colo., tf with a 
points in Okla., and from Rocky Ford and Swink, Colo., ti the Fas 
points in a described area of Kan. that re 

Kentucky (Prestonsburg)—-MC 108141, Arvis M. BurchettB the w, 
Certificate proposed. Gas and oil field machinery, equipment filed a 
materials, and supplies, between points in Ky., O., and W. Va.fing eac 
over irregular routes. He 

INlinois (Mt. Carmel)—-MC 108484, Almon D. Farrar, dbagnecessa 
Al Farrar. Denial of application for a certificate proposed forg mmedi 
want of prosecution. Coal, from mines in Gibson, Pike, andgto carr 
Warrick counties, Ind. to points in Wabash county, III., and affectin 
sand and gravel from Mt. Carmel, Ill., to points in Gibson and this pr. 
Pike counties, Ind., over irregular routes. h In 

New York (New York)—MC 108888, United Carriers Cor oy 
poration. Certificate proposed. Finished ladies wearing ap e vad 
parel, in packages, from New York, N. Y., to specified points the Co 
in N. J. and Pa. over described route serving specified inter tion 15 
mediate and off-route points. endeay 

Wisconsin (Milwaukee) MC 109028 Sub. 2, Hillside manage 
Transit Co., Inc. Permit proposed. Petroleum products lB o¢ Inve 
bulk, in tank trucks, over irregular routes, from points in Ind, 
and Ill., in the Chicago commercial zone to points in a de 
scribed area of Wis. 


New Jersey (North Bergen)—MC 1024, Sub. 4, Ferris & 
Rossborough, Inc. Certificate proposed. General commoditié 
from Mechanicsburg, Pa., to the sites of U. S. military estab 
lishments in the New York, N. Y. commercial zone, and 2 
Nassau county, N. Y., and from points in that commertiélf be 
zone and points in Nassau county to sites of U. S. militay. 
establishments in Mechanicsburg, over irregular routes. 
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General rate increase case goes to Commission with 
plea by Department of Agriculture that increase be 
limited to 15 per cent with “special treatment” for 
“depressed”. agricultural products. Coal, iron ore and 
some others ask that no further increase be granted, 
but most shipper representatives concern themselves 
chiefly with rate relationships and competitive ques- 
tions. McCollester suggests increase be made condi- 
tional on revision of interterritorial rate divisions 


Argument for the Secretary of Agriculture, in Ex Parte 

® 166, Increased Freight Rates, 1947, in which he suggested 
ai15 per cent increase in freight rates on all but a few com- 
modities, was completed December 18 before the Commission 
and the committee of cooperating representatives of state 
commissions (see Traffic World, Dec. 20, p. 1815). 


J. K. Knudson, representing the Secretary of Agriculture, 
said the inflationary forces at the time of the interim proceeding 
‘have now been marshalled in greater and more powerful 
and sinister array and have been declared to have gained an 
advantage by no less a person than the President of the United 
States himself.” He added Congress was undertaking to enact 
laws to hold “these evil forces in check,” and that there was 
a much greater responsibility on the Commission “as of the 
present moment in regard to this factor than there was at 
the time of the interim proceeding.” 


In the light of “‘the portents of the present national crisis,” 


he said, it was the position of the Department of Agriculture 
that this was not the time to increase the transportation burden 


by from 31 to 41 per cent “merely to furnish the railroads a - 


profit. higher than they have received during any year since 

1921 with the exception of one war year”; that it was not the 
time to provide railroads with revenues with “a primary thought 
in mind of putting them in a position to pay greater dividends 
to stockholders,” or to make expenditures in excess of those 
immediately required to furnish adequate service. ‘It was the 
time, he said, to demand of the railroads “the most scrupulous 
attention to honest, economical, and efficient management that 
they have ever given,” and the time to insist on transportation 
service at the lowest cost. These objectives could be accom- 
plished without “‘anything like the increases proposed by the 
carriers,” he said. 

The recommendation for a. “straight across the board” 
15 per cent increase, Mr. Knudson said, was based on the 
assumption of 700 billion ton-miles for 1948, which he said 
was 11 per cent more than the carriers estimated for that year. 
The 10 per cent “interim” increase averaged 8.9 per cent 
because of the limitations on coal and iron ore, he said, and it 
was believed an additional 6.1 per cent would not be “unduly 
inflationary.” He said the suggested increase would give the 
railroads $1,041,917,000 net railway operating income for 1948, 
with a rate of return for the country as a whole of 4.6; for 
the Eastern District, excluding the Pocahontas Region; of 7.8 for 
that region; of 5.1 for the Southern Region; and of 5.2 for 
the Western District. Later the Department of Agriculture 
fled a memorandum “correcting” these percentages by reduc- 
ing each of them 1 per cent. 

He said some method of special consideration might be 
necessary in the case of the eastern carriers, or “preferably, an 
Immediate reconsideration of the relation of eastern carriers 
to carriers elsewhere, particularly in the Pocahontas Region, 
affecting their divisions on interterritorial revenue following 
this proceeding. 

In a discussion of rate of return, in the course of which 
he Said the carriers had “carried on a great campaign in the 
public press in behalf of a 6-per cent rate of return during 
the course of this proceeding,” Mr. Knudson recommended that 
the Commission make a study as early as possible under sec- 
tion 15a to determine to what extent, if any, the railroads were 
endeavoring to conform to principles of efficient and economic 
management,” suggesting a review of the findings of the Board 
of Investigation and Research. 

In connection with export rates on farm commodities, 
- Knudson read section 3 (1a) of the interstate commerce 
act, declaring the policy of Congress to be that wheat, cotton 
and all other farm commodities for export should be granted 
tates on the same principles as applicable in the case of rates 
on industrial products for export, and directing the Commis- 
Sion to make investigations and issue such orders as might 

necessary to carry out that policy. 

This section, he said, had been dormant since its inclusion 
in the act. He asserted there was no evidence in the record 
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that the rails took the section into account in formulating their 
“hold-down proposals” because the carriers, in considering 
maxima on increases, had considered their ability to retain 
traffic and obtain revenue. If the Commission elected to pro- 
ceed on the basis of the carriers’ proposals as to maxima, he 
said, “we insist that section 3 (la) be given its deserved amount 
of attention in this case.” 


Special Treatment Suggested 


Dealing with the items to be exempted in some way from 
the 15 per cent increase suggested, Mr. Knudson said I. and S. 
5465, in which adjustments in the grain rates made following 
Ex Parte 162 were suspended, should be discontinued as moot, 
and urged the Commission to state specifically the rates author- 
ized to be published to restore rate relationships and market, 
gateway and port equalizations and to adhere to rate-break 
principles. Track storage and out-of-line and back-haul charges 
were essentially line-haul charges, he asserted, and should be 
given the road-haul increase rather than the higher increases 
provided for accessorial and terminal charges. The Commis- 
sion should go back to No. 17000, Part 7, and raise the entire 
rate fabric horizontally, he said, to eliminate distortions and 
maladjustments he said had been pyramided in Ex Parte 123 
and Ex Parte 162 under the guise of restoring relationships, 
disposing of fractions, etc. The same measure of increase on 
grain should be applied in all territories, with some relief, 
“perhaps in the form of a ceiling” for extreme long distance 
shippers, particularly in the Pacific northwest, especially when 
their grain could not enjoy the advantages of water transporta- 
tion. 

Among the commodities he spoke of as “depressed” and 
requiring rates below the level of any general increase, were 
livestock, fish and shellfish, poultry, apples, citrus fruit, and 
wool. With reference to citrus fruit, he said it was one of the 
first agricultural commodities to encounter consumer resist- 
ance which he said was expected to mount in intensity after 
Christmas. 

Answering a question from the bench, he said the Com- 
mission had indicated to Congress that the Hoch-Smith reso- 
lution was obsolete and should be repealed. In reply to that 
statement, said Mr. Knudson, the department had said the 
depression aspect of the resolution was not applicable at the 
present time, but had suggested that the resolution “remain 
on the books” as there might come a time when it would be 
applicable in “the full sense.” 


Coal and Southern Hardwood 


J. V. Norman, speaking for the Property Owners’ Com- 
mittee, made up of coal mine owners, said the committee, after 
prolonged consideration, had, while recognizing the needs of 
the railroads, and the obligation of the coal they produced to 
carry its fair share of the burden, reached the considered 
judgment that coal traffic under present rates furnished more 
than its proportion of the earnings of the carriers, as proved, 
he said, by the “very satisfactory earnings” of the predomi- 
nantly coal-carrying roads. 

If the Commission decided an increase in coal rates was 
necessary, he said the committee insisted that the increases 
be published as temporary, with an expiration date, and that 
any increase should accrue to the various carriers in propor- 
tion to their participation. He said the committee opposed 
“any scheme” that would enrich any railroad at the expense 
of those serving the properties of the committee members. 

Mr. Norman asserted the Hoch-Smith resolution had no 
meaning now “because it was predicated on depression in the 
agricultural industry,” and asked how it could have meaning 
in the face of $3.50 wheat, $2.50 corn, and other similar high 
prices. If the farmer was not making money now, he never 
would, Mr. Norman said. Answering the chairman, Mr. Nor- 
man said he did not think the language of the resolution would 
mean any future depression. 

Speaking for the Southern Hardwood Traffic Association, 
Mr. Norman said any increase on lumber and other forest 
products should be no more than absolutely necessary because 
of the restrictive forces that operated to curtail the routes on 
such tonnage. There should be no maximum in cents a hun- 
dred pounds, he said, and any increase on interterritorial traf- 
fic should be a “fair composite” of increases permitted in the 
three rate territories. Answering a question from the bench 
as to how the haul in each territory was to be determined, 
Mr. Norman said. the Supreme Court of the United States 
had told the Commission it could rely on averages in deter- 
mining interterritorial rates. 

He also asked that no increase be allowed on tight bar- 
rels. He said the cooperage companies did not want to have 
to “buy and manage trucks.” 

When Commissioner Miller asked if he had any sugges- 
tions to make concerning allegations of inefficiency in the man- 
agement of the railroads, Mr. Norman replied that the Com- 
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mission could “undertake to fix these rates so those railroads 
could not earn a fair return without an improvement in their 
operating conditions.” The commissioner said perhaps it was 
suggested that the inefficiency charges “might have been in- 
spired” because “the wording is almost the same in several 
of these statements.” Mr. Norman replied no one had inspired 
him to suggest it. 


Illinois Coal Traffic 


Charles W. Stadell, for the Illinois Coal Traffic Bureau, 
said those interests had no concern in how the increase was 
divided as between the railroads and barge lines on coal that 
came by rail to Alton and E. St. Louis and was then trans- 
ported by barge to Minneapolis and St. Paul, “so long as the 
ultimate increase does not exceed 60 cents a ton over the 
rates in effect June 30, 1946.” While not appearing in Ex Parte 
162 or in the present proceeding in opposition to the general 
increase, Mr. Stadell said, ‘we did appear, however, and are 
appearing now in opposition to one portion of the proposal 
relating to the increases proposed on the bituminous coal” 
traffic aforementioned, adding “it is our position the Commis- 
sion should prescribe a single increase on this rail-barge traf- 
fic to be divided between the rail and barge lines.” 


Anthracite Institute Position 


The proposal of the railroads with reference to anthracite 
and bituminous coal was considered as unjustly discriminatory, 
inequitable and contrary to the Commission’s decision in gen- 
eral increase cases, said R. Granville Curry, appearing for 
Anthracite Institute and the Eastern States Retail Solid Fuel 
Association. He objected to the proposal to increase bitumi- 
nous rates 30 cents a net and 34 cents a gross ton, and anthra- 
cite rates 20 to 50 cents net, or 22 to 56 cents a gross ton. He 
said 80 per cent of the anthracite would move under rates 
taking the 56-cent increase. He said anthracite producers in- 
sisted the burden should be equitably distributed. He said the 
carriers had attempted the same type of increases in Ex Parte 
162, and the proposal had been “very definitely and decidedly 
rejected,” in that, as well as in other general increase cases. 

If there was to be an increase, he said, it should be “a 
flat increase and a graded increase by so many cents a ton 
rather than a percentage increase, because a percentage in- 
crease will disturb relationships of rate groups and some dif- 
ferentials existing in the anthracite rates.” 


Lake Iron Ore Rates 


John B. Putnam, for the Lake Superior iron shippers, op- 
posing increases on iron ore, said there was even less justifica- 
tion now than at the time of the decision in Ex Parte 162 for an 
increase in iron ore rates. Referring to the “peculiar dominance 
of the Duluth, Missabe & Iron Range Railway in the picture,” 
he said there was not a situation in the United States that more 
strongly required a rate reduction. The revenue per car-mile 
on iron ore accruing to the three ore-carrying railroads in the 
Lake Superior region, he said, increased 103 per cent in the 
period 1916-1946, as compared with 58 per cent on other com- 
modities transported by the same carriers. He asserted that 


predictions made by these roads for 1948 involved “losses in . 


tonnage that will not exist.” 

Phil H. Porter, of Butler Brothers, St. Paul, Minn., repre- 
senting coal, iron and general traffic, for the Missabe Range 
iron ore shippers, opposed the iron ore increases. He referred 
to an estimate of the Great Northern Railway, one of the ore- 
carrying roads, of a 1948 return on investment of 3.68 per cent 
which, he said, might well be “wondered at,” considering that 
road’s impressive net railway operating income. He said that 
road’s estimate of a 23% per cent decline in traffic for 1948 as 
compared with 1947 was the most pessimistic of any estimate 
submitted by 33 railroads and that he had been unable to learn 
of any reason for this pessimism. That estimate, he said, in- 
cluded a 15 per cent decline in iron ore traffic in the face of 
great present-day demands for that commodity. He quoted in- 
dustry representatives as saying next year’s iron ore output 
would be greater than 1947. He said he was confident the ex- 
isting level of the rates did not justify the proposed increase 
and added that the carriers knew that the only way to increase 
those rates was to tie them onto a genera! revenue case. 

Speaking also with respect to propc ed increases on coal, 
Mr. Porter said a substitution of a percentage increase across 
the board on coal would among other things, tend to dry up 
the long-haul traffic. He also referred to rates within the east- 
ern area of Wisconsin included in Official Territory and asserted 
that the instant proceeding did not and should not depend on 
class rates alone or class-rate boundaries but on the needs of 
the carriers involved. He was asked by Chairman Aitchison if 
he were suggesting that “we move you back into Western Ter- 
ritory.” He said it was beginning to look as if it might have 
been a mistake to be grouped in Official Territory. He asked 
why increases should be applied that meant an added burden 
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Copper and Lead 


R. E. Quirk appeared for the Anaconda Copper Mining Co, 
and the Phelps Dodge Corporation, and referred to recommen- 
dations of the traffic committees of the lead and copper pro. 
ducers. These last-named groups, he said, were not very active 
up to the time of the decision in Ex Parte 162, but found, after 
that decision, that iron and steel and aluminum had been given 
a maximum percentage hold-down on increases. He asked that 
no additional increases be authorized on lead or copper ore, 
These commodities, he said, were basic and should not be 
treated like furs and fur coats. He quoted an exhibit to the 
effect that the average increases under the proposal would be 
115 per cent or 61.4 per cent in excess of proposed increases on 
other comparable commodities. He said the carrier earnings 
per car-mile on copper slabs were greater than on pig alumi- 
num, pig iron and other commodities. 


Zinc and Glass Sand 


John F. Finerty, representing the Zinc Institute and the 
Glass Container Institute, said the proposed increases on glass 
sand up to a maximum of 66 cents a net ton, but not less than 
33 cents a net ton, would raise the present rate 36 per cent 
above the common sand rates under the proposal. In spite of 
“extortionate” rates, he said, no evidence had been offered by 
the carriers in any of the general rate proceedings with respect 
to why the increases on sand should be made. He asked that 
there be no increase on glass sand, and, in the event the Conm- 
mission decided that there should be an increase, it should 
adjust the rate on common sand so that there should not he 
more than 15 cents increase on glass sand above that on com- 
mon sand. 

The market for zinc, he said, was entirely in the central 
and eastern states. There was practically no rail movement on 
zinc ores, he said, adding that the product was either concen- 
trated at the mine or within truck haul. He said the freight 
rates were borne entirely by the mines. He asked the Com- 
mission to deny any increase on zinc ores and concentrates and 
said any increase on zinc metal should not exceed that on iron 
and steel. 
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T. V. A. on Phosphate Rock 


Charles J. McCarthy, of the Tennessee Valley Authority, 
describing phosphate rock as the ideal commodity for the rail- 
roads because of low handling charges, noted that a full per- 
centage increased was proposed and said he thought the treat- 
ment given phosphate rock in Ex Parte 162 was the correct 
treatment. He asked similar treatment in Ex Parte 166. 

Asked by Chairman Aitchison if he opposed the position 
of the Department of Agriculture on phosphate rock, Mr. Mc. 
Carthy said he did and that to apply a percentage increase 
would be unsound. If there were to be any increase for this 
commodity, it should be small, he said. 

Mr. McCarthy said soil needed phosphate and it would 
not get it if the price were increased as it would be if the 
rail proposals were granted. 


Rock Products 


Harry C. Ames, appearing for the Universal Zonolite I 
sulation Co., said that in proposing general increases in this 
proceeding, as in Ex Parte 162, the railroads .had placed 4 
maximum of either 15 cents or 30 cents a ton on crude ores 
or materials that were either directly competitive with vermit 
ulite ore which had transportation characteristics fully com 
parable with that product. Among the competitive products, he 
said, were perlite rock, volcanic scoria, broken limestone, clay, 
furnace slag, and crude pumice. He said comparable materials 
were crude dolomite, quartzite rock, and ganister rock. Unless 
relief was accorded to vermiculite, be said, the industry would 
receive the full percentage increase while other competitive 
or comparable commodities would obtain maximum increas¢ 
of 15 or 30 cents a ton. He said that, effective December 2 
the rates would go back to the level in force prior to the Bi 
Parte 162 decision plus.a 30 cents increase, by voluntary actial 
of the carriers. He asked that any increase authorized on cruée 
vermiculite ore be made not to exceed the maximum increasé 
on competitive or comparable commodities. 

W. P. Tuller, speaking for petroleum coke, rock wool, 
diatomaceous earth, crude crushed perlite rock and aggregate 
said that on traffic that could bear substantial increases the 
interests he represented were not opposing the railroads’ pl 
posal in principle. There were several serious situations, how 
ever, he said, in which approval of the rail proposal woul 
result in less rail revenue than more. : 

On petroleum coke and petroleum coke briquettes, he sail 
“we strenuously oppose any greater increase than on bitumino 
coal or bituminous coal briquettes with which we must com 
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Cause f pete as a fuel.” He said his clients took no position as to the 


measure of that increase. 

He said he opposed multiple increases in combination rates, 
and added that the railroads, under their proposal, would not 
only obtain multiple increases under Ex Parte 166, but would 
automatically go back and pick up multiple increases that were 
denied them under Ex Parte 162. 

On crude crushed perlite rock, said Mr. Tuller, “we accept 
the rail proposal for the same maximum increase as on other 
aggregates with which expanded perlite rock competes.” He 
said that with respect to expanded perlite rock aggregate, his 
clients were withdrawing their request for special treatment 
and would “handle this with the railroads later.” 

Diatomaceous earth, he said, already had a substantially 
greater increase than the controlling competitive materials in 
Ex Parte 162. Hence, he continued, it was now especially 
vital that the rate disparities be not further increased over the 
October 12 spreads. 

Mr. Tuller said there was hardly an important consuming 
area that was not within about 300 miles of a source of rock 
wool, which was sold in a highly competitive market, f.o.b. 
plants. He said his clients were not concerned with proposed 
rates in the territory east of Chicago but were vitally concerned 
with Western Territory. He urged that whatever increases 
were found justified for western carriers be also applied on 
rock wool from Chicago to Western Territory, generally, and 
that those increases be incorporated with a 20 per cent increase 
in Ex Parte 162, and applied to the June 30, 1946 rates. This, 
he said, would eliminate a 2% per cent penalty imposed on 
Argo, Ill., in Ex Parte 162. 

W. E. Rosenbaum, appearing for lime and sulphur interests, 
said he opposed a percentage increase up to a maximum of 10 
cents a 100 pounds on lime, which, he said, the carriers grouped 
with cement and other building materials. He said the use 
of lime as a building material was only 10 per cent of the 
production and the greater use was in the chemical and metal- 
lurgical industries. The proposed rate increases, he said, would 
exceed the value of lime. 


Asks Flat Rate on Slag 


Wallace L. Schubert, of the National Slag Association, said 
rate increases of 41 per cent, subject to a maximum of 33 
cents, proposed on air-cooled slag, if granted in their entirety, 
would drastically curtail the production and sale of commer- 
cial slag. He said the evidence showed that the f.o.b. price 
of slag today was approximately the same as in 1938 and that 
slag processors had absorbed increased labor and material costs 
by greater efficiency in their plant operations. There was no 
way, however, he said, that increased transportation charges 
could be absorbed. 

Mr. Schubert asked the Commission to consider what an 
increase of 41 per cent, subject to a maximum of 33 cents a 
ton, would mean, when it was considered that slag was sold 
f.o.b. plant for less than a dollar a ton and that the average 
freight charge of slightly more than $1 a ton made the average 
delivered cost about $2 a ton. 

Mr. Schubert said if the Commission should find that the 
rates on slag must be increased, “then we urgently request 
that it be authorized in flat cents per ton.” 


Rail-Water-Rail Coal 


R. A. Ellison, for shippers of coal situated on Chesapeake 
& Ohio lines in West Virginia, dealt with the rate from the 
mines to Huntington, W. Va., and with the switching rates 
applicable on movements of ex-river coal in the Cincinnati 
switching district. He said the rails’ proposal would raise the 
present 70-cent rate to Huntington to one dollar and added that 
the carriers proposed a 41 per cent increase on the switching 
rate in the Cincinnati district. 


He said the C. & O. had said in a number of cases that 
the rate to Huntington was not part of the general rate struc- 
ture, and it had lost tonnage by increasing that rate and re- 
Covered by later reducing it. The interests he represented 
opposed any increase in that or the rate to points in the switch- 
ing district, said he. Present rates in the Cincinnati switching 
district, he said, resulted in fourth-section departures, because 
they were higher than on coal going to points beyond. 

He also said those interests proposed a ceiling of 90 cents 
a ton for movement of ex-river coal to any point beyond the 
Cincinnati switching district, whether single-line or joint-line 
haul. He said there should be a spread of some amount be- 
tween the rate in the switching district and points beyond. 


Asks No Increase on Road Aggregates 


_A. J. Ribe, speaking for 73 companies in Alabama and 
os. he sail neighboring states, as to the movement of road aggregates in 
bituminos outhern Freight Association Territory, said he felt it had 
must col! been demonstrated that any further increase in the level of 

tates on road aggregates would cause such a diversion of traf- 
fic that it would not produce the revenue the carriers thought 
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they would get. As to this and as to natural bonded moulding 
sand, he said, the conclusion of the carriers that there would 
be no diversion of traffic must have been ‘arrived at in a 
vacuum.” As to the moulding sand, he said “our plea is that 
any increase should not exceed in each territory whatever is 
granted on common sand.” 


Kentucky-Tennessee Clay Shippers 


Any increase granted on clay should not exceed the in- 
crease granted on industrial sand, if there were to be excep- 
tions, said L. F. Orr, speaking for Kentucky and Tennessee 
shippers of clay. Any increase should be “only temporary,” 
he asserted. He said those shippers must use the railroads and 
must compete with locally-produced clay. He said those ship- 
pers also competed with British imports, carried as ballast. 
He said what was proposed was “to increase differential in 
inland freight rates from 203% cents to 330% cents, an in- 
crease in our disadvantage to 127 cents per ton.” He said the 
explanation was that Official Territory lines “too often act as 
a closed corporation in considering southern traffic,” and that 
a American citizen is placed in a worse position than an 
alien.” 


Barge Lines Ask Single Joint-Rate Increase 


R. N. Burchmore appeared on behalf of the Federal Barge 
Lines with respect to rates on coal and sulphur. He urged 
that, whenever traffic presently moved on separately published 
rates over routes made up of two or more carriers, a single 
increase should be applied to the total of these routes and each 
rate should be increased in the same percentages on the total. 
Mr. Burchmore took the position that a revenue case should 
not be considered a vehicle for changing competitive relation- 
ships of various types of carriers. 

Alan C. Maxwell, for the Copper & Brass Research Associa- 
tion, said the products of the industries he represented were 
in competition with iron and steel products and asked that 
they be given the same maximum hold-downs as iron and steel. 
Most of the brass products of his clients, he said, were mar- 
keted in Official Territory, largely in the New England states, 
although there was a growing proportion in the middle west. 
He mentioned the competition of aluminum and stainless steel, 
production of the latter, he said, amounting to about one-fourth 


metals had been “broadened tremendously,” he said. 


West Coast Lumber; Canned Goods 


William C. McCulloch, appearing for west coast lumber 
interests, said that if increases on western lumber transporta- 
tion rates were found justified on the merits, his groups would 
not be opposed, provided reasonable maxima and competitive 
relationships were maintained. 

California redwood producers, he said, took the position 
that the proposed limitation of 11 cents a 100 pounds on iron 
and steel should not be exceeded on lumber. He listed com- 
petitors of far western lumber as being, among others, iron and 
steel, brick, cement, stone and composite products. No one in 
the industry, he said, expected present large demands for 
lumber products to continue indefinitely. He said he believed 
the Commission would be justified in granting the relief sought 
for western lumber. He asked for a cut from 20 cents a 100 
pounds maximum to 15 cents on California, Oregon and Wash- 
ington lumber. 

With respect to logs, Mr. McCulloch urged that the Com- 
mission, if it should decide that increases were necessary, limit 
the 10 per cent surcharge now in effect to not more than 50 
per cent of such percentage increases as it might authorize on 
lumber, “whichever is less.” He said the west coast plywood 
industry’s position on rate increases was identical with that 
of the West Coast Lumbermen’s Association on lumber. : 
Speaking for the Oregon and Washington door and mill- 
work industry, Mr. McCulloch said that if a contemporaneous 
rate on lumber were, for example, $1, the rate on millwork 
should not exceed $1.15 as a maximum. He said the present 
maximum relationship on doors from the west coast exceeded 
that prescribed by the Commission and asked the Commission 
to “admonish the railroads” to maintain these relationships. 
He suggested a joint rate on doors applicable to other miil- 
work commodities, and asked the Commission to require com- 
bination rates in accordance with finding 5 of the decision in 
Ex Parte 162. 

Mr. McCulloch said fruit and vegetable products of the 
northwest canners had their essential markets in Eastern Ter- 
ritory, to which, he added, the rails proposed a 41 per cent 
increase without a specific limiting maximum. He requested 
a maximum of 11 cents a 100 pounds or less if the percentage 
proposal for Official Territory were reduced. 


Steel Producers’ Arguments 


_. Thomas F. Lynch, of the ‘United States Steel Corporation, 
did not oppose the maxima proposed by the carriers on iron and 
steel, but asked that rates on each of the competitive products 








1908 


such as aluminum, brass, copper and others be considered on 
their own merits. He said aluminum was only one-third the 
weight of steel and therefore required only one-third the ton- 
nage in transportation. He said it could take a rate three times 
as much as that on steel and competition would not be disrupted. 

He said the answer was “no” to an assertion made at the 
Boston hearing that, if there were an inflation of all prices, 
there should be an inflation of the differentials. The differen- 
tials of freight absorption, he said, should not go up and down 
with the margins of profit. He said an increase in differentials 
added further to the penalty paid by consumers of steel who 
already had a large freight rate burden. 

Joseph G. Cooper, Bethlehem Steel Co., told the Commis- 
sion that, excepting iron ore above the Great Lakes, his organi- 
zation did not oppose such further increases in rates and charges 
on that commodity as the Commission might find justified. He 
said Bethlehem’s interest in iron ore above the lakes had been 
presented by Mr. Putnam. 

With respect to bituminous coal, which he said, moved to 
Bethlehem’s eastern operations in great volume, mainly from 
mines 7 West Virginia and western Pennsylvania, Mr. Cooper 
asserted: 


The flat increase of 15 cents per net ton requested by the carriers 
in Ex Parte 162 was rejected by your honors in favor of the graded 
increases of 15-25-30 cents per net ton. Without commenting upon the 
level of the 30-cents increase now proposed by the carriers we re- 
spectfully urge that their judgment in proposing a flat increase be 
accepted by you. 


With respect to iron ore rates, Mr. Cooper said that, with- 
out dealing with the propriety of the 3-cent advance proposed, 
he urged no major disturbance of the present pattern of the 
ore rate structure and that a flat or horizontal increase be 
authorized. He said that in doing so he was well aware of a 
rather disproportionate increase percentagewise that might be 
imposed on short-haul rates, but that in the final analysis the 
question of readjusting these rates, if a readjustment were nec- 
essary, should be dealt with in a subsequent proceeding. 


He then referred to manufactured iron and steel articles on 
which the carriers had proposed a 41 per cent increase with a 
maximum of 11 cents a 100 pounds. Because of a lack of har- 
mony between the percentage advance and the amount of the 
hold-down, he said, traffic moving over 190 miles would be pre- 
ferred over traffic moving less than that distance, the latter 
taking the full percentage increase. This, he said, was preju- 
dicial to both producers and consumers in the short-haul areas 
where the truck competition, which was advanced as one of the 
reasons for the hold-down, was most active. 


Mr. Cooper opposed an increase of a flat amount to each 
rate, as preferred, he said, by U. S. Steel. He added that it 
would do violence to the present pattern of steel rates in Official 
Territory. He said it was the pattern of these rates that Bethle- 
hem urged should be maintained or at least not unduly dis- 
turbed, ‘“‘else undue prejudice result.” He said the integrity of 
iron and steel rates could be maintained only through percent- 
age increases or at best by application of a hold-down more in 
harmony with the percentage increase than had been proposed 
in the instant proceeding by the carriers. 


R. E. Quirk argued briefly in the absence of R. E. Webb, 
for American Rolling Mill Co. He said that, with respect to the 
suggestions made by the Youngstown Sheet & Tube Co., with 
which Mr. Gutheim had dealt, the American Rolling Mill posi- 
tion was the same as that stated by Mr. Cooper, adding that 
the company was “opposed to that system of breaking down 
routes on iron ore.” 


Newsprint; Automobiles; Brewers 


Speaking for the American Newspaper Association, Parker 
McCollester said the members of that association, in the event 
the increase were granted, would divert a larger tonnage of the 
newsprint they bought to water carriers. He said they made no 
suggestion as to what the increase should be, but did feel it 
should be less than that proposed by the carriers. 


For Port of New York groups, including the City of New 
York, the Port Authority, the Chamber of Commerce of the 
State of New York and other commercial organizations in the 
New York area, Mr. McCollester asked that the Commission 
condition any increase on a restoration of the port relationships. 
He said the carriers had, after previous general increase cases, 
promised to restore the relationships, and that “we are still 
waiting for many of the more important routes for more im- 
—, commodities to have the port differential adjustment 
restored.” 


The U. S. Brewers Foundation, made up of brewers that 
shipped malt beverages and had to compete with local bever- 
ages, said Mr. McCollester, would divert tonnage to the trucks 
in the event of rate increases. If there was to be any increase, 
he said, the brewers urged that it be limited to 10 cents a 


TRAFFIC WORLD 


hundred pounds on the beverages and 5 cents a hundred pounds 
on empty returned containers. 

He said that Chrysler Corporation, Packard Motor Car 
Co., the Studebaker Corporation, Hudson Motor Co., and 
Willys-Overland Co., objected to the rates accorded the as. 


-sembly plants of General Motors and Ford as against the rates 


charged from the main plants of his clients. He said the exist- 
ing rates on new automobiles were unjust and unreasonable 
and discriminatory, and could not be made the basis for a 
percentage increase. The differences in the rates, which he 
said were without regard to distance, resulted in charges from 
$30 to $75 an automobile more for his clients than for Ford 
and General Motors, he asserted. The proposed increases, he 
said, would produce rates “terrifically discriminatory” and 
would not result in added revenues for the railroads. 


Decentralization and Divisions 


Mr. McCollester, at one point in his argument for the 
brewers, said the increased rates would result in decentraliza- 
tion. Chairman Aitchison asked, “Are we to forbid it?” and 
suggested that decentralization might have a beneficial effect. 
Mr. McCollester replied that might be so from the point of 
view of the national economy, but could not be so if these was 
= - an attempt to preserve the rail revenue from the longer 

auls. 

Just as Mr. McCollester was about to address himself to 
argument for the Associated Industries of New York State, 
Commissioner Rogers asked what he would suggest if the Com- 
mission found that the carriers in Official Territory were in 
greater need of revenue than those in the other sections of the 
country. Mr. McCollester said the first step would be to re- 
adjust the divisions on interterritorial traffic, and that, until 
this was done, the Commission could not properly make a con- 
clusion as to whether or not the Official Territory lines had a 
greater need for revenue. 


Commissioner Mahaffie asked how the Commission could 
bring about a revision of divisions in the present proceeding. 
Mr. McCollester said he did not see why the Commission could 
not make an order conditioned on the railroads agreeing to 
revise their divisions, and he added that such an order “would 
put the heat on them.” He observed that the Official Territory 
lines had filed a petition for reconsideration of the divisions 
proceeding in which, said Mr. McCollester, the Commission 
had found the southern and southwestern roads in greater need 
of revenue than the Official Territory lines. 

Commissioner Rogers asked if the Commission could prop- 
erly impose such a condition without assuming what the divi- 
sions ought to be. Mr. McCollester replied it could to this 
extent: 


The railroads are asking you to find that it will be reasonable for 
the Official Territory lines to charge more than the railroads elsewhere 
and are in need of greater revenue. You can say you cannot make such 
a finding in the light of the fact that the divisions are now predicated 
on a contrary assumption, but that. you will permit the railroads to 
make a uniform increase in their rates on condition that they forthwith 
divide the resulting charges on a mileage pro-rate basis. 


The chairman suggested the Commission would have to 
be of the opinion that was a reasonable and non-discriminatory 
basis, Mr. McCollester replied by saying, in part, that as long 
as the decisions in the divisions cases were outstanding, they 
constituted findings that the Official Territory lines were not 
in need of greater revenues. The chairman observed there had 
been no hearing on the question, and Mr. McCollester replied 
that that was one defect in the case, adding he had attempted 
to get from the rails an estimate of the effect in the various 
territories if divisions were revised, but the railroads, he said, 
had made no such estimate. He added: “I think the questions 
you are asking me, which are hard to answer, really force both 
you and me to this conclusion: That you cannot approve the 
proposal of the railroads, on the ground that they have not 
justified their proposal.” 

Referring to the disturbance he said the different level of 
increases would cause for the industries of New York state, 
Mr. McCollester said the “bad showing” of the Official Territory 
railroads was due to the showing of only three railroads. Com- 
missioner Mitchell observed the others were “not so encourag- 
ing” and that “they are in the black, but that’s all.” Mr. Mc 
Collester replied that the railroads had based their figures 0 
1946 but that, eliminating the three railroads, the others had 
more favorable revenues in that year than the railroads in the 
south. The chairman asked Mr. McCollester if he had not 
that Dr. Parmelee had shown, in one of his exhibits, that the 
Baltimore & Ohio had a greater net income than the Pennsy!- 
vania and Mr. McCollester replied he had. 

He said the fundamental question was not one of retull 
on investment, adding “this is not a confiscation case.” Thé 
question was, he said, what revenues did the railroads need t 
maintain their credit. He said there was no evidence from 
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which the Commission could conclude the railroads in Official 
Territory as a whole were in a worse credit position than the 
railroads in other parts of the country. 


Newsprint Movement 


Sheldon E. Wardwell, appearing for the Great Northern 
Paper Co., with respect to newsprint paper, asked for a maxi- 
mum limitation on that product although he did not specify a 
maximum. He related some of the difficulties encountered in 
the newsprint traffic and said the water-borne movement of the 
product was increasing. The percentage advances had been so 
high, he said, that it was difficult for any producer, except one 
wha water transport available, to sell the product in the 
south. 


Cement Rates 


Bernard L. Glover, appearing for 13 cement companies, 
said his group, representing a substantial part of the country’s 
cement production, was not opposed to the carriers’ efforts to 
obtain needed additional revenue, nor to cement carrying its 
fair share of the total transportation burden. He added, how- 
ever, that the impact of the percentagewise increases of cement 
rates now proposed, including those made in the past, was so 
heavy and would normally so greatly restrict the markets and 
disrupt present distribution methods, “as to forebode disaster 
to the cement industry, and marked diminution of railroad 
earnings on cement traffic.” He also said: 


The percentage increases hitherto made, plus the further increase 
which the railroads are now asking the Commission to authorize, of 
41 per cent in Eastern Territory, and 31 per cent in Western and 
Southern Territories, would, if approved, further increase the present 
already distorted differentials which are a severe handicap to the 
freedom of movement of cement traffic. 


On questioning by Commissioner Alldredge, Mr. Glover 
said that if a percentage increase were authorized, he recom- 
mended a maximum of two cents a 100 pounds for cement, 
based on the June 30, 1946, rate. 


Southern Lumber Argument 


A. G. T. Moore, traffic manager of the Southern Pine Assc- 
ciation, New Orleans, speaking for that group, told the Com- 
mission he was “frank to state” that, in view of precedents, ‘we 
were amazed that the Commission, in its decision in Ex Parte 
162, failed to recognize the effect of mileage on railroad oper- 
ating costs when you granted 20 per cent advances in lumber 
rates with a uniform maximum of 10 cents per 100 pounds.” 

“I am not here to criticize the Commission for having done 
so,” continued Mr. Moore. “We attach criticism to ourselves 
as an industry for nurturing to the end our hope that our 
originating carriers would withdraw their concurrence to this 
crucifixion, through maxima, of southern lumber producers. And 
so, personifying our industry, I stand before your honors 
abashed, penitent and rebuked, because we did not, in Ex Parte 
162, introduce sufficient witnesses and present our regional case 
as forcible as we have done on this occasion to show that em- 
snag of maxima will drive us out of common competitive 
markets.” 


The Commission should eliminate the maximum completely, 
he said, adding that any advances authorized on lumber should 
be solely on a straight percentage basis. This formula, he said, 
would distribute the burden fairly throughout the industry and 
also would conform to sound rate-making principles as hereto- 
fore recognized by the Commission. 


He said the southern lumbermen’s main plea was that the 
Commission award no advances whatsoever in southern and 
southwestern lumber rates, “which we have shown to have 
reached the saturation point.” 


Fertilizer and Materials 


The fertilizer industry was opposed to any increase in the 
rates on fertilizer, said John T. Money, who represented the 
National Fertilizer Association, and several companies in that 
field. He described fertilizer as a compounding of ingredients 
that paid double freight charges. Mr. Money said mixed fer- 
tilizer had had the highest increase in Ex Parte 162 that the 
Commission ever authorized, adding the Commission in earlier 
proceedings had found that fertilizer should be in the “lowest 
Tange.” He asked a maximum of 30 cents a gross ton for 
Phosphatic rock, if an increase was granted, indicating opposi- 
tion to any increase. 

Speaking for the Structural Clay Products Institute, Mr. 

Oney asked the Commission, if any increase was granted 
on structural clay products, to follow the pattern of Ex Parte 
62 and provide a maximum not in excess of 10 per cent, with 
4 maximum of 30 cents a ton. He observed southern inter- 
ests asked for a maximum of 20 cents a ton because of the 
Predominating percentage of common brick in the southern 
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traffic. Makers of clay conduits, he said, asked the same treat- 
ment as applied to brick and tile. 


Excelsior and Grain Transit 


C. R. Hillyer, for American Excelsior Corporation, said the 
industry asked the Commission to administer the law as written, 
refuse to pay attention to theories about decentralization of 
industry, and not to “subject us to this awful increase’ which 
he said amounted to almost 100 per cent. He said no rail rev- 
enue would result from such increases. He asked that wood 
bolts be granted whatever consideration was given other raw 
materials in the way of exemptions. 

Speaking for John W. Eshelman & Sons, of Lancaster, O., 
a maker of mixed feeds, Mr. Hillyer asked the Commission to 
exempt those points at which transit charges were now assessed 
from any further increases in such charges. He said there were 
many points at which sGch charges were not made. 

R. O. Youngerman, for drain tile manufacturers of Iowa, 
said those manufacturers could not meet the competition of 
sewer pipe if they had to bear a further increase in rates. 


Rates on Aluminum and Raw Materials 


C. E. Childe, for the Reynolds Metals Co., said that, in 
comparison with the iron and steel rates, the present aluminum 
rates were in the “rate stratosphere” and that the proposed 
aluminum rates were “obviously beyond all reason and fair- 
ness.” ; 

He urged the Commission to find that the increases pro- 
posed on aluminum and on its raw materials, bauxite and 
alumina, had not been justified, that the proposed rates were 
unjust and unreasonable, and that they would be unjustly preju- 
dicial against aluminum and its raw materials and unduly pref- 
erential of iron ore, iron, and steel. 

Aluminum and its raw materials, under the carriers’ pro- 
posal, said Mr. Childe, would receive the full percentage in- 
creases as compared with a maximum of 11 cents a hundred 
pounds on iron and steel and 30 cents a ton on iron ore, in 
spite of the fact the Commission had “told the railroads twice 
within the past year” that aluminum rates should not be in- 
creased more than iron and steel rates and that rates on 
aluminum raw materials should not be increased more than 
iron ore. 

The proposed increases, he said, would mean rises three 
or four times as great on aluminum as on iron and steel, and 
up to nine or ten times as great on aluminum ore and con- 
centrates, as on iron ore. It was a “life and death matter’ to 
the aluminum industry, he said; that it be able to meet steel’s 
competition. 

S. C. Knight, Permanente Metals Corporation, said alu- 
minum ore should receive the same increases as iron ore and 
aluminum and its products the same increases as steel and 
its products. The carriers’ proposal in Ex Parte 166, he said, 
would add an estimated $2,300,000 annually to Permanente’s 
freight bill. In effect, he said the proposal would place an addi- 
tional burden of a minimum of $12.20 a net ton on all alu- 
minum sheet moving from the west to Chicago and the east, 
whereas the steel industry, aluminum’s chief competition, for 
the same length of haul, would be called on to bear only $2 
a net ton. He said he believed the findings in the instant pro- 
ceeding should be similar to those in Ex Parte 162, in which, 
he said, the railroads asked general increases on aluminum 
and the Commission gave steel and aluminum a maximum. 
He said his company was concerned with respect to whether 
the western carriers, who seemed to be prosperous, needed the 
increases, particularly those on aluminum, and suggested that 
their earnings be scrutinized. He said the western roads might 
well be supporting a maximum increase for aluminum to re- 
tain aluminum plants in the west. 


Aircraft Industry Position 


Harry R. Brashear, of the Aircraft Industries Association, 
said that organization had offered no opposition to the increases 
granted in Ex Partes 148 and 162 nor to the interim increases 
in Ex Parte 166, but that it regarded the instant proposals 
under Ex Parte 166 as an effort on the part of the railroads to 
obtain a “panacea for practically all of their ills.” He dis- 
cussed the increases that would result on longer hauls under 
the proposal between Chicago and New York and compared 
the efficiency of certain railroads. He said, in response to a 
question by Commissioner Mitchell, that service on the western 
lines was better than on the eastern lines. Commissioner All- 
dredge asked if it were not true the eastern lines operated 
larger terminals and thus had to employ more manpower than 
the western roads and Mr. Brashear agreed that that was true 
but said he did not have data for comparing efficiency on that 
basis. In a written addition to his argument, accepted for the 
record but not read, Mr. Brashear said the evidence was clear 
that the railway service now furnished by Official Territory 
lines was not adequate to meet the needs of the country’s com- 
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merce and there was no assurance that these needs would be 
met Wis if the petitions for these extreme increases are 
grant ” 


Uniform Increase for Sugar 


B. J. McHugh, of the American Sugar Refining Co., ap- 
pearing for eastern seaboard sugar cane refiners, said no real 
opposition from the railroads to the requests of these com- 
panies with respect to rates was apparent and urged the Com- 
mission to provide in its order that any increase permitted on 
sugar be uniform from a percentage standpoint throughout the 
country. He also asked that the percentage increase into com- 
petitive destination areas be of a temporary nature only, and 
that the carriers be required to restore rate relationships based 
on rates in effect June 30, 1946, as promptly as possible. He 
said the destination territory referred to included areas in 
Texas, Oklahoma, Georgia, the Carolinas, Virginia, Kentucky, 
Tennessee, and points in the Ohio River Valley. 

Without uniformity, he said, there would be few destina- 
tion territories where relationships would not be disrupted. 
Even with a uniform percentage increase, he said, trucks and 
water carriers would take substantial sugar traffic from the 
rails ‘unless the carriers voluntarily meet the competition in. 
those areas where it is found to exist.” 

Chairman Aitchison remarked that, at hearings he con- 
ducted in the west, the sugar interests did not appear to be 
ready to testify, and asked Mr. McHugh if there was disagree- 
ment within the industry as to the rate increases. Mr. Mc-: 
Hugh said the “western people” seemed to be satisfied with the: 
hold-down proposed by the carriers, that some of the southern: 
interests opposed any increases, and that “we take a broader 
» view.” 


Ice Cream Cones—Drinking Straws 


Neither the makers of ice cream cones nor of drinking 
straws could meet another increase in freight rates, said S. H.. 
Moerman, who appeared for makers of the cones and for the: 
Drinking Straw Institute. The pattern of the 5-cent cone made: 
it impossible, he said, to charge more than five cents at retail! 
or there would be a falling off in business. As to drinking: 
straws, he said they were a service item, one not necessary, 
and that hospitals, drug stores, schools and soft drink parlors: 
would not pay more for them. He said rates on the ice 
cream cones had been increased more than 100 per cent as the: 
result of proceedings before the Commission. He said he was: 
aware of the “massive nature” of these proceedings, but that it. 
was Ang the national interest to preserve the traffic of the rail-. 
roads. 


Coastwise and Inland Water Carriers 


William Radner, for the Gulf Intercoastal Conference and’ 
Luckenbach Steamship Co., Inc., dealt with lumber and canned! 
goods. He asserted west coast shippers of those commodities: 
had not been handicapped by higher freight rates in selling in: 
eastern markets. He asked the Commission to take into ac-. 
_ count that it would be dealing with depressed transcontinental 
rates that operated as “a ceiling” over the rates of the com-- 
peting intercoastal water carriers. He said “we are now oper-- 
ating at a loss,” and that any increase in the water carrier: 
rates would be limited by the increase granted the rails. 


He said if the Commission applied to the existing canned’ 
goods rates “its own class rate scale” it would find those rates: 
were depressed by as much as 25 per cent, and that shippers: 
of canned goods had admitted in other proceedings that, where: 
they produced 90 per cent or more of a commodity, they were: 
not concerned about their competition. 


For the American Waterways Operators, Inc., John H.. 
Eisenhart, Jr., said the railroads were proposing exceptions on: 
traffic the inland waterlines could carry, with revenue of 
_ $40,000,000 involved on the basis of the available tonnage. As 
the rate ceiling of those water carriers was set by the rail- 
roads, he said, if the railroads and the water carriers were: 
correct in their showing of needed revenues, “here is $40,000,- 
_ 000 of traffic from which we will gain nothing.” Asked by 
Commissioner Mahaffie if petroleum carriers costs now ex- 
ceeded those of the railroads, Mr. Eisenhart said they did and 
that one or two of them were going into the pipeline business. 
because of increased costs of ship operation. 

He said the Commission should distribute any increase: 
among all commodities. Referring to what he said was the. 
proposal of the railroads to have increase on coal apply only 
. to rail traffic, he said “nothing could be more of an attack on. 

the water carriers.” 
_ After referring to a number of fourth-section proceedings 
involving commodities to which, he said, some of the rail max- 
ima would apply, Mr. Eisenhart said before the Commission 
gave consideration to further increases in Ex Parte 166 it 
d require the “depressed rates” to be brought to their 
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“proper level.” At least, he said, “you can make it a condition 
precedent of increased rail rates.” He said the exceptions 
were not lawful and constituted ‘‘clear violations of section 3,” 
adding it appeared quite possible they would be found to be 
unlawful under section 1 “when one considers that a great 
many of the rates on which insignificant increases are pro- 
posed are fourth-section rates to start with.” 


; Rail Rebuttal 


In oral rebuttal, Jacob Aronson, who headed counsel for 
the railroads, directed his remarks for the most part to the 
level of the increases the railroads needed, in the course of 
which he said the estimates of the Department of Agriculture 
of 700,000,000,000 revenue ton-miles of freight in 1948 was irrec- 
oncilable with a report issued by the department, which he read 
from a newspaper clipping, to the effect that the estimate of 
winter wheat production had declined 21 percent. 

Referring to the estimates of traffic offered by the witness 
for the National Association of Railroad and Utility Commis- 
sioners, he quoted a justice of the Supreme Court of the United 
States as speaking of “the implication of delusive exactness that 
seems to pertain to statistics.” In answer to a question from the 
bench as to the Department of -Agriculture estimates, Mr. Aron- 
son said that, to produce the rate of return the department had 
said would be reasonable would require an “across-the-board” 
increase of 26 per cent plus, and Chairman Aitchison observed 
that because of fixed factors, it took a billion dollars of operat- 
ing revenue to produce $80,000,000 net. 

Among other things, Mr. Aronson said that “either we have 
made out a case this time, or never in all history have the rail- 
roads made out a case.” He said he was not being rhetorical 
when he said the railroads of the United States were at the 
crossroads and a little later asked if, “in one of the lush years 
of heavy traffic” a return of 5.6 to the railroads could be con- 
sidered extravagant. Speaking of the preservation of railroad 
credit, he said that ‘one after another the great investment 

institutions of the country has migrated from railroad securities 
—the large fiduciarits: savings banks, life insurance companies 
and others who have so long, so traditionally and so helpfully 
invested in railroad securities, are almost in despair at the 
future of the financial standing of the railroads.” 

Mr. Aronson observed all estimates of earnings were predi- 
cated on the increases, both interstate and intrastate, being 
effective throughout 1948. In conclusion he asked the Commis- 
sion to act promptly, and suggested it follow a precedent set in 
connection with the passenger increase portion of Ex Parte 
148, when it issued its order and said the report would follow. 
He said every day of delay was costing the railroads $3,900,000. 

Oral argument was concluded in mid-afternoon of Decem- 
ber 20, the sixth day of argument. 


Rebuttal Briefs Filed 


The petitioning railroads also filed a memorandum to sup- 
‘plement oral argument, the concluding paragraph of which 
read: 
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We submit that the rates proposed by petitioners should be au- 
thorized and made effective at the earliest possible date so that the 
carriers may be kept in a reasonably healthy condition in order that 
they may maintain their credit, procure additional equipment which is 
now urgently needed, and rehabilitate and improve their. properties 
generally to take care of the demand of the public for adequate trans 
portation service. 


The petitioning railroads also filed a rebuttal memorandum 
‘dealing with the varying percentage increases and protective 
‘service. 

Carriers serving Minnesota, Wisconsin and Michigan iron 
-ore ranges also filed a “supplemental oral argument” in which 
they maintained iron ore rates should be increased to bear a fair 
-share of system transportation burdens. This supplement was 
filed on behalf of the Great Northern; the Duluth, Missabe & 
Iron Range; the North Western; the Milwaukee; the Soo Line; 
the Lake Superior & Ishpeming; the Northern Pacific, and the 
‘Duluth, South Shore & Atlantic. 


Memoranda in Lieu of Argument 


A large number of shippers and shipper groups followed the 
‘suggestion of the Commission, made with a view to conserving 
_ time, and filed memoranda of argument in lieu of oral argu- 

ment, as follows: 


Agriculture and related industries: Albers Milling Co. and Carna- 
tion Co.; American Potash & Chemical Corporation; Canners League of 
‘California; Dried Fruit Association of California; Florida Rate Col 
ference, Greater Miami Traffic Association, Tampa Traffic Association 
and Traffic Bureau, St. Petersburg Chamber of Commerce; Public Utili 
ties Commission of Idaho, Idaho Potato and Onion Shippers Association, 
Inc., Idaho-Oregon Shippers Association, Idaho Wool Growers’ Associa 
tion, Idaho Swine Producers’ Association and Idaho Dairymen’s Asse 
ciation; Northwest Horticultural Council; North Pacific Millers’ Asso 
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ciation; St. Joseph (Mo.) Grain Exchange, Atchison (Kan.) Board of 
Trade, J. G, Wysle Milling Co., and the Board of Trade of Kansas City, 
Mo.; South Dakota Public Utilities Commission; Washington-Idaho 
Wheat Growers League, Eastern Oregon Wheat League, Washington 
State Farm Bureau, Oregon Farm Bureau Federation; Amalgamated 
Sugar Co., American Crystal Sugar Co., California and Hawaiian Sugar 
Refining Corporation, Ltd., Franklin County Sugar Co., Holly Sugar 
Corporation, Spreckels Sugar Co., Utah-Idaho Sugar Co., and Western 
Sugar Refinery; National-American Wholesale Grocers’ Association, Inc. 

Brick, sand, etc.: Aetna Fire Brick Co., et al.; Clinchfield Sand and 
Feldspar Corporation, Consolidated Feldspar Corporation, Feldspar 
Milling Co., Ine., North Carolina Feldspar Corporation, and United 
Feldspar & Minerals Corporation; H. E. Fletcher Co.; Williston Shell 
Rock Co., Levy County Lime Co., Central Quarries, Shands & Baker, 
Miami Crushed Stone Co., Seminole Rock Co., Oolite Rock Co., Mills 
Rock Co., Florida Crushed Stone Co., and Crystal River Rock Co.; 
A, P. Green Firebrick Co. 

Traffic and manufacturing groups: Associated Industries of Massa- 
chusetts; California Manufacturers Association; Indiana State Chamber 
of Commerce and Chicago Association of Commerce and Industry; 
Memphis Freight Bureau; New England Traffic League; Oakland Cham- 
per of Commerce; Pacific Coast Pulp Traffic Committee; San Francisco 
Chamber of Commerce; Southern Brick & Tile Manufacturers Associa- 
tion; Southwestern Industrial Traffic League and Texas Industrial 
Traffic League; Utah Citizens Rate Association (offered by Representa- 
tive Dawson of Utah). 

Coal and coke: Koppers Co., Inc.; National Coal Association; North- 
ern States Power Co. of Minnesota; Western Pennsylvania Coal Oper- 
ators Association. 

Water carriers: Central Barge Co.; Coyle Lines, Inc., and River 
Terminals Corporation; Intercoastal Steamship Freight Association; 
New York State Waterways Association. 

Manufacturers: American Institute of Bolt, Nut & Rivet Manufac- 
turers, the Chain Institute, Inc., and Screw Manufacturing Bureaus; 
American Viscose Corporation; Federal Cement Tile Co., Truscon Lab- 
oratories, Inc., Lastik Products Co., Inc., Geo. Rackle & Sons Co., 
Morse Cement Tile Co., and Porete Manufacturing Co., Inc.; Georgia- 
Alabama Textile Traffic Association, Alabama Cotton Manufacturers 
Association, and Cotton Manufacturers Association of Georgia; Jackson 
Iron & Steel Co.; International Salt Co., Inc., Cayuga Rock Salt Co., 
and Watkins Salt Co.; Lehigh Portland Cement Co.; Libbey-Owens-Ford 
Glass Co.; National Petroleum Association; United States Pipe & 
Foundry Co., American Cast Iron Pipe Co., Alabama Pipe Co., James 
B. Clow & Sons, McWane Cast Iron Pipe Co., Florence Pipe Foundry 
& Machine Co., Glamorgan Pipe & Foundry Co., Lynchburg Foundry 


Co., Pacific States Cast Iron Pipe Co., and Warren Foundry & Pipe 
Corporation. 


Supplements to Oral Argument 


The following filed memoranda supplementing or support- 
ing oral argument: 


American Excelsior Corporation; American Paper & Pulp Associa- 
tion and National Paperboard Association; American Newspaper Pub- 
lishers Association; Butler Brothers; Columbia Transportation Co.; 
Florida producers and shippers of phosphatic sand and clay; Northern 
Paper Co.; Gypsum products industry; John Morell & Co., Rath Pack- 
ing Co., Geo. A. Hormel & Co., Oscar Mayer & Co., and Dubuque 
Packing Co.; Swift & Co.; Roofing granules producers; Southern Traffic 
League; Youngstown Sheet & Tube Co.; and Wisconsin Manufacturers 
Association, Wisconsin State Chamber of Commerce, Milwaukee Asso- 
ciation of Commerce, and Racine Shippers Association. 


Additional Argument Memoranda 


The Commission has announced the filing of memoranda 
in lieu of or supplementing argument, for the following: Mem- 
Phis Cotton Exchange, Clarksdale Cotton Exchange, Green- 
wood Cotton Exchange, Greenville Cotton Exchange and Mis- 
sissippi Valley Interior Cotton Compress and Cotton Ware- 
house Association; Oklahoma grain and grain products inter- 
ests; Department of Interior; Lynchburg (Va.) Traffic Bureau; 
Anthracite Institute and Eastern States Retail Solid Fuel Con- 
ference; American Viscose Corporation; Globe Iron Co.; West- 
ern Pennsylvania Coal Operators; National Water Carriers’ 
Association, Inc.; United States Potash Co.; Potash Co. of 
America and International Minerals & Chemical Corporation; 
the brass mill industry; United States Brewers’ Foundation; 
Associated Industries of New York State, Inc.; Southern Pine 
Association; Pittsburgh Plate Glass Co. and Southern Alkali 
Corporation; Florida Rate Conference, Greater Miami Traffic 
Association, Tampa Traffic Association and St. Petersburg 
Chamber of Commerce; Wisconsin Coal Bureau, Inc., and 
Maher Coal Bureau; protestant iron ore mining company in 
Connection with rates on iron ore to upper lake ports; Inter- 
Mountain and Pacific Coast sugar manufacturers or refiners 
and beet sugar manufacturers; Tennessee Valley Authority; 

euthwestern Compress and Warehouse Association; South 
ota Public Utilities Commission; Cleveland Chamber of 
mmerce; Great Northern Paper Co.; Tri-State Packers’ As- 
sociation, Inc.; and Sierra Talc and Clay Co., Southern Cali- 
one Minerals Co., Tri-State Minerals Co. and Western Talc 


Department of Agriculture Correction 


The Department of Agriculture filed a p> goer mem- 
orandum argument to correct an error in oral argument, the 
effect of which was to reduce by one per cent the rate of return 
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shown for the railroads of the United States and for each of the 
traffic districts. The department said, however, that it did not 
“retreat” from the over-all position implied by the suggestion 
of a 15 per cent increase for the carriers. 

The supplemental memorandum carried “a further note on 
revising Pocahontas Region divisions,” in which it was suggested 
that the Commission, as a possible method of assisting the east- 
ern carriers, use its section 15(6) powers to “investigate, and 
if found justified to divert certain revenues now accruing to 
Pocahontas carriers as a result of division agreements to more 
needy eastern railroads.” 


Rail Verified Statements 


Additional verified statements filed on behalf of the rail- 
roads were prepared by Joseph Marks, assistant freight traffic 
manager, Southern Railway System lines, dealing with a sug- 
gested maximum increase of 10 cents a 100 pounds on cotton; 
by C. H. Owen, assistant freight traffic manager, Texas & New 
Orleans Railroad Co., concerning the proposed increase on sul- 
phur; and by T. M. Caiazza, freight traffic maanger of the 
Santa Fe., in reply to verified statements and testimony of 
witnesses who dealt with the rates on potash. 


STATE ACTION ON EX PARTE 166 RATES 


Frederick G. Hamley, general solicitor, National Associa- 
tion of Railroad and Utilities Commissioners, has advised mem- 
ber commissions as follows! 


This office has now received the following additional information 
respecting intrastate freight rate increases paralleling the interstate 
increases authorized in Ex Parte 166. In Alabama, no formal applica- 
tion for interim rate increases has been filed with the commission; in 
Georgia, the application for interim increases has been filed with the 
commission but has not been assigned for hearing; in Nevada, increases 
similar to those granted in Ex Parte 166, were granted on December 1, 
following a hearing on the railroad petition; in Pennsylvania, interim 
intrastate rate increases became effective on October 13, concurrently 
with the interstate increases; and in Wisconsin, the commission, fol- 
lowing a hearing, on December 8, authorized interim increases follow- 
ing the interstate raises, except that the following maxima were pre- 
scribed: common sand and gravel—5 per cent; coke—5c per net ton, or 
5%c per gross ton; lake-cargo anthracite and bituminous coal—5Sec per 
net ton or 5%c per gross ton when moving under line-haul rates, but 
no increase when moving under switching rates at lake dock ports. 


Refrigerated S. S. Line Proposes 
Suspension of Its Service 


Refrigerated Steamship Line, Inc., has filed with the Com- 
mission a memorandum in support of suspension of its service, 
saying, among other things, that it is left with no alternative 
other than to suspend service until “‘a more stabilized condition 
is found to exist in the rate relationship between the all-rail 
route and the truck-boat route.” 

Referring to an earlier memorandum, filed by it May 20, 
in support of increased rates, the line said it would be apparent 
from that memorandum that it was unable to make any reduc- 
tion in rates in view of the added cost of operation which was 
stated at that time. Since May, it continued, there had been 
additional increases in the cost of labor, maintenance, and ma- 
terial. It also said: 


The Refrigerated Steamship Line finds it difficult to fathom the 
consistency of the competitive rail-line policy of failing to increase 
their so-called boat-competitive rates (already approximately 30 per 
cent below normal rates), to boat-competitive level while simultaneously 
making desperate appeal before the Interstate Commerce Commission 
in Ex Parte 166 for substantial increases identified as necessary to 
cover operating and maintenance costs. 


Resumption by Refrigerated Steamship Line of its coast- 
wise service at the present time, it said, would require a re- 
duction in the water rates of 6.5 cents a box and 9.5 cents a 
box from Fort Pierce and Jacksonville, Fla., respectively, in the 
standard crate of oranges of New York in order to place the 


—— rates on exact parity with the existing all-rail rates. It 
a : 














Such adjustments, however, would permit the Refrigerated Steam- 
ship Line to compete on equal rates only via the Jacksonville gateway 
and locally at Fort Pierce. A substantial volume of traffic adjacent to 
Fort Pierce would be unavailable to the water line because of trucking 


charges which must be incurred by the shippers in affecting delivery 
to the water line. 


Observing that the present shipping season started in late 
September and was now in “full volume,” Refrigerated Steam- 
ship Line said no action had been taken by the Florida rail 
carriers to increase rates on citrus fruit to the level of the 
truck-boat route “with the result that the current charges via 
the all-rail routes from Florida origin points to New York, 
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N. Y. and to New England destinations are approximately 
12 per cent lower than the charges via the truck-boat routes.” 
It quoted R. J. Doss, vice president of the Atlantic Coast 
Line as testifying before the Commission in Ex Parte 166 that 
“When the shipping season gets under way you will find that 
all railroad rates will be made as nearly as can be made 
the same as the truck-boat rates.” 

Refrigerated said the competing rail lines published so- 
called boat-competitive rates on citrus fruit in Agent R. H. 
Hoke’s Southern Freight Tariff Bureau I. C. C. No. 642, freight 
tariff No. 782 and effective supplements thereto. These rates, 
it said, were, prior to the effective date of Refrigerated’s I. C. C. 
No. 2, RSL-9, on a close parity with the combined truck-boat 
rates to New York and certain New England destination points, 
from various Florida shipping points. 

Refrigerated said that its memorandum of last May covered 
in detail the reasons for the citrus increase and that the Com- 
mission did not suspend this tariff, the increased rates having 
become effective June 21. 


Household Goods Carriers Propose 
10 Per Cent Rate Increase 


Jack Garrett Scott, attorney for the Aero Mayflower 
Transit Co., has filed a petition with the Commission for revo- 
cation of its order of August 22, 1946, as amended, effective 
October 21, 1946, entered in MC C-517, Household Goods. over 
Aero Mayflower Transit Co. 


The order in question, according to the petition, was en- 
tered following an investigation instituted by the Commission, 
on its own motion, into the rates and charges of Aero Mayflower 
Transit, and required the carrier to cease and desist, and there- 
after to abstain, from publishing, demanding, collecting, or re- 
ceiving rates for the transportation of household goods which 
exceeded by more than 6 per cent the rates for the same dis- 
tances (between all points in the United States, except from 
and between points in eight named southern states), that had 
been maintained by the carrier on June 14, 1945, and rates 
from points in the eight southern states to other points in the 
U. S. which exceeded by more than 8 per cent the rates estab- 
lished and maintained by the respondent at the date of such 
order. 


The petition cited various tariffs which, it said, had been 
filed with the Commission and concurred in by more than 2,800 
common carriers by motor vehicle of household goods, and 
which proposed a uniform 10 per cent increase in present rates 
for the transportation of household goods in interstate com- 
merce and increases of 20 per cent in certain accessorial 
charges, effective January 1, 1948. It said these increases were 
necessitated by the “consistent and substantial’? increases in 
the costs of motor carrier operation and to prevent the “con- 
sequent jeopardy to the solvency of the participating carriers.” 

The petitioning carrier’s attorney said he was informed that 
the Commission’s order was a continuing order and that, un- 
less revoked, the applicability of the tariff to Aero Mayflower 
Transit Co. would be suspended. As in the case of the other 
carriers of household goods, he said, increases in the cost-of 
operation of the petitioner in the past 18 months had been 
consistent and substantial, and an increase in its present rates 
above those described in the Commission’s order of August 22, 
1946, as amended, was imperative if it was to continue to be 
able to perform an adequate and efficient, or any, service to the 
public in the transportation of household goods. 


If the applicability of the tariff to Mayflower was suspended 
while tariffs proposing increases were permitted to become 
effective as to all other participating carriers, said the petition, 
“a chaotic situation will be created in the industry to the pub- 
lic detriment.” 


Motor Act Prosecutions 


Eastern Missouri district, northern division, at Hannibal. 
On December 1, Kirksville Bus Co., Inc., of Kirksville, was fined 
$200, which was required to be paid, on its plea of guilty to an 
information charging the defendant, a motor common carrier, 
with permitting its drivers to operate motor vehicles excessive 
daily hours, with failing to have in its files doctors’ certificates 
of physical examinations for its new drivers, and with failing 
to have required emergency equipment on its motor vehicles. 

Northern Illinois district, eastern division, at Chicago. On 
December 5, Ronald J. Rollette, of Beloit, Wis., was fined $250, 
together with costs, which were required to be paid, on a plea 
of guilty to an information charging the defendant with operat- 
ing as a motor contract carrier of property in interstate com- 
merce for compensation without authority and without having 
published a schedule of minimum rates and charges applicable 
to the involved transportation. 
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Middle Pennsylvania district, at Harrisburg. On December 
4, fines totaling $1,000, which were required to be paid, were 
imposed on A. Louis Buch and Sondell Coleman, members of 
a partnership formerly engaged in business as a common carrier 
by motor vehicle, doing business as the Buch Express, of Har- 
risburg, and Frank C. Kline, office manager of such carrier, on 
separate pleas of nolo contendere to an information charging 
the defendants with neglecting and failing to make full, true, 
and correct entries in the accounts of the Buch Express, and 
with falsifying the carrier’s annual report of revenues and ex- 
penses for the calendar year 1945 filed with the Commission. 
$300. and Coleman were fined $400 each and Kline was fined 

Texas eastern district, Sherman division, at Sherman. On 
December 10, fines totaling $400 were imposed on John R. 
Clymer, Sr., Richard White, Denison Poultry & Egg Co., a co- 
partnership, and Denison Poultry Co., a corporation, all of 
Denison, Tex., following their conviction by the court in crim- 
inal contempt proceedings resulting from their failure to com- 
ply with a judgment theretofore entered requiring compliance 
by each of them with the provisions of the Commission’s motor 
carrier safety regulations, applicable to private carriers engaged 
in the transportation of property on public highways. Each 
of them was fined $100. The contempt proceedings resulted 
from failure of the defendants to comply with the terms of 
a mandatory injunction issued by the same court on April 3, 
1946, in proceedings instituted by the Commission requiring 
John R. Clymer, Sr., Richard White, Anne Clymer and Mrs. 
M. D. Bryant, co-partners dba Denison Poultry & Egg Co. 
and Denison Poultry & Egg Co., Inc., a corporation, to comply 
with the provisions of rule 1.31 of. part 1 of the safety regula- 
tions by having in their files certificates of physical examination 
for new drivers engaged in operating vehicles, and with the 
provisions of rule 5(a) of part 5 of the safety regulations by 
requiring drivers to keep drivers’ logs when operating vehicles. 
At the time the fines were imposed the court was advised that 
John R. Clymer, Sr., president of the corporation, and Richard 
White, its general manager, were jointly in charge of the busi- 
ness and affairs of the co-partnership and of the corporation 
in the period when the court’s order was not being complied 
with. Since the date of the former decree, the name of the 
defendant Denison Poultry & Egg Co., a corporation, has been 
changed to Denison Poultry Co., a corporation. The court found 
that Anne Clymer and Mrs. M. D. Bryant were not guilty of 
contempt of court. 

California southern district, central division, at Los An- 
geles. On December 10, L. F. Gross, dba L. F. Gross Trucking 
Co., Los Angeles, was fined $250 following entry of his plea 
of nolo contendere to an information charging him with operat- 
ing as a common carrier of property for compensation without 
a Commission certificate authorizing the particular operations 
described in the information. The fine was ordered to be paid. 

Ohio northern district, eastern division, at Cleveland. Dan- 
iels Motor Freight Service, Inc., Warren, O., on December 8, 
was fined $700, together with costs, following entry of its plea 

of guilty to an information charging it with granting rate 
concessions, with granting excessive extension of credit to con- 
signors and consignees, with permitting and requiring its drivers 
to drive in excess of 10 hours in 24-hour periods without the 
required eight hours of rest, and with failing to have on file 
physical examination certificates of new drivers. The fine was 
paid forthwith. 

Kansas district, third division, at Topeka. Verne R. Long: 
hofer, of Lebo, Kan., on December 8, was fined $500, together 
with costs, following entry of his plea of guilty to an informa- 
tion charging him with transportation property as a common 
carrier without a Commission certificate authorizing the par- 
ticular operations described in the information, with performing 
such transportation without having on file with the Commission 
tariffs containing rates and charges applicable to such trans- 
portation, with failing to issue freight and expense bills when 
collecting transportation charges, with failing to require his 
drivers to keep drivers’ logs, and with failing to have in his 
files doctors’ certificates of physical examination covering his 
new drivers. 

California southern district, central division, at Los An- 
geles. On December 8, Garibaldi Brothers Trucking Co., May- 
wood, Calif., a partnership consisting of David Garibaldi, Jr. 
James Garibaldi, and Victor Garibaldi, was fined $1,500 fol- 
lowing entry of its plea of nolo contendere to an information 
charging it with permitting and requiring its drivers to drive 
and operate motor vehicles excessive daily hours and to remain 
on duty excessive weekly hours. The fine was paid forthwith. 

Pennsylvania western district, at Pittsburgh: On Decem- 
ber 11, Samuel A. Mooney was fined $450 following entry of 4 
plea of guilty to an information charging him with operating 
as a common carrier of property for compensation without @ 
Commission certificate authorizing the particular operations 
described in the information and with permitting and requiring 
his drivers to remain on duty for excessive weekly hours. The 
fine was paid forthwith 
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U. S. SUPREME COURT NEWS 





U.S. Supreme Court Again Rejects 
Phillips Plea in B.&O. Case 


The Supreme Court of the United States on December 22 
issued an order denying a petition of Randolph Phillips, as 
owner of 4% per cent convertible bonds of the Baltimore & 
Ohio, due in 1960, and as attorney for certain other holders of 
those bonds, in which Phillips sought review of a decree of a 
special three-judge federal district court for the Maryland dis- 
trict denying Phillips’ motion to vacate, on the ground of fraud, 
an earlier decree of that court approving a refinancing plan of 
the B. & O. and finding that the B. & O. petition for such 
refinancing under Chapter XV of the bankruptcy act had been 
filed “in good faith.” 

The SSupreme Court’s order denying Phillips’ certiorari 
petition was entered in No. 442, Randolph Phillips, Petitioner, 
vs. the Baltimore & Ohio Railroad Co. The court had denied, 
in June, 1946, another certiorari petition by which Phillips 
sought review of the special three-judge court’s approval of the 
Pet O. refinancing plan (see Traffic World, June 15, 1946, p. 

In the petition which the Supreme Court denied on Decem- 
ber 22, Phillips said that the trial court originally found that 
the position of the Reconstruction Finance Corporation was 
“the dominant fact in this case” and that,’on the basis of testi- 
mony by R. F. C. and B. & O. officials “a petition in bankruptcy 
Ang gr a good faith’ and was not ‘inspired or stimulated’ by 

e B. Le 


Reference to Senate Investigation 


“Subsequently,” said Phillips in his petition, “it was dis- 
covered at a Senate investigation of the ‘bankruptcy’ that the 


-B. & O.’s financial vice president originated and suggested 


secretly to the R. F. C. the conditions previously found by the 
trial court to have been imposed by R. F. C. as creditor without 
‘inspiration or stimulation’ from B. & O. officials of R. F. C.” 

Phillips alleged in his petition that the B. & O. vice presi- 
dent had concealed, by “perjury and suppression of evidence in 
the district court,” the “true origin of the bankruptcy proceed- 
ing” in drafting a letter of the R. F. C. concerning the refinanc- 
ing plan. Phillips represented to the Supreme Court that at the 
Senate investigation—an investigation conducted by the Senate 
banking and currency committee at the direction of its chair- 
man, Senator Tobey, of New Hampshire (see Traffic World, 
May 31, p. 1739)—the chairman of the R. F. C. had admitted 
that the B. & O. was not in need of reorganization “prior to 
the time he signed R. F. C.’s letter, which had been secretly 
drafted by the B. & O. vice president.” 


Allegation: of “Malpractices” 


Among the issues brought before the Supreme Court by his 
certiorari petition, Phillips said, was the question whether 
“eighteen specific acts of .false testimony, suppression of evi- 
dence, alteration of records, attempted intimidation‘and harass- 
ment of opposing parties, diversion of funds, misstatements of 
financial condition, obstruction of justice, and other specified 
malpractices now revealed constitute a fraud upon the court,” 
in connection with the evidence considered by the special court 
when it approved the B. & O. refinancing plan. 

In its brief opposing Phillips’ certiorari petition, the B. & O. 
questioned the admissibility of the transcript of the Tobey 
committee hearings in the R. F. C. investigation as “new evi- 
dence” on which Phillips relied. With respect to allegations 
made in the Tobey committee hearing to tht effect that the 
B. & O. was maintaining an excessive amount of working 
capital when it sought refinancing, the B. & O.-said that the 
Senate committee brought into its hearings testimony by. “an 
invited expert” who, it said, had made an “indictment” of the 
B, & O. refinancing program, “without knowledge of the subject 
matter.” The B. & O. identified this witness only as “the chair- 
man of the board of one of respondent’s competitor railroad 
Companies.” The only witness heard by the Tobey committee 
who answered that description was Robert R. Young, chairman 
of the board of the C. & O. 


B. & O. Comment on Young’s Testimony 
The B. & O. said in its brief that this “invited.expert” had 
Stated that his “rich” company found it profitable to reduce 
its net working capital to a few million dollars from the end of 
1943 to the end of 1945, at the very time it was doing the larg- 
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est business in history. It said that official reports by this wit- 
ness’ company (presumably the C. & O.) to the Commission 
showed that from the end of 1943 to the end of 1945 the net 
working capital of that company, “that is, current assets less 
current liabilities,” increased over $35,000,000. 


Discussion of “Fraud” Allegation 


Repeatedly referring to the instant petition by Phillips as 
“the second petition,” ‘the B. & O. said that this petition was 
“a collateral attack on a final decree entered by a court of 
competent jurisdiction in an adversary proceeding. But only in 
form.” Continuing a statement of its conclusions in its brief, 
the B. & O. said: 


In essence it (the Phillips petition) is an unfounded imposition upon 
the judicial process. It alleges that a fraud was practiced by respondent 
on its creditors, and on the Special Court. Respondent’s creditors 
number in the tens of thousands. Only one of them perceived the fraud. 
He perceived it early.. He came into the proceedings in the Special Court 
proclaiming it. 

When the judges of the Special Court could not be made to see the 
fraud, he charged them as parties to it. 

When he was unable to persuade this Court that the fraud had been 
done, he turned to the legislative halls. The legislators were told that 
the matter was ‘‘an offense that smells to heaven.’’ But they, too, were 
unable to perceive the fraud. In the words of one legislator, ‘‘I do say 
as a member of the committee, having attended the hearings, the wind 
has not blown my way, because I have not gotten the scent as yet.”’ 

Thus the genesis of the second petition. And what is its object? 

“Petitioner does not and would not ask recall of any of the new 
bonds or any change in their new maturity dates’’ (brief, p. 76), issued 
in consummation of the plan which was approved and confirmed by the 
decree of which the second petition, in effect, again seeks to review. 

Yet, extension of the maturity of respondent’s funded debt issues— 
removal of ‘‘the great overhanging cloud of 1948’’—is the essence of the 
adjustment plan-which was, allegedly, the fraud. : 

It is submitted that the object of the second petition is implicit in 
its immoderate language. 

The second petition should be denied. °* 

It and its supporting papers should be stricken from the records, 
both of this Court and of the court below. 


__In its order denying certiorari, the Supreme Court granted 
Phillips’ motion to dispense with the printing of the record. 


Hearing in Wartime Government Rate 
Complaints Postponed Until April 


At the request of the Department of Justice, the Commis- 
sion, division 4, has issued a notice in No, 29735, United States 
of America vs. Aberdeen & Rockfish Railroad Co. et al., and 
four embraced cases, involving complaints by the government 
against rates on wartime government shipments, postponing - 
hearing assigned for January 20, 1948, in Washington, to 
April 26. 

Also in accordance with the department’s request, time for 
complainant to prepare its testimony in writing and furnish 
copies, together with its exhibits, to counsel for defendants, 
and to the Commission, has been extended to not later than 
April 5. 

John F. Sonnett, Assistant Attorney General, in requesting 
the additional time, said delays had been encountered in ob- 
taining from other departments and agencies of the govern- 
ment information deemed vital to the presentation of its case. 
He said, also, that the railroads had requested the government 
to produce certain evidence deemed necessary in the defense of 
these cases, and other similar complaint cases not yet set for 
hearing. With certain exceptions, he said, the department had 
undertaken to obtain the requested information, but had met 
with the same difficulties as in the case of seeking the data 
required for the government’s case. : 

In addition, he said, the railroads had agreed to furnish 
certain information requested by the government, and that, as 
to other information requested, there was to be discussion. 

Correspondence between Mr. Sonnett and Douglas F. Smith 
and Kenneth F. Burgess, counsel for the western railroads, as 
to the information sought by the. railroads, contains a charge 
by the railroad attorneys that the Department of Justice had 
directed “various government agencies” to deny the railroad 
requests for data. The rail attorneys said Mr. Sonnett had 
advised them that “the regular sources of information were 
closed, and that all requests should be addressed to your of- 
fice.” Otherwise, they-said, those departments in the regular: 







































1914 


course would have complied with bona fide requests for facts 
- and documents relating to the conduct of the public business. 
The railroad attorneys said Mr. Sonnett sought to excuse 
' his “refusal to furnish information which we request on the 
| ground that it is irrelevant, but it is apparent now that it is 
_ your purpose to contend that everything is irrelevant which is 

adverse to the claims stated in the pending complaints.”’ They 
' said they were not asking Mr. Sonnett to admit the. relevance, 
_ competence or materiality of data sought, and that such infor- 
' mation would be subject to any objection the government de- 
sired to make. They added that “it appears obvious to us that 

if this material were actually believed to be inadmissible on 
any ground, we could have it, and welcome. It is because it is 
| plainly relevant to a sound defense that you are unwilling to 
' produce it.” They concluded by saying: 


f We assure you that while the course you are pursuing here will 
| greatly increase the burden of defendants, and prolong the litigation, 
| you will not be successful, in the end, in suppressing a full presenta- 
| tion of the facts. 


; On his side, Mr. Sonnett denied any “basis for this view,” 

and that it was “our purpose to produce all information which 
' it is appropriate for the government to make available under 
_ the circumstances.” He said the proposal that requests for in- 
| formation be addressed to the Department of. Justice was 


' being made by the railroads. He said several requests made 
' by rail counsel extended beyond the scope of what the govern- 
' ment could reasonably be required to produce under the cir- 
| cumstances, and in other cases had not been sufficiently identi- 
_ fied. Mr. Sonnett suggested a conference between counsel to 
' handle the involved matters more expeditiously. 


FINED IN ELKINS ACT PROCEEDING 


The Commission has announced it has been informed by the 
' U.S. Attorney at Reno, Nev., to the effect that on December 12, 
' the Pacific Portland Cement Co. entered a plea of nolo con- 
- tendere to five counts of a criminal information whereupon 
' Federal Judge Foley imposed a total fine of $4,000. It said the 
| information charged the defendant with having unlawfully ac- 
» cepted concessions through the device of the use and detention 
_ of certain railroad cars at Gerlach, Nev., without payment of 

demurrage charges, in violation of section 1 of the Elkins act. 
It said the case was investigated by a special agent of the Com- 
mission’s Bureau of Inquiry. 


| Congressional Groups Get Advice 
on Oil Transport to East Coast 


Senator Tobey, of New Hampshire, chairman of a Senate 
_ interstate and foreign commerce subcommittee in charge of an 
investigation into fuel shortages in east coast states, in an 
' address in the Senate called attention to a report he had.re- 
» ceived from an oil industry committee which he had appointed 
_ at the conclusion of a conference conducted by his. subcommit- 
' tee, and made the comment that the report, including a recom- 
' mendation that the Maritime Commission “expedite in -every 
_ way possible the release from tie-up and the repair of idle 
tankers,” held out “a great deal of hope” for relieving the 
fuel-oil situation in the eastern Atlantic states and throughout 
the country. 
He inserted ih the Congressional Record the text of the 
report and a covering letter by M. J. Rathbone, president of ‘the 
Standard Oil Co. of New Jersey, spokesman for the committee. 
As Senator Tobey made public the industry committee’s 
recommendations in the Senate, the House committee on inter- 
state and foreign commerce conferred. in an executive session 
with representatives of the Maritime Commission, the Office of 
Defense Transportation, the oil and gas division of the Depart- 
ment of the Interior, the petroleum industry, and other inter- 
ested parties, Chairman Wolverton, of the committee, told the 
House the conference had been called: “in the hope that some 
of the apparent conflicting opinions ‘as to the cause of the 
shortage (of petroleum products in the east) may be straight- 
ened out and some program be adopted that will bring relief 
to the different sections of our country.” Mr. Wolverton said 
his committee had been advised that in the first nine months of 
this year more than 4,000,000 barrels of fuel oil had been ex- 
ported to Canada “as against a little over 1,000,000 barrels for 
the same period of 1946.” 


Steps in Proposed Solution of Problem 


Mr. Rathbone, in his letter to Senator Tobey, said that a 
problem in “meeting distillate fuel-oil demands this winter in 
the New England-Atlantic seaboard area” definitely existed, 
and that the problem could be solved by (a) Reduction in con- 
sumer demand by-cooperation of consumers in conserving the 


' prompted by-the fact that duplicate requests for data were 
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use of fuel oil; (b) by a temporary abnormal shift in refinery 
yields to increase distillate fuel-oil production; (c) by securing 
increased tanker transportation as soon as possible; (d) by in- 
creased crude oil production in the oil-producing states over 
the next few months, and (d) ‘by instituting local state emer- 
gency fuel organizations to insure, through voluntary action on 
the part of the various oil companies and fuel distributors, the 
equitable distribution of available supplies and the relief of 


.bona fide hardship cases. He said the industry committee also 


advocated that the Department of Commerce, in its exercise 
of export controls, make sure that only minimum export re- 
quirements of oil products be met in the next two or three 
months. 

In connection with the proposal that idle tankers be placed 
in service by the Maritime Commission, Mr. Rathbone said that 
“it is felt to be of secondary importance whether these idle 
tankers are placed in service directly by the Maritime Commis- 
sion or are sold to American or foreign buyers, since they will 
add to the world-wide tanker transportation availability and 
the American supply situation should be directly benefited by 
such’ over-all increased tanker availability.” - 

The oil industry committee said in its report to Senator 
Tobey that information available to it indicated there were 
presently 96 T-2 tankers and 37 converted Liberty ships owned 
by the Maritime Commission which were not in active opera- 
tion, but that 50 of the T-2’s were undergoing repairs (24 under 
M. C. and 26 under Navy supervision); that two of the latter 
group of 26 had recently entered service, and that it was under- 
stood repairs had been completed on four others. 


Adequacy of U. S.-Flag Tanker Fleet 


‘Comments have been made at various committee hearings 
and in the public press,” the industry committee said, “that the 
American-flag tanker owners have not purchased sufficient 
tankers to take care of the American economy. 

“In this connection, we would point out that the maximum 
needs for the next four months for crude and products from the 
Gulf coast to the Atlantic coast ports would require 212 T-2 
type tankers. An additional 48 tankers would be required for 
the movement of imports from Caribbean ports. This is a total 
of 260 tankers: With approximately 12 tankers needed for west 
coast service, this would require.a total of 272 tankers. As of 
the last report, the American-flag tanker fleet consists of 273 
equivalent T-2 tankers, with a large number of applications 
before the (Maritime) Commission to be processed. Some of 
these applications have already been approved, but ships have 
not passed title. 

“As of Wednesday, December 17, 1947, the United States 
Maritime Commission has announced that they have sold every 
tanker, aside from. the T-1’s, that is under the United States 
government ownership. This, of course, means that they have 
merely approved applications to the extent that ships are avail- 
able. However, in this connection, as of Wednesday, December 
17, 1947, there are still 47 T-2 tankers in tie-up and 37 Liberty- 
type tankers in tie-up. Reducing these to a T-2 equivalent, this 
means that there are 65 tankers in tie-up, which would be 


immediately withdrawn and placed under inspection survey for ' 


sale to the approved owners.” 

The committee said that fuel oil supplies could be increased 
by adjustment of refined yields to “maximize the production of 
the various fuel products at the expense of gasoline.” 


Utilization of Tank Cars 


Greater use of tank cars for movement of oil to the east 
coast areas was advocated by the industry committee, as fol- 
lows: ; 


Increased availability of tank cars should assist in making additional 
supplies available to the shortage areas during the next few months. 
There are presently stocks of crude and products, principally crude oil, 
backed up in the United States Gulf due to the current shortage of 
tankers, and while it has been anticipated that most of these stocks 
would be moved by tankers, as soon as the additional ships previously 
referred to in this report became available, the. possible delay in 
commissioning idle ships causes the committee to feel that additional 
tank cars movements of products from the Gulf coast to the east coast 
area should be contemplated as a safety factor. Also, there are appreci- 
able stocks of crude oil backed up in some of the inland areas in the 
oil-producing regions which cannot be handled to deep-water loading 
ports in the Gulf by pipelines. Additional tank cars would be helpful 
in moving these stocks to deep-water ports for tanker loadings, when 
tankers are available. 

It is felt that additional tank cars can be made available through 
improved loading and unloading operations of present users,. including 
6- or 7-day loading and unloading schedules, and also by adopting the 
wartime practice of loading additional oil into the domes of tank cars. 
Additional trucking’: movements in lieu.of tank-car movements, partic 
ularly for the shorter hauls, can be resorted to in many areas. It 
should ‘be pointéd out, however, that the full cooperation of the rail- 
roads ‘is essential in order:to capitalize on additional availability of 
tank cars; this being particularly true in connection; with crude 0! 
movements:-from the interior oil fields to the tanker-loading ports and 
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in connection with the movement of trainload lots of products from 
the Gulf coast area into the Atlantic seaboard area.... 


Speaking in the House, Representative Welch, of California, 
said he had been advised by the Maritime Commission chairman 
that the commission had “at the present time” only..12 small 
tankers of 30,000 barrels each, plus “one tanker for the Navy, 
two small tankers, and two special-type tankers, outside of 50 
that the Navy has for its own use.” 


Program of Relief Adopted 


Shortly before the adjournment sine die of the special 
session of Congress, Chairman Wolverton, of the House inter- 
state and foreign commerce committee, announced in the House 
that his committee, after its conference with industry repre- 
sentatives concerning the oil supply problem, had adopted a 
resolution advocating a number of steps by means of which, 
in its opinion, the petroleum products shortages on the eastern 
seaboard might be relieved, if federal and state agencies and 
the oil industry cooperated “promptly and wholeheartedly” in 
making the committee’s recommendations effective. 

The steps set forth in the committee resolution were: (1) 

Such prohibitions or curtailments on exportation of petroleum 
products should be made. under the existing export control 
authority for such period of time as might be necessary to 
alleviate the oil shortages; (2) wherever possible, temporary 
use of naval vessels should be authorized to transport fuel 
oil to U. S. areas of. shortages; (3) the Maritime Commission 
should desist, for the period of existence of oil shortages, from 
completing the transfer to foreign purchasers of government- 
owned tankers; (4) the Maritime Commission should undertake 
‘negotiations with purchasers and owners of tankers formerly 
owned by the government, with a view to obtaining the use of 
such tankers for movement of fuel oil to alleviate the short- 
ages; (5) activities of the Interior Department and other gov- 
ernment agencies should be coordinated with those of state 
officials who might be designated to handle emergency fuel 
problems existing in their respective states; (6) voluntary petro- 
leum industry committees should be established to bring about 
cooperation in accomplishing’ the most efficient possible use of 
equipment available for production and transportation of fuel 
oil; (7) the O. D. T. should take all possible and appropriate 
action to accomplish the most efficient possible. use of tank 
cars; (8) the President and the departments and agencies of 
the government should take all other possible and appropriate 
action to utilize such powers as they now possess to aid in 
alleviating the oil shortages, and (9) the Maritime Commission 
should be authorized and required by law to repair any tankers 
owned .by it or to be acquired by it, and to operate such 
tankers, under charter or otherwise, to the extent necessary to 
supplement the capacity. of petroleum transportation equipment 
now in use; and adequate funds should be appropriated to the 
Maritime Cédmmission for such purposes. 


Industry Committee Report ‘ 


Mr. Wolverton inserted in the Congressional Record the 
text of a report transmitted to his committee by an industry 
committee whose members were: L. B. Davis, of the Socony- 
Vacuum Oil Co.; C. Austin Sutherland, of the American Truck- 
ing Associations, Inc.; Russell B. Brown, of the Independent 
Petroleum Association; James V. Brown, of the National Petro- 
leum Council; Gordon Duke, chairman, Southeastern Oil Co. 

‘and president, National Council of Independent Petroleum 
Associations, and J. C. Richdale, of the Colonial Beacon Oil 
‘Co. The report embodied substantially the same recommenda- 
tions for oil conservation measures as had been made by an- 
other industry committee to the Senate interstate and: foreign 
commerce subcommittee headed by Senator Tohey, and con- 
tained, also, recommendations which were embodied in the 
Wolverton committee’s resolution. 


Representative Woodruff, of Michigan, called to the atten- 
tion of the House a telegram he said had been sent by Presi- 
dent Truman to Governor Sigler, of Michigan, responding to 
a telegram the governor had sent to the President, suggesting 
a line of action for moving more oil supplies to Michigan to 
relieve a fuel oil shortage that the governor said was causing 
considerable distress in his state. The President’s answering 
telegram, according to Representative Woodruff, was: “I read 
your telegram . . . with a great deal of interest, and I sincerely 
hope that the Congress will give me the authority to meet 
situations such as the one to which you call attention.” Mr. 
Woodruff said that Thomas C. Blaisdell, director of the Office 
-of International Trade, Department of Commerce, had told 
the House interstate and foreign commerce committee that the 
President now had all the authority he needed to get oil to the 
States that were in short supply. . 

__ “The freight rates, on oil shipped into the state (Michigan),” 
said Mr. ‘Woodruff, “are so high that*many purchasers in that 
State pay twice as much per gallon as states which have pipe- 
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lines and other regular methods of delivery. Michigan never 
had a pipeline bringing oil into the state because of its former 
substantial home production.” 


Oil Export Embargo Plea 


Representative (Mrs.) Rogers, of Massachusetts, told the 
House that on December 6 she had telegraphed to President 
Truman a request that he “prohibit by embargo the exporting 
of fuel oil during this emergency,” but that, as of December 19, 
he had taken no action in line with her request. 

Representative McCormack, of Massachusetts, inserted in 
the Record, as an extension of his remarks, a questionnaire he 
had addressed to Chairman Smith, of the Maritime Commission, 
concerning the status of the commission’s tanker fleet, and a 
letter of reply he had received from Vice Chairman McKeough, 
of the commission. Commissioner McKeough’s letter included 
the following: 


Since all vessels considered reasonably suitable for the transporta- 
tion of bulk petroleum and its products to the New England area are 
either in operation or have been allocated for sale, it does not appear 
that any subsidy or other payments to or on the part of the Maritime 
Commission would aid in meeting the prospective critical oil shortage 
in New England. This for the reason that it may be assumed that the 
purchasers of those vessels not now in suitable condition for operation 
will promptly set about repairing and reconditioning such vessels so 


as to get them into operation at the earliest possible moment in their 
own interests. 



























































Tobey Asks for State Coordinators 


In letters to President Truman, to four Cabinet officers, to 
the heads of the Maritime Commission and the Office of De- 
fense Transportation, and to governors of 27 states, Senator 
Tobey called attention to recommendations made in the oil 
industry committee’s report to his subcommittee and requested 
action to implement these recommendations. 

Senator Tobey asked the governors to appoint fuel coor- 
dinators for their respective states, to head “local state emer- 
gency fuel oil organizations” which the industry committee had 
recommended. The Cabinet officers to whom he addressed 
letters concerning the industry committee’s report were the 
Secretaries of State, Navy, Commerce and Interior. He told 
each of them that “the first effort” in dealing with the fuel 
oil shortage problem must*be “a voluntary effort on the part 
of all concerned.” : 

“Should that fail,” he said, “the alternative is compulsory 
controls, which none of us want.” 

In his letters. to Director Johnson, of the O. D. T., and 
Chairman Smith, of the Maritime Commission, Senator Tobey 
directed attention to the part of the industry committee’s re- 
port dealing with transportation. He urged Director Johnson 
to “get in touch with the tank car owners” in carrying. out the 
committee recommendation with respect to tank cars. 

_ Senator Tobey also sent a letter, substantially the same 
in content as that addressed to Director Johnson, to W. T. 
Faricy, president of the Association of American Railroads. 


Wherry Committee’s Recommendations. 


The Senate’s special cammittee on problems of small busi- 
ness, headed by Senator Wherry, of Nebraska, issued a report 
setting forth the conclusions reached by the committee after 
hearings held by it in its investigation of the petroleum supply 
situation, in which the inquiry centered on sales of U. S. 
government-owned tankers to foreign buyers. 

The committee made the recommendations, among others, 
that: needed steel products be made available in ample quan- 
tities to the domestic oil industry to take oare of the tubular 
goods needed for drilling for oil, for construction of pipelines, 
components for refineries, and steel products for tank cars; 
that exports of these steel products to destinations other than 
the western hemisphere be curtailed as much as possible; that 
all oceangoing tankers be activated and placed in service with 
the least possible delay; that any sales of tankers to foreign 
purchasers be held up until needs of the domestic economy 
have been satisfied; that the tank car leasing companies and 
the operators of tank cars exercise extreme vigilance to the 
end that tank cars may be used to their utmost capacity; that 
hoarding or banking of tank cars unnecessarily be discontinued; 
that tank car unloading be speeded up and turn-around time 
be shortened; that tank trucks be substituted for tank cars 
on short hauls in the current period of oil shortage wherever 
possible, even if the expense be greater, and that the military 
services review their petroleum tank car needs and release to 
private operations any found to be over and above: their 
requirements. : 


RAIL EMPLOYE-BENEFIT LEGISLATION 


Representative McMillan, of South Carolina, has introduced 
H. R. 4793, proposing amendment of the railroad,retirement act 
of 1937 so as to increase retirement annuities and to permit 
employes to be eligible for annuities after 30 years of service, 
regardless of their age. 
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WEED CONTROL 
moother rides for 


“LIMINATING weeds that foul ballast and prevent proper drainage 


is important in keeping the Erie’s track surface smooth, firm 
and clean. 


This used to be a slow, tedious job. Weeds were mowed or dug with 
hoes—even pulled by hand. Now, with weed burners like the one 


pictured, track shoulder and subgrade can be cleared at a speed of 
350 feet a minute. 


The use of new-type equipment is typical of progressive maintenance 
methods used by the Erie in all phases of railroading. 


And with the modern ways of packaging, loading and handling that 
can be suggested by Erie Freight Specialists, shippers and receivers 


‘ everywhere can count on safe, dependable transportation when their 
goods are marked, “Ship Via Erie.” 


Erie Railroad 


Serving the Heart of Industrial America 


CHICAGO 
Ww 


“CINCINNATI 
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Joint House-Senate Unit Favors 
Extension of O. D. T. Powers 


An interim report of the congressional Joint Committee on 
the Economic Report, inserted in the Congressional Record by 
the committee chairman, Senator Taft, of Ohio, contained rec- 
ommendations for extension of the President’s wartime power, 
now exercised by the Office of Defense Transportation, to allo- 
cate transportation facilities and equipment.’ The committee 
also recommended extension of the present authority of the 
Maritime Commission to operate, sell and charter government- 
owned ships, and the extension of export controls. 

The committee did not specify any period of time for exten- 
sion of the transport and export controls or of the operating 
authority of the Maritime Commission. Under the second de- 
control act of 1947, those controls and powers would expire on 
February 29, 1948. 

With respect to the transport controls, the committee noted 
that the President had recommended legislation to extend au- 
thority to allocate transportation facilities and equipment, and, 
in further discussion, included the following: : 


Under this authority O. D. T. has issued, and now has outstanding, 
orders which fix loading requirements for carload and less-than-carload 
freight; others which restrict movement of export freight to port areas, 
and other orders of less iniportance. . . . It has also requested I. C. C. 
to issue service orders covering the movement of freight cars, par- 
ticularly grain cars. In view of our large export program, control over 
movement of freight cars to ports is essential to avoid port congestion. 
Administration witnesses appearing before this committee have empha- 
sized the need of control over allocation of coal cars, with a view to 
preventing coal shortages and facilitating essential production, espe- 
cially of steel. 
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A. A, R. Cooperation Cited 
Although the shortage of freight cars is apparently now being 
alleviated to some extent, it will nevertheless continue for some time, 
making a continuation ‘of the powers necessary to deal with this short- 
age highly desirable. It is the committee’s understanding that the 
program of freight car allocation and movement has been largely oper- 
ated without the use of formal orders by the government agencies con- 
cerned, through the cooperation of the Association of American Rail- 
roads and of individual railroads, It is our presumption that this prac- 
tice will continue even though the cuthority to issue such orders is 
extended for a further period. 


In discussion of its recommendation to extend the Maritime 
Commission’s authority to operate, sell and charter government- 
owned: ships, the committee referred to President Truman’s 
message of December 2 recommending such extension (see Traf- 
fic World, Dec. 6, p. 1669). 

“Under present law,” said the committee, “this -authority 
expires on February 29, 1948. ‘The Maritime Commission is 
now operating 1,200 dry-cargo vessels under charter and in 
addition, through general agents, is operating passenger vessels 
and tankers. Until they are sold to private owners it is nec- 
essary to keep these vessels in operation in order to maintain 
vital transportation services. Therefore, the committee believes 
that the request of the President for extension of the authority 
of the Maritime Commission should be granted. Our recommen- 
dation is intended to cover this point.” 

The committee said that continuation of export controls was 
necessary ‘“‘because of the unbalanced state of world trade, the 
high degree of inflation which prevails in certain countries, and 
the great shortage of both the means of subsistence and the 
means of production which prevails in other countries.” It said 
that under the conditions that now existed, trade must be super- 
vised so that goods would move for reasons of foreign policy or 
for economic reasons, rather than for “strictly monetary rea- 
sons.” 

























































































































































































Sen. Taylor “Hopeful” About Bill 
to Compel Rate Inquiry by I.C.C. 


Discriminatory freight rates were “forcing the west into a 
of semi-colonial dependence upon the east,” Senator Taylor, of 
Idaho, contended in a statement in which he called attention to 
appointment of a Senate interstate and foreign commerce sub- 
committee to consider his bill (S. 1727) to direct the Commis- 
sion to investigate western freight rates (see Traffic World, 
Dec. 20, p. 1838). Senator Taylor said he was hopeful that the 
new subcommittee would schedule hearings in the near future 
and would report the bill to the Senate at an early date “so 
that the I. C. C. investigation can begin within.a short time.” 

He said that the Commission had never in its 60 years of 
existence conducted a general investigation of freight rates in 
the Mountain-Pacific territory, which his bill proposed, and that 
discriminatory freight rates were hurting farmers, merchants 
and manufacturers of the west and constituted “an attempt to 
perpetuate the economic geography of the United States as it 
stood before the War of 1812.” 
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“Since the Interstate Commerce Commission has shown 
absolutely no interest in adjusting the present unfair, unequal 


and highly discriminatory rate structure which has proved so 
detrimental to the growth of the west,” Senator Taylor said, 
“I have no recourse but to ask Congress to compel the Commis- 
sion to make a genera] investigation of rates in the Mountain- 
Pacific territory in order to determine their fairness, and, if 


‘the facts so require, as I believe they will, to order a general 


rate reduction in the west, so that business in the west may 


compete on an equal basis with business in other parts of the 
country.” 


Effect of Anti-Racketeering Law 
Subject of House Unit Report 


In a report in which it called attention to the handing down 
of a blanket indictment by a federal grand jury “in the notori- 
ous racketeering case in the Dock Street produce market’ in 
Philadelphia, Pa., a subcommittee of the House committee on 
expenditures in the executive department, appointed to study 
the effectiveness and the administration of the so-called Hobbs 
amendment to the ani-racketeering act, which bcame effective 
July 3, 1946, said that there were now under way in the United 
States five grand jury proceedings that had arisen “directly 
from findings and reports of investigations and inquiries initi- 
9: and conducted by the several committees of the House and 

enate.” 

The subcommittee noted that in its first intermediate re- 
port, issued last April, it had described “the Dock Street 
market racket” and had stated in that report that, once a car 
or truck load of produce arrived in Philadelphia, it was under 
“the inexorable control of the racketeers until the last basket 
or hamper was sold to the retailers.” In the instant report it 
cited the. case of a North Carolina farmer and trucker who, it 
said, had been forbidden to deliver his crops in the Philadelphia 
market until his truck driver joined the “syndicate,’”’ as a mem- 
ber of the hauler’s union, and paid $29 for permission to de- 
liver the first consignment of produce. The trial of the Dock 
Street case, the subcommittee said, would demonstrate whether 
the Hobbs amendment was broad enough to protect interstate 
commerce from “the depredations of such racketeers” and 
whether it effectively protected working people from domina- 
tion and control by racketeers. 

“If the present law proves inadequate to provide these 
fundamental protections to peace, security and good order in 
the movement of the nation’s food supplies to market,” said the 
subcommittee,” then it will be the purpose of this subcommittee 
to submit additional legislation calculated to meet these re- 
quirements.” ; 


Transportation Tax Study Issued 
by Treasury Department 


Though it holds that it is doubtful whether the taxes on 
amounts paid for transportation of persons and property have 
had a significant effect on the profits of carriers due to the 
wartime traffic conditions, a staff study of the Treasury Depart- 
ment says that, in effect, under peacetime and normal condi- 
tions the results may be different than they have been. j 
The department said the study, entitled “Federal Excise 
Taxes on Transportation,” was one of a series concerning 
changes that might be made in the extensive list of excise 
taxes in connection with the general question of tax revision. 
It said the studies were not intended to make policy recom- 
mendations but to provide information and analyses which 
would be useful in appraising the desirability of changing or 
eliminating the taxes involved. In its summary of the study 
the Treasury Department said: ‘ 


Both taxes had World War I histories, but were repealed as of 
January 1, 1922. They were revived as World War II revenue measures, 
the. tax on transportation of persons in 1941 and that on transportation 
of property in 1942. The levy on transportation of persons was fixed at 
5 per cent in 1941, increased to 10 per cent in 1942, and increased again 
to 15 per cent in 1943, there being certain exemptions, The rate on trans- 
portation of property has been 3 per cent ever since the revival of this 
excise, with a special provision covering transportation of coal. 

Revenue yields of the two excises have been similar in amounts. 
The tax on transportation of persons produced $244,000,000 revenue and 


that on transportation of property $275,700,000 revenue in the govern-' 


ment’s fiscal year 1947. 
Transportation of Persons 


As to the tax on transportation of persons, the study says it is 
doubtful whether the existence ‘of this excise had a significant effect 
on profits of carriers during the war period. However, it points out, 
the abnormal wartime experience with the tax does not:provide a basis 
for determining its effect on profits under peacetime conditions. 
Prior to the war, only about 15 per cent of the intercity passenger 
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mileage was supplied by public transportation facilities subject to tax, 
the remaining 85 per cent representing travel by private automobile. 

When the postwar automobile demand becomes satisfied, and other 
factors affecting demand and supply in the transportation industry have 
become adjusied to a peacetime basis, it is likely that the present tax 
would have a significant effect on profits. The increased cost of travel 
due to the tax probably does. not greatly affect business and the most 
urgent personal travel, but it may materially affect the volume of 
pleasure travel due to possible substitution of the automobile for other 
travel means. 

Coach .travel on the railroads is particularly sensitive to changes 
in passenger fares, so the prewar history of railroad rates indicates. 
Because of large fixed costs, a small decrease in railroad passenger 
revenue can have an important. effect on profits. Since railroads are 
again showing deficits on passenger operations, any reduction in traffic 
resulting from the tax would add to their difficulties. 

Bus travel may be somewhat less sensitive to increases in the cost 
of transportation, and the possible continuation of an upward trend in 
this form of travel would tend. to offset in part reduction in travel 
caused by the tax. Similarly, the favorable prospects for expansion of 
demand for air travel would help to offset the effects of the tax on 
volume of air traffic and profits. 

To the extent that there are differences in the use of taxable trans- 
portation facilities by different types of business, the tax discriminates 
against those types which make:-the most use of these facilities. The tax 
also tends to create competitive inequities among the transportation 
agencies providing different types of service, since it increases price 
differentials and tends to produce a shift in travel from the higher 
priced to the lower priced types. ' 

With reference to the effect of the tax on consumers, the study 
relates that the tax probably constitutes a higher proportion of income 
for the lower than the higher income groups. The tax on transportation 
expenditures made by business firms is likely to be reflected in prices 
paid by consumers in the long run, and thus be distributed regressively 
in accordance with consumer expenditures, 


Transportation of Property 


It is doubtful whether the tax on transportation of property has 
had a significant effect on carrier profits up to now, according to the 
study, since the transportation industries have operated at or near 
capacity since the tax was imposed. Under more normal conditions the 
tax probably would have some effect on the volume of traffic and profits. 

In view, however, of the probably unresponsiveness of the demand 


for freight transportation to changes in the cost of such transportation, 


and the relatively low rate of the present tax, it is doubtful whether 
continuation of the tax would affect profits of the carrier industry very 
substantially. 

The tax tends to increase business costs generally but not uni- 
formly. Moreover, since it applies to shipments of raw materials as 
well as finished goods, there is considerable opportunity for pyramiding 
of the tax as goods flow through the various stages of production ‘and 
distribution. 

Although the rate is relatively low, a large volume of total freight 
is in the form of raw materials where small differences in cost may 
determine the source of supply to be used. Transportation costs in 1941 
amounted to more than half the value of the products at destination in 
the case of such heavy commodities as gravel, sand and salt, some 
fresh fruits and certain forest products. 

The competitive effects of the tax will be very uneven for business 
because of the wide variations in the importance of transportation costs 
by industries and in the location of different firms selling in a common 
market. 

If there is a significant difference in rates between carriers, the 
tax will widen the difference in favor of.the lower priced services. 


Generally, water and ‘railroad freight rates are lower than truck and 
express rates. 


The tax appears to have a very regressive effect on consumers. 
Although the tax falls largely on business costs,- business will endeavor 
to pass it on to consumers. The tax probably tends to increase the 
price of goods more than services. Because consumers in the lower 
income groups spend a higher proportion of their income for goods 


than for services, the tax passed on to consumers is probably more’ 


regressive than total consumer expenditures. 


TAXES AND TRANSPORTATION 


Repeal of the taxes on transportation of persons and on 
transportation of property is proposed in H. R. 4726, a bill 
introduced by Representative (Mrs.) Douglas, of California. 

Excise tax reductions proposed to be made under provisions 
of H. R. 4708, introduced by Representative Dingell, of Michi- 
gan (see Traffic World, Dec. 20, p. 1837), with respect to 
automotive taxes, have been shown in a comparison of the 
present, and proposed taxes, compiled by. the Truck-Trailer 
Manufacturing Association. On gasoline, the federal tax would 
be reduced by the Dingell bill from the present rate of 1% 
cents to 1 cent a gallon on lubricating oil, the rate would be 
lowered to 4 cents from 6 cents a gallon; on trucks, trailers, 
etc., the tax would be 2 per cent, instead of 5 per cent, on the 
‘factory value”; on automotive and motorcycles, the tax would 

3 per cent, instead of 7 per cent, of “factory value”; on tires, 
the tax would be cut to 2% cents, from the present rate of 5 
cents a pound; on tubes, to 4 cents from 9 cents a pound, and 
on parts and accessories, the tax proposed would be 2 per cent 
Instead of 5 per cent. The Dingell bill also would repeal the 3 
per cent tax on transportation of property and would reduce 
the 15 per cent tax on amounts paid for the transportation of 
Persons to 10 per cent. 
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Airlines, Others Oppose Proposal 
for Postal Rate-Fixing Board 


Spokesmen for the Air Transport Association of America, 
the National Council on Business Mail and the National Asso- 
ciation of Magazine Publishers, in testimony they presented 
before a subcommittee of the House committee on post office 
and civil service, advocated retention of present postal rate- 
making procedures and opposed suggestions they said had been 
made for delegating authority to initiate postal rates to a sec- 
tion within the Post Office Department, to a new and independ- 
ent board or commission, or to some other existing agency 
such as the Interstate Commerce Commission. 

In an earlier hearing by the subcommittee, it had been 
brought out that the committee had under consideration a draft 
of a bill for establishment of a five-man board, appointed by the 
President; within the Post Office Department for the purpose 
of recommending to Congress such postal rate revisions as 
would enable the postal service to be financially self-sustaining, 
such recommendations to go into effect 60 days after their pres- 
entation unless modified or rejected by Congress (see Traffic 
World, Dec. 20). 

Position of A. T. A. of A. 


Robert Ramspeck, executive vice president of the Air 
Transport Association of America, said the association’s position 
was that the postal rate-fixing function should remain in Con- 
gress, but that, in the event Congress concluded that postal 
rates should be fixed by another body or commission, the asso- 
ciation believed that that function should be delegated to the 
Post Office Department, “with the Congress stipulating the 
maximum and minimum rates of postage for each class of mail.” 

“The Congress would not, I believe, be wise in delegating to 
the Budget Bureau, or the Treasury, or any other agency of 
the government the fundamental power of deciding who shall 
pay taxes and what the amount and type of tax should be,” 
said Mr. Ramspeck. “Of course, the Congress is willing to re- 
ceive the advice and recommendation of its expert on the sub- 
ject of taxation, but reserves for itself the ultimate decision on 
taxation, and, in my opinion, that is as it should be. I think the 
same thing is true of postal rates.” 

He said cost ascertainment methods of the Post Office De- 
partment with respect to air mail costs.had not been accurate, 
and that in 1946 the air mail service had been “overcharged” 
to the extent of $3,000,000 which had been expended for city 
delivery service. 

Representative (Mrs.) St. George, chairman of the subcom- 
mittee, said the committee had no intention of advocating dele- 
gation of powers of Congress to a government agency, but that 
it might be found advisable to set up a commission or board to 
study the matter and furnish detailed information, carefully 
obtained, about postal service costs to the committee. 


Present Postal ‘Rate Procedure 


Lewis C. Sorrell, appearing on behalf of the National Coun- 
cil on Business Mail, said that the present postal rate-making 
procedure contemplated initiation of rate change proposals 
within the Post Office Department, which became effective only 
on ratification by Congress through statutory enactment; that 
Congress could undoubtedly initiate rate changes also, if it saw 
fit to do so, and that there was one exception to that general 
statement, in that, “as regards fourth class mail rates, the de- 
partment may propose rate changes, and submit them to the 
Interstate Commerce Commission for approval, rather than to 
Congress.” He added that the Postmaster General might elect 
which ratification course to adopt. 

The National Council on Business Mail, he said, perceived 
no merit in the suggestion that there be created in the Post 
Office Department.a new section or bureau charged with making 
economic and traffic studies, recommending and defending rate 
change proposals to the Postmaster General, who would in turn 
submit them to Congress. He said the council was aware of no 
problem that would be solved by erecting such a new and spe- 
cialized rate section within the department. 

The council also saw little merit in creation of a new agency 
to approve or ratify postal rate changes, he-said, adding that 
“postal rate changes are not frequent enough to require the 
services of a continuously functioning body, specialized in postal 
charges only; the expense of maintaining such a body would 
be disproportionate to any benefits resulting therefrom.” 

With respect to suggestions that authority over postal rates 
be delegated to some existing commission, such as the I. C. C., 
Mr. Sorrell.said that the reasons which justified delegation of 
authority of Congress to the Commission in the case of transpor- 
tation rates did not have the same importance in the case of’ 
the postal services. 


Freight Rates vs. Postal Rates 


“Transportation rates,” he said, “are complex, and neces- 
sarily so. . .. Cost factors operate in such a fashion that-blanket 
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rates over an area as large as the United States cannot be justi- 
fied economically. ‘Postalization’ of freight and passenger rates 
on intercity ‘traffic would be impractical.and unjustifiable. And 
in a dynamic country like the United States, invention con- 
tinually creates new products, and opens up new markets; the 
westward surge of the nation alters market relationships pro- 
foundly; and the prices of transport services must change daily 
to accord with these economic developments. 

“Complexity, regional variation, and flexibility pervade 
transportation charges,. and the legislative procedure is not 
suited to cope with these characteristics. On the other hand, 
and subject to some exceptions, postal rates do not have the 
widespread effect upon commerce that transportation charges 
do; the greater part of postal rates can be uniform throughout 
the nation; all can be expressed in simple schedules; changes 
in them are infrequent. The task of dealing with postal rates 
is not at all beyond the competence of congressional procedure; 
transportation charges, per contra, generally must bé referred 
to the procedures of administrative bodies.” 


Postal Rates and “Social Objectives” 


Another consideration, said Mr. Sorrell, was that in the 
regulation of transportation rate levels, the Commission was 
governed by a rate-making rule that included costs, efficiency, 
and volumes of traffic, with a view to sustaining of the costs of 
transportation by the users, but that the postal system had been 
developed not only to provide the most efficient and economical 
postal service that could be provided, but also had been em- 
ployed to achieve collateral social objectives, such as assisting 
development of the American merchant marine, promotion of 
the growth of air transport, and diffusion of knowledge (through 
low rates on second-class mail matter). Accordingly, he said, so 
long as the postal system remained the vehicle by which social 
benefits were a rider on the postal economy, it was unrealistic 
to expect that users of the mail, as such, would be able to un- 
derwrite all costs. _ 

‘It is also unrealistic,” he added, “for Congress to tell an 
administrative commission that it should approve postal rates 
calculated to make the system self-supporting, and retain its 
own authority the cost-incurring factors, such as expansion of 
service, the rates of wages imposed, and employment of the 
department to yield non-postal gains.” 

Francis Pratt, appearing for the National Association of 
Magazine Publishers, averred that postal rate-fixing authority 
should remain with Congress, but saw a need for establishment 
of an advisory committee, temporary in nature, to advise Con- 
gress on postal rate-making matters. 


Most of $25 Million Mail Pay 
for Airlines Called Subsidy 


Twenty-four major scheduled airlines of the United States 
would receive about $25,000,000 in 1947 for carrying air mail, 
while the Post Office Department would show a loss of $15,- 
000,000 for handling the air mail, and there was evidence that 
the taxpayers were paying for “parties, hotel suites, entertain- 
ment and other special favors which individual airlines use in 
influencing local officials to support them before the Civil Aero- 
nautics Board,” said Chairman Rees, of the House post office 
and civil service committee, in a statement he issued after his 
committee had held hearings in connection with a committee 
investigation of possibilities for revision of postal rates so as 
to make the Post Office Department self-supporting (see Traffic 
World, Dec. 20, pp. 1840 and 1842). 


“The evidence which was presented to our subcommittee 
(on air mail pay) shows that the major portion of the $25,000,- 
000 paid the airlines is a subsidy,” Chairman Rees said, adding: 


A number of non-scheduled airlines have begun air freight opera- 
tions since the war. For the most part these are managed and operated 
by veterans. These lines carry only freight, and are not eligible for 
air mail pay subsidies. It was alleged that air mail pay subsidies have 
financed the scheduled airlines in a rate war against the new freight 
carriers. 

The scheduled airlines cut rates on air freight for carrying specific 
commodities and at certain stops. It is more than a coincidence that 
the commodities and stops were the same as those given the newly 
organized veteran-operated air freight carriers. 

The House post office and civil service committee approved legis- 
lation increasing domestic air mail rates one cent. At that time the 
Post Office Department and the scheduled airlines objected to the in- 
creased rate, but agreed that the air mail rate should be high enough 
to pay its own way..After more than a year’s experience with the five- 
cent rate, the Post Office Department is losing $15,000,000 annually in 
handling air mail. An increase of one cent in the air mail rate will 
wipe out $10,000,000 of this loss. 

The tremendous subsidy paid the scheduled airlines, combined with 
the fact that not one additional trunk line has been authorized since 
1938, has resulted in a virtual monopoly among the scheduled airlines 
who fight among themselves for profitable new routes. 
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Evidence was submitted at the hearings showing that the tax- 


entertainment, and other 
special favors which airlines use in influencing local officials to support 
them before the Civil Aeronautics Board. : 

I believe that any industry subsidized by the American taxpayers 
for millions of dollars should have its expenditures carefully examined 
so that unnecessary and extravagant expenses are eliminated, 

Hearings will be resumed on this matter in January. At that time 
I intend to ask the Civil Aeronautics Board to re-examine its decisions 
relative to air mail pay. It must be determined how much more is 
being paid airlines. for carrying mail than should be allowed. 


Congress Passes Bill Extending ‘ 
Export and Transport Controls 


In the closing hours of its special session, December 19, 
Congress took final action on legislation (S. J. Res. 167) pro- 
viding for, among other things, extension for one year beyond 
February 29, 1948, of the President’s authority, now exercised 
by the Office of Defense Transportation, to allocate the use of 
transportation equipment and facilities by railroads, and pro- 
viding also for a like extension of the period for imposition of 
export controls. The resolution was then sent to the President. 

Debate on the measure in the Senate centered on a provi- 
sion under which, subject to the President’s approval, exemp- 
tion from prosecution, under the antitrust laws would be pro- 
vided for “persons engaged in industry, business, and agricul- 
ture” who entered into voluntary agreements providing for (1) 
allocation of. transportation facilities and equipment, (2) pri- 
ority allocation and inventory control of scarce commodities 
which basically affect the cost of living or industrial produc- 
tion, and (3) regulation of speculative trading on commodity 
exchanges. 

Section 1 of the resolution stated its purposes—“to aid in 
stabilizing the economy of the United States, to aid in curbing 
inflationary tendencies, to promote the orderly and equitable 
distribution of goods and facilities, and to aid in preventing 


maldistribution of goods and, facilities and basically affect the: 


cost of living or industrial production.” 


Agreements and Antitrust Exemption 


Paragraph (b) of section 2, the section covering “voluntary 
agreements,” gave the President authority to approve “any 
such agreement which he finds will carry out any of the pur- 
poses declared in section 1 of this joint resolution, except that 
he shall not approve any agreement unless such agreement 
specifically provides that it shall cease to be effective on or 
before March 1, 1949, and he shall not approve any agreement 
which provides for the fixing of prices.” 

The material part of the provision of section 2 with respect 
— agreements was its paragraph (c), reading as 
ollows: 


(c) Whenever a governmental officer or agency determines that a 
plan of voluntary action with respect to any material, commodity, or 
facility is practicable and appropriate to the successful carrying out 
of the policies set forth in said act, that agency or official may request 
in writing compliance by one or more persons with such plan of volun- 
tary action as may be approved by the Attorney General. Any act or 
omission by such person or persons in compliance with a written request 
made pursuant to this section and with a voluntary plan promulgated 
thereunder shall not be the basis at any time for any prosecution or 
any civil action or any proceeding under the antitrust laws of the United 
States or the Federal Trade Commission act. 


Export Control Provisions 


Section 3 of the resolution, c~vering export controls, in 
addition to extending the period of such controls from Febru- 
ary 29, 1948, to February 29, 1949, gave the President author- 
ity to “use price criteria in the licensing of exports, either by 
giving preference among otherwise comparable applications to 
those which provide for the lowest prices, or, in exceptional 
circumstances, by fixing reasonable mark-ups in export prices 
over domestic prices.” 

The section on allocation of transportation facilities—sec- 
tion 4(a)—provided. that “notwithstanding any other provision 
of law, title ITI of the second war powers act, 1942, as amended, 
shall continue in effect to and including February 28, 1949, or 
such earlier date as the Congress by concurrent resolution or 
the President may. designate, for the exercise of the powers, 
authority, and discretion conferred on the President by such 
title III with respect to the use of transportation equipment 
and facilities by rail carriers. 

Under section 6(a) of the resolution, the President is au- 
thorized to propose measures for conservation of raw mate- 
rials, commodities or products as to which he may determine 
that there is or threatens to be “a critical shortage . . . which 
jeopardizes the health or safety of the people or the United 
States or its national security or welfare and that there is no 
prospect that such critical shortage may soon be remedied by 
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an increase in the available supply without governmental ac- 
tion and that the situation cannot be solved by voluntary agree- 
ment under the provisions of this act.” 

In the debate in the Senate on section 2, Senator Barkley, 
minority floor leader, said he objected to the proposed relaxa- 
tion of the antitrust laws with respect to those who entered 
into the voluntary agreements in question, but that he would 
vote for the bill in spite of the objections he had to some por- 
tions of it, “in the hope that it will accomplish some good.” 
Senator O’Mahoney, of Wyoming, said he concurred in what 
Senator Barkley had said, “in order to exculpate myself for 
voting for a measure which contains section 2.” 


Sale or Charter of U. S. Ships 
to ERP Nations Proposed 


Temporary transfer of some of the American government- 
owned ships built in the World War II period to the countries 
that would participate in the European Recovery Plan (ERP)— 
also referred to as the Marshall Plan—would best serve the: 
interest of the United States, President Truman told Congress 
in a message in which he outlined provisions of the European 
Recovery Plan, stating that the air which would be required of 
the United States for the first 15 months of the European recov- 
ery program—April 1, 1948, to June 30, 1949—-was estimated at 
$6.8 billion, and that the cost to this country for the full pro- 
gram of four years and three months would require an appro- 
priation of $17 billion. 


“Because of world steel shortages,” the President said in 
his message, “the sale or temporary transfer of ships should be 
linked with a reduction or deferment of the projected ship- 
building schedules of the participating countries. These arrange- 
ments should be consistent with their long-range merchant- 
marine requirements. They should also be consistent with our 
long-range objectives of maintaining an adequate merchant 
marine and shipbuilding industry for the United States. 


“Making these vessels available to the European countries 
will materially reduce the cost of the United States aid both by 
lowering shipping costs and by reducing the use of scarce mate- 
rials for new-ship construction overseas.” 


Marshall Plan Outline 


The State Department made public, at the time of delivery 
of the President’s message, the text of its “Outline of a Euro- 
pean Recovery Program” in which legislative recommendations 
and information concerning the shipping features of the pro- 
gram were included. This outline (and the President, in his 
message) called for establishment of a special agency, the 
“Economic Cooperation Administration,” headed by an admin- 
istrator, to administer the European aid program. One of the 
legislative recommendations in the outline, with reference to 
shipping was that “whenever the administrator shall determine 
that sale to a participating country, or to a citizen thereof, of 
any merchant vessel would be in furtherance of the purpose of 
this act, and whenever the President shall so direct, the United 
States Maritime Commission shall effect such sale at the pur- 
chase price and under the terms specified in the merchant ship 
sales act of 1946 (60 Stat. 41), as amended, or other applicable 
law, and upon such additional terms and conditions as the ad- 
ministrator may specify.” 

A section of the department’s “ERP” outline covering the 
subject of shipping contained a list of bulk commodities that it 
said would be moved to Europe in the first 15 months of the 
program and would require a large volume of shipping services. 
It said that, on the basis of the July 1, 1947, freight rates, ship- 
ments of these commodities from the western hemisphere would 
cost approximately $1,440,000,000 in the 15-month period, $950,- 
000,000 in the next year, $850,000,000 in the succeeding year, 
and $860,000,000 in the year ending June 30, 1952. 


Ship Construction Plans 


“The participating countries,” the ERP outline continued, 
“expect to share in this trade increasingly during the 1948-51 
period. They anticipate the accomplishment of a ship construc- 
tion program of about 15.7 million tons in the period July 1, 
1947, through 1951, as well as the acquisition of approximately 
2,000,000 additional tons of war-built vessels from the United 
States. Assuming such expansion in their fleets, the participat- 
ing countries have estimated gross outlays for dollar tonnage 
during the 1948-51 period of $1.7 billion. 

“The figure of $1.7 billion included $408 millions for United 
States liner service, which is considered as an appropriate esti- 
mate of United States liner participation during the program. 
Dollar tanker freights were estimated at $486 million over the 
four years; in view of a reduction of about 10 per cent in the 
programmed volume of petroleum products from dollar sources, 
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it is probable that the dollar freights for this item will be 
reduced by about $50 million.” 











Savings in Shipping Program 


The outline referred to the representatives of the countries 
participating in the Marshall Plan as the Committee for Euro- 
pean Economic Cooperation and said that the remaining dollar 
outlay estimated by that committee included “some $810 mil- 
lion” intended primarily for tramp bulk cargo services. The 
State Department outline, in further discussion of the shipping 
phase of the program, included the following: 


Under the program recommended by the Executive Branch, how- 
ever, there is provided not only the sale of these 200 war-built vessels, 
but also the temporary transfer of up to 300 additional bulk-cargo car- 
riers to the participating countries on bareboat charter for handling 
commodities made available by the program of United States assistance. 
The latter transfer is expected to reduce the financial requirements of 
the participating countries by $240 millions in reducing their require- 
ments for dollar shipping services. This amount is divided $100 million 
during the first 15 months, $94 million during the following fiscal year, 
and $46 million in fiscal 1951, A further $110 million would be saved 
through a general easing of freight rates, especially during the last 
three years of the program. Both these savings have been applied to 
the calculations of the dollar requirements for European recovery on 
an over-all basis. ... 

Should the program for this temporary transfer (of U. S. ships) 
not be adopted, the total cost of the European recovery program would 
be increased $350 million. In addition, if the sale of vessels anticipated 
in the C. E. E. C. report and provided also in the program of the 
Executive Branch does not take place, the total cost of European re- 
covery would be increased by an estimated additional $300 million as 
a result of the enlarged requirements for American-flag shipping. .. . 

















































































































COAST GUARD AND NAVIGATION AIDS 

The United States Coast Guard, under provisions of a bill 
(H. R. 4796) introduced by Representative Weichel, of Ohio, 
chairman of the House merchant marine and fisheries com- 
mittee, would be authorized to establish, maintain and operate 
aids to navigation, including air navigation. In the case of air 
navigation aids required to serve the armed forces, the mari- 
time commerce and the air commerce of the United States, the 
bill directs the Coast Guard to solicit the cooperation of the 
administrator of civil aeronautics “to the end that the personnel 
and facilities of the Civil Aeronautics Administration will be 
utilized to the fullest possible advantage.” 




































































COAL SUPPLY AND CAR SHORTAGE 
Speaking in the House, Representative Rohrbough, of West 
Virginia, said that “the so-called coal shortage” was, in reality, 
a shortage of railroad cars, and that the shortage had provoked 
great concern in West Virginia. He said that “Mr. T. E. John- 
ston, of Fairmont, W. Va.,” had told him that a shortage of 
coal cars had made it impossible to work the mines more than 
55 or 60 per cent of the time.” Mr. Rohrbough asserted that 
solution of the coal transportation problem would mean solu- 

tion of “the problem of the so-called coal shortage.” 


Year-End Review of Freight Car 
Production Issued by Felton 


There was a three-fold increase in the production of do- 
mestic freight cars ruring 1947, S. M. Felton, president, Ameri- 
can Railway Car Institute, said in a year-end review of the 
railway car building industry. Throughout the year, production 
increased steadily in proportion to the availability of steel and 
other materials. Deliveries averaged 2,717 cars monthly in the 
first quarter, and reached 8,938 in November. 

The car builders’ program for the first half of 1948 calls 
for a further increase in freight car production, said Mr. Felton. 
On the basis of the metal now believed assured, it is hoped 
that in the months ahead production will be running at 10,000 
cars a month. “As the year ends, the industry is faced with 
the task of raising its sights still higher in line with recent 
estimates of the need for cars made by Secretaries Harriman 
and Krug,” said Mr. Felton. “This is still in the discussion 
stage, and no programming or definite plans for a sharp in- 
crease in supplies has as yet been made.” 

Freight car orders placed during 1947 have shown a sharp 
increase, he continued. For 11 months of this year, the total 
was 117,493 for the car builders and railroad shops, the highest 
figure since 1924. This compares with 66,723 for 1946, and 
37,882 for 1945. The backlog of unfilled orders rose by 50,000 
during the year and the present figure is 125,000. Inquiries for 
bids on new freight cars are today so numerous, and in such 
numbers, that a continued high rate of ordering seems certain. 


Nation Needs More Cars 


Whereas a year ago the car problem most frequently dis- 
cussed was how to maintain the number of cars in service, 
now there appears to be a greater realization that our expand- 














































































































































































































































































1922 


ing national economy demands a considerable increase in the 
total fleet of cars operating, stated the head of the Railway 
Car Institute, adding: 


Estimates of the immediate need have risen sharply. The Harriman 
committee figure is production of 14,000 cars monthly. A study by 
Secretary Krug declared the national need is for 900,000 new freight 
cars in the next five years. 


The year has shown a new trend in the field of passenger 
car building, concluded Mr. Felton. “Of 16 new ‘name’ trains 
installed, 10 streamliners went into service on shorter runs, 
whereas in earlier years most streamliners were long-distance 
trains. These new, coach ‘glamor trains’ quickly were reporting 
big increases in popularity and revenues, as compared with 
the old-style trains which they supplanted. This trend, the car 
builders are convinced, will be extended. Passenger cars on 
order—all modern, streamliner type—now total nearly 2,400. 
Of these, about 1,100 are sleepers and about 1,000 are diners, 
club, observation and other feature cars.” 

















Holiday Relaxation in Box Car 
Demand Reported by Kendall 


“Although demands for box cars continue heavy, there has 
been some relaxation in certain sections of the country and it 
is anticipated this easement of requirements will become gen- 
eral as the holiday season progresses,” said Warren C. Kendall, 
chairman, car service division, Association of American Rail- 
roads, in his December review of the national transportation 
situation. 

“There is no doubt, however, that the need for box cars 
will be extremely heavy after the first of the year. Among the 
requirements will be an increased movement of grain which has 
been held on the farms and which it is expected will be released 
in heavy volume early in 1948. 

“Anticipated increases in requirements for box cars com- 
pared with 1947 for all other commodities during.the coming 
year will place a further strain on the supply and it will be 
necessary to continue to make every effort to load and unload 
promptly and to move expeditiously all box-car equipment so 
as to obtain the fullest possible utilization of every car.” 

Chairman Kendall summarized principal developments as 
follows: 
























Total installation of new freight cars in the month of November 
by Class One railroads and railroad controlled refrigerator lines was 
7,998 with retirements of 5,102 cars, for a net gain in ownership of 
2,896 cars. Orders for new cars yet to be delivered amounted to 125,395 
on December 1. 

In the four weeks ended November 30 carloadings of revenue freight 
were 3,483,508 cars which compares with 3,297,973 in November last 
year, a gain of 184,525 cars. For the 49 weeks ended December 6 revenue 
loadings were 8.1 per cent greater than in 1946 and 5.7 per cent greater 
than in 1945 for comparable periods. 

The cumulative loadings of coal for 45 weeks this year to December 
6 were 14.8 per cent higher than similar period last year. Likewise 
loadings of grain and grain products were 10.8 per cent more than in 
49 weeks of 1946. 

Shipments of export freight, excepting coal, in November, 1947, 
were 14 per cent over November, 1946. Notwithstanding a decrease of 
3.9 per cent in loading of perishables in 48 weeks this year, shipments 
of all commodities in refrigerator cars increased 3.2 per cent this year 
to November 30 over the corresponding period in 1946. 

Continued co-operation by shippers and receivers in loading and 
unloading cars reduced the detention of cars over free time to 14.60 per 
cent in November, the lowest in 24 months. 
























“Revenue coal loadings this year exceed those of the three 
previous years, including 1944, which was the record year for 
bituminous production,” said Mr. Kendall. “In fact current coal 
loadings are ahead of all years back to 1927 when the average 
load per car was over three tons less than prevails today, hence 
more coal tonnage has been carried by the railroads this year 
than ever before.” 


Mr. Kendall said the demand for refrigerator cars con- 
tinued strong due to the heavy seasonal movement of fresh 
fruits and vegetables, although loadings were running approxi- 
mately 10 per cent under last year for the first half of Decem- 
ber. Generally, said he, the refrigerator car supply had been 
satisfactory for the last month without delay in supplying cars 
for the heavy preholiday loading. 


The situation with regard to the interchange of freight cars 
between the National Railways of Mexico and U. S. railroads 
continued on a satisfactory basis, said he, adding: 


The deliveries to the National Railways continued heavy during 
November, approximately 800 cars in excess of the number delivered in 
November a year ago. Deliveries were exceptionally heavy during the 
first half of December. This was brought about by reason of the in- 
crease in import duties the Mexican government made effective as of 
12:01 a. m., December 13, with shippers generally anxious to meet the 
deadline. The movement north bound did not keep pace with the south 
bound movement so that there are now more cars in Mexico than there 
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were at the beginning of the month. It is expected that with the taper- 
ing off of the south bound movement this situation will correct itself 
so that proper balance of cars interchanged in both directions will be 
obtained by the end of this month. 


26,000 Freight Cars for Europe 
Included in Marshall Plan 


In view of “the large internal needs of the United States” 
and in view of certain other considerations, the executive branch 
of the United States government had made no promises for 
exports of freight cars from the United States to Europe in the 
period to June 30, 1952, beyond 20,000 cars in the fiscal year 
1948-1949 and 6,000 cars in the fiscal year 1949-1950, it was 
stated in the State Department’s “Outline of a European Re- 
covery Program” which was made public as President Truman 
sent a message to Congress setting forth the extent and nature 
of proposed participation by the United States in the European 
Recovery Plan (ERP), also known as the Marshall Plan. 

The State Department’s recovery program outline referred 
to a report prepared at Paris, France, by conferees from 16 
nations who comprised the Committee for European Economic 
Cooperation. Discussion of freight car requirements under the 
Marshall Plan was contained in a section on steel, in a chapter 
on commodity requirements for European recovery. 

“The C. E. E. C. report,” it was stated in the outline, ‘‘in- 
cludes an estimated import requirement of 103,000 freight cars 
for Germany for the recovery period. These freight cars, to be 
imported from the United States, would have a value of $367,- 
000,000. The Harriman committee has estimated freight car 
availabilities of 70,000 cars over the period. The C. E. E. C. 
estimates 1948 requirements at 47,000 cars. In the judgment 
of the executive branch, however, European import require- 
ments in excess of 26,000 cars, after allowance for repair of 
war-damaged stock, have not been adequately demonstrated. 
On this account, and in view of the large internal needs of the 
United States, no promises have been made for exports from 
the United States beyond 20,000 cars in 1948-1949 and 6,000 
cars in 1949-1950. Should a greater need be conclusively demon- 
strated, it should be possible to increase exports in 1949-1950 
and in subsequent years to a limit of 20,000 cars annually.” 

With respect to exports of trucks to ,Europe from the 
— States, the State Department outline contained the fol- 

owing: 


The C. E. E. C. report did not specifically provide for imports of 
United States motor trucks (complete units), However, provision was 
made for assembly of U. S. parts in Europe. The executive branch 
believes Europe should continue to rely in part upon imports of United 
States motor trucks and thus, that the historical pattern will be con- 
tinued to the extent of about 150,000 units through fiscal 1952, at an 
estimated cost of approximately $210,000,000. 


FREIGHT CAR REPORT 


U. S. railroads reported an average daily surplus of 4,624 
freight cars and an average daily shortage of 14,514 freight 
cars for the week ended December 13, according to the car 
service division of the Association of American Railroads. 

The surplus was made up as follows: Plain box, 0; auto 
box, 47; flat, 21; gondola, 0; hopper, 0; stock, 544; refrigerator, 
3,808; and miscellaneous cars, 204. 

The shortage was made up as follows: Plain box, 6,660; 
auto box, 155; flat, 219; gondola, 2,608; hopper, 4,592; stock, 
32; refrigerator, 232; and miscellaneous cars, 16. 


CUMULATIVE FREIGHT LOADING 





1947 1946 1945 

Four Weeks of January...... 3,168,397 2,883,863 3,003,655 
Four Weeks of February..... 3,179,198 2,866,876 3,052,487 
Five Weeks of March......... 4,170,420 3,982,240 4,022,088 
Four Weeks of April......... 3,232,947 2,604,049 3,377,335 
Five Weeks of May........... 4,376,122 3,242,821 4,294,351 
Four Weeks of June.......... 3,543,476 3,436,013 3,528,630 
Four Weeks of July.......... 3,275,827 3,406,866 3,379,284 
Five Weeks of August........ 4,559,767 4,478,425 4,100,512 
Four Weeks of September.... 3,600,436 3,517,219 3,255,757 
Four Weeks of October....... 3,808,271 3,680,634 3,151,185 
Five Weeks of November..... 4,424,254 4,220,285 4,011,044 
Week of December 6......... 878,588 729,084 776,376 
Week of December 13........ 854,159 828,751 771,594 

eo er rer rere ere 43,071,862 39,877,126 40,724,298 


SKIERS’ SPECIAL TO LAURENTIANS 


Regular train service to the skiing areas in the Laurentian 
Mountains will be augmented by a Skiers’ Special, to be oper- 
ated out of Montreal every Friday afternoon, starting Decem- 
ber 26, George L. Bryson, passenger traffic manager, Grand 
Trunk Western—Canadian National Railways, has announced. 
The week-end special will return to Montreal on Sunday even- 
ings, Mr. Bryson said. 
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Trucking Industry Progress Seen 
by A. T. A. Head in 1947 Review 


New records in freight volume and in number of 
vehicles operated established, forward strides made in 
coordination of truck and air cargo service, E. J. Buhner 
reports. All-time high production of 1,200,000 new 
civilian trucks in year, heavy production of civilian 
goods, and growing demand for motor carrier service 
viewed as factors in industry expansion. Association 
believes that I. C. C. and railroads “recognize” need 
for increasing less-carload rates, and that result of such 
rate boosts will be healthier competition for for-hire 
motor carriers. More widespread participation in A. 
T. A. safety activities reported 


By ED J. BUHNER, President, 
American Trucking Associations, Inc. 


© Two major developments in the motor carrier field during 

1947 stand out in my mind above all others. They are: 

(1) the new records set by the trucking industry in the volume 

of freight handled and the number of vehicles operated, and (2) 

the great strides that were made toward close coordination of 
truck service with air cargo service. 

Three factors combined to give the industry its peak year, 
topping even the war-time. record set in 1943. They were the 
heavy production of civilian goods, a constantly-growing de- 
mand for truck service—following a trend that began shortly 
after the first World War—and the production of a record num- 
ber of new trucks. 

Actual data on volume of freight handled are available, of 
course, only for the for-hire branch of the trucking industry. 
A competent check shows, however, that as production mounts, 
manufacturers are depending more and more heavily on their 
privately-owned fleets of trucks to transport their goods. 


Truckloadings Rise 


Figures compiled by the American Trucking Associations’ 
Department of Research showed the truckloading index, based 
on the monthly average for 1938 through 1940 as representing 
100, stood at 204 for the first ten months of 1947. That compares 
with an average of 183 for the first ten months of 1946, or an 
increase of 11.5 per cent, and with an average of 187 for the 
first ten months of 1943, the previous record year, or an in- 
crease of 9.1 per cent. 

Although final figures for the full year are not yet avail- 
able, the index figure for 1947 probably will be within one or 
two points of the ten-month average—either up or down. The 
full-year index for 1946 was 184 and for 1943 was 186. 

The Public Roads Administration has estimated the total 
number of trucks in operation at the end of the year would be 
6,492,000, an increase of 19.7 per cent over the 5,423,000 trucks 
registered at the end of 1946, and an increase of 34.3 per cent 
during the two years since the end of World War II. 

A record production year helped make this possible. Amer- 
ica’s truck makers turned out more than 1,200,000 new civilian 
trucks for an all-time record of their own, topping their record 
of last year by more than a quarter of a million vehicles. 


Unity Shown at Convention 


Another indication of the phenomenal growth of the truck- 
ing industry and the unity among the nation’s operators, both 
private and for-hire, was seen at ATA’s 1947 convention at Los 
Angeles last October. Because of advance indications that at- 
tendance would be larger than ever before, preparations were 
made for a total registration of some 1,500 delegates, almost 
double the registration of any previous year. 

Actually, the registration was a sell-out at slightly more 
than 1,500, and in addition hundreds more attended the con- 
a resulting in an overflow audience at every major func- 

on. 

In the field of air cargo, comprehensive plans were devel- 
oped to provide a new, high-speed transportation service into 
every community in the United States. They culminated two 
years of exhaustive studies by a joint committee composed of 
representatives of ATA and Air Cargo, Inc., which represents 
the 18 certificated air lines. 

Significantly, the air and truck lines involved in plans for 
closely coordinated service will retain complete independence 
of ownership and management. The motor carriers are to pro- 
vide land transportation between airports and the point of 
origin or ultimate destination of shipments which are handled 
by air between airport cities. 

One of the major obstacles to such combined service was 


removed by Congress at its last session, when it amended the 
Civil Aeronautics Act to permit establishment of through routes 
between the carriers without publication of joint rates. Under 
the new plans, shippers will be required to make their arrange- 
ments only with the carrier to which they give their shipments. 


Airfreight Agreement Predicted 


Similar discussions have been going on for some time with 
the independent air lines affiliated with the Airfreight Associa- 
tion and the same type of agreement is expected to be reached 
within the near future. 

The year now closing held many other developments that 
had or will have a definite effect on the trucking industry’s 
well-being and one of the most significant of these was a trend 
in rate-making destined, in my opinion, to result in healthier 
competition between our industry and other forms of trans- 
portation. 

A. T. A. has insisted for years that less-carload rates of 
the railroads have consistently reflected an actual out-of-pocket 
loss, and were maintained at low levels solely for questionable 
competitive purposes. During 1947, there was evidence that the 
need for correcting this situation has been recognized both by 
the Interstate Commerce Commission, and even more impor- 
tant, by the railroads themselves. 

If this observation is correct, for-hire carriers are bound 
to have healthier competition ahead of them. 

Another development was the renewal of efforts to win 
Congressional approval of plans calling for integration of vari- 
ous types of transportation into a single system, under a single 
operating company. Such plans clearly would lead to mo- 
nopolies in transportation and are contrary to the present Na- 
tional Transportation Policy, written into the Interstate Com- 
merce Act by Congress. Nevertheless, seven bills were intro- 
duced at the last session of Congress and each of them would 
fairly be considered an opéning wedge leading to unrestricted 
integration. 

Although none of them won Congressional approval, they 
certainly will be presented again when Congress: opens its 
regular session early in January. 


Safety Activities Intensified 


In the field of safety, A. T. A.’s activities were stepped up 
during the year under a ten-point National Highway Courtesy 
and Safety Campaign. Hundreds of awards were presented to 
truck drivers all over the country for individual records cover- 
ing from one to 18 consecutive years of accident-free driving. 

As part of the 1947 campaign, the 53 state assoications 
affiliated with A. T. A. selected outstanding drivers each month, 
basing their choice on highway heroism, courtesy and safety. 
A “Driver of the Year” will be selected from among all the 
state drivers of the month during 1947 and will be accorded 
national honors early in the new year. 

Other safety activities of the association included the Na- 
tional Truck Roadeo, a driving competition held annually in 
conjunction with A. T. A.’s convention, the Sights on Safety 
Campaign which provides for merchandise awards to drivers 
for their safety records, the Fleet Supervisors’ Training Courses 
held each year at many of the larger universities, and the Na- 
tional Truck Safety Contests. 

Participation in all of these activities is growing steadily. 
New emphasis will be placed on highway safety during 1948 
in an effort to achieve an even better record for safety than 
the trucking industry now has. During the months ahead, we 
intend to seek the support of every truck owner and driver 
throughout America in our program to make this country’s 
highways the safest in the world. 


















































































































































































































































Year-End Review of Truck 
Production Issued by A. M. A. 


Production of motor trucks, buses and replacement parts 
all reached record levels in 1947, according to a year-end 
statistical review issued by the Automobile Manufacturers As- 
sociation, of Detroit. Truck output hit 1,221,000 units in the 
past 12 months, topping last year’s output by one-third, and 
exceeding 1941, the previous high years for motor truck pro- 
duction, by 17 per cent. A total of 19,000 motor coaches was 
produced in 1947, nearly 90 per cent higher than 1946. 

Truck exports amounted to 260,000 units in 1947, or 21 per 
cent of the total production of the truck industry, said the 
A. M. A. This continued the reversal of the pre-war pattern 
when more passenger cars than trucks were exported from the 
United States. ‘“‘A recent survey showed that decided shift in 
U. S. exports has taken place since the war,” stated the review. 
“Latin American countries rather than European and far east- 
ern countries are the leading importers of U. S. cars and trucks. 
In the truck field, Argentina, Brazil, Mexico and Venezuela are 
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today’s top importers, as compared with India, Belgium, Hong 
Kong and South Africa in 1939.” 

At the year’s end there were more motor vehicles on the 
road than at any other time in the history of America. Esti- 
mates placed total registrations of cars, trucks and buses at 
37,164,405 units as of December 31, 1947, some 10 per cent 
above 1946 and eight per cent above 1941, the previous regis- 
tration peak in America. Truck registrations of 6,492,000 units 
represent a 34 per cent increase over 1941, while the. 127,405 
buses that roll over the nation’s highways today exceed 1941 
by 44 per cent. 

The association stated that improvement in steel supplies 
in the final months of 1947, plus reports from the steel industry 
that capacity to produce automotive and strip steel will con- 
tinue to increase monthly through 1948 and 1949 add encour- 
agement to the possibility of record production in the coming 
year. However, three factors looming on the horizon that could 
seriously retard truck and car production are the Marshall 
plan, the threat of government allocation of basic materials, 
and a repetition of the 1946 strikes, concluded the A. M. A. 


Truckers Seek O. D. T. Aid 
to Alleviate Gasoline Shortage 


Reports from over-the-road motor truck operators to 
Chester G. Moore, chairman, board of directors, Central States 
Motor Freight Bureau, Chicago, indicate that many operators 
are unable to obtain sufficient gasoline to operate their trucks, 
and are being forced in some instances to purchase motor fuel 
on the retail market without the benefit of bulk discounts. 

As a result of a number of such complaints, Mr. Moore on 
December 5 wrote to Director Johnson, of the Office of Defense 
Transportation, reporting on the gasoline shortage in the middle 
west. While it is true that some of the oil companies do not 
have enough gas to go around, stated Mr. Moore, “I believe 
others are selling most of their gas to those who are willing and 
can afford to pay a premium for it. .. . It looks as though very 
serious damage may be done to our truck transportation sys- 
tem if something is not done.” 

The O. D. T. replied, through A. H. Gass, director, Railway 
Transport Department, asking Mr. Moore to furnish detailed in- 
formation as to the complaining operators, and where they are 
experiencing difficulties in obtaining gasoline. 

Following a query issued by Mr. Moore, a number of oper- 
ators have volunteered information as to their current diffi- 
culties with fuel supply. 

One Kentucky operator wrote that he is having trouble 
getting gasoline in Chicago, and is currently getting only 8,000 
— a month, though his normal consumption is about 35,000 
gallons. 

A Kansas operator wrote that “we are having trouble in 
Chicago purchasing gas. The only reason being given by our 
main source of supply is that they do not have enough.” 

The Chicago terminal manager of another interstate motor 
carrier recited difficulties in obtaining gas from his normal 
source of supply. 


Charge Black Market in Gas 


One Illinois carrier that complained of failure to obtain suffi- 
cient gasoline admitted that its supplier had given it a quota 
5 per cent above its 1946 quota, but stated that “our business 
has increased 30 per cent in tonnage. . . . Our other source of 
trouble lies in service stations from whom we get gas in Chicago 
and other Illinois towns. The trouble there is that the quota 
which they are receiving is not enough to meet the demand, and 
therefore these stations are going to the black market for gaso- 
line. When they do, they increase our prices considerably, 
especially in Chicago.” 

The above operator stated he believed the last increase in 
gasoline prices was brought about by black market gas, and 
predicted that the situation would continue throughout the win- 
ter months, due to lack of transportation facilities. 

A Michigan carrier wrote that his trouble was that he had 
not contracted with any one oil company, “and we are informed 
that their allocations take care of only those under contract. 
The trouble is in the Chicago area, and other areas in which we 
operate too.” 

Say Refineries Reduce Deliveries 


An Ohio member of the bureau wrote that he is having diffi- 
culty in Cincinnati obtaining gasoline, because dealers there 
have drastically restricted bulk purchases. He wrote: 


Our bulk suppliers state they are not able to give us the supply 
we demand, because of the generally heavy demand for gasoline and 
fuel oil, together with the supposed shortage of crude oil. They claim 
that their allotments from the refineries have been reduced to such an 
extent that they simply do not have enough to go around, They further 


TRAFFIC WORLD 


state that there is a shortage of transportation which further reduces 
available supplies. 


Referring to the gasoline shortage as a “national scandal,” 
this operator asserted that the motor carriers are bearing‘: the 
brunt of the abuse. Gasoline has increased in price for us a 
total of six cents per gallon in the past year, and the quality 
is far below standards of a year ago. We definitely need relief 
both from a supply and a quality viewpoint. In addition, our 
costs are being further hiked by the oil companies’ forcing us 
to buy more and more gas on the retail market without the 
benefit of bulk discount purchases.” 


Cc. S. M. F. B. MEMBERS DISCUSS RATES 


A closed membership meeting of the Central States Motor 
Freight Bureau was held December 19, in the Palmer House, 
Chicago, to examine the current motor freight rate situation. 
Chester G. Moore, chairman of the board, presided. Operators 
expressed the opinion that the 10 per cent rate increase for 
which the bureau has filed, effective January 6, 1948, would 
not be sufficient to cover increased costs of labor and supplies. 
No action was taken, however, the operators agreeing to wait 
until the Commission’s decision in Ex Parte 166 is issued. 


A. T. A. INDUSTRIAL RELATIONS COMMITTEE OFFICERS 


George H. Tiernan, president of Motor Transport Co., Mil- 
waukee, Wis., has been appointed chairman of the industrial 
relations committee of the American Trucking Associations, 
Inc., by Ed J. Buhner, president of the association. He succeeds 
Allan Wilson of A. Towle Co., Boston. 

Mr. Buhner also announced the appointment of two vice- 
chairmen, a committee member from each of 27 states and the 
District of Columbia, two representatives from each of five 
A. T. A. conferences and a committee secretary. Representa- 
tives from the remaining 21 states will be appointed later. 

Vice chairman of the new committee are Leland James of 
Consolidated Freightways, Inc., Portland, Ore., and C. H. Ozee 
of Hayes Freight Lines, Inc., Mattoon, Ill. Benjamin R. Miller, 
director of A. T. A.’s industrial relations department, was 
named secretary. 


A. T. A. SAFETY AWARDS 


Awards for no-accident driving over periods ranging from 
one to seven consecutive years have been forwarded to Darling 
Transfer, Auburn, Neb., and Hargleroad Van & Storage Com- 
pany, Hastings, Neb., by the American Trucking Associations, 
Inc., for presentation to 21 of their drivers, said the A. T. A., 
adding: 


Topping the list were Chris Koch, driver for the Darling company, 
who had a safe driving record of seven consecutive years, and Raymond 
Whitlow, of the same company, whose record covered five years. 

Other Darling company drivers to receive A. T. A. awards were 
Walter Earle, Pete Yates, Thomas Horan, Fred Straw and Fred Pasco, 
three years; Joe Yates, two years, and Delbert Rowan, Alvin Blinde, 
Dave Vaughn, Herman Gerdes, Clyde Hansen and Raymond Bohl, one 
year. 


Hargleroad company drivers to receive the awards were Dan Hein, 


Earl Craft and Ray Craft, two years, and Melvil Reeve, Richard 
Mohling and Willie T. Norman, one year. 


ILLINOIS “DRIVER OF MONTH” PROGRAM 


E. Barber, of the Scherer Freight Line, was elected chair- 
man of the Illinois chapter of the safety and operations division 
of the American Trucking Associations, James Smith, acting 
manager, Central Motor Freight Association, announced. W. L. 
Frigon, Olson Transfer Co., was elected secretary, at the chap- 
ter’s recent meeting. 

The chapter laid plans to initiate a “driver of the month” 
program, beginning in 1948, to promote highway safety and 
develop better public relations for the industry. Judges of 
the program will be Frank Purse, Chicago, of the Commis- 
sion’s Bureau of Motor Carriers; Harry Berlin, of the Illinois 
State Police; and Paul H. Coburn, of the National Safety 
Council. The awards committee is composed of Dan Hartnett, 
Melvin Trucking Co.; Harry Dorman, Hartford Accident & In- 
demnity Co.; and Herman Broeker, Midwest Transfer Co. The 
January “driver of the month” will be announced in February 
by the judges, on the basis of drivers’ reports filed with them. 


A. T. A. TO HONOR “DRIVER OF THE YEAR” 


Major General Philip B. Fleming, head of the Federal 
Works Agency and general chairman of the President’s High- 
way Safety Conference, will serve as chairman of a panel of 
three judges who will select the “driver of the year’ from 
among truck drivers earlier named “driver of the month” in 
competitions held throughout the country by the state trucking 
associations, according to an announcement by the American 
Trucking Associations, Inc. The A. T. A. said that the winner 
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would be announced in January and that the prizes he would 
receive would include “the Bantam Supercargo Trophy” and a 
$600 radio-phonograph combination awarded by the American 
Bantam Car Co., of Butler, Pa, Judges who will serve with 
General Fleming in selection of the winner are A. W. Bohlen, 
executive director of the American Association of Motor Vehicle 
Administrators, and Arthur C. Butler, managing director of the 
National Highway Users Conference. 


RUBBER PRODUCTION IN 1947 


The estimated production of 1,080,000 tons of rubber in 1947 
all but erased the large war-borne tire shortage and set what 
will probably be a new all-time record in total rubber consump- 
tion, according to John L. Collyer, president of the B. F. Good- 
rich Co. Significant developments during 1947 included the 
trend toward extra-low-pressure tires, said Mr. Collyer, and 
the introduction by the B. F. Goodrich Co. of a tubeless, self- 
puncture-sealing tire which “represents the biggest single 
change in tire conception since the change from square-woven 
fabric to cords.” 


TRUCK TRAILER PRODUCTION 


October production of truck trailers amounted to 3,962 
units, according to the Bureau of the Census, Department of 
Commerce. This represented a 25 per cent increase over the 
3,158 units produced in September but a 55 per cent decrease 
from the 8,731 units produced in October of 1946, it said, 
adding. 

The total number of trailers shipped in October was 4,605 units, 
valued at $12.0 million. Of the total shipments, 4,094 were complete 
trailers and 511 were trailer chassis, shipped as such. October ship- 
ments showed an increase of 17 per cent in number and 14 per cent 
in value over the shipments during the previous month. 

Data for October were based on reports on Census Form M45F 
from 98 plants manufacturing truck trailers. These represent all known 


plants manufacturing truck trailers with a rated capacity of 5 tons or 
more, 


NIGHT TRUCK DELIVERIES DISCUSSED 

A meeting to consider the feasibility of night truck deliv- 
eries as an aid to improving New York City’s traffic problems 
was held recently. Hugh E. Sheridan, chairman of the arbitra- 
tion authority of the city trucking industry, called together 
representatives of teamsters’ unions, trucking companies and 
trucking associations, to discuss the problem. A subsequent 
meeting was held with the mayor’s special traffic committee, 
which had asserted that freer movement of goods at night 
might more than pay for the added costs entailed. 

Trucking interests were almost unanimous in opposing the 
proposal. Among the difficulties stressed were the following: 
Higher costs for night work; impossibility of arranging for 
receivers to stay open at night; disruption of long-time prac- 
tices; and drastic change of teamsters’ union working hours. 


T. W. A.-MACHINISTS ARBITRATION AWARD 

The three-man arbitration board in the dispute between 
Transcontinental & Western Air Lines and the independent 
International Association of Machinists has filed its award in the 
federal.district court at Chicago. The board granted the union’s 
request to increase the number of paid holidays from six to 
seven, to include Washington’s birthday; awarded differentials 
of 5 cents hourly for the afternoon and 9 cents hourly for the 
night shifts; voted to retain the longevity article in the contract 
which provides for an automatic 2-cent hourly wage increase 
yearly for a maximum of five years; and voted to increase the 
wages of guard personnel 16 cents hourly effective December 
15, 1947. 

John O. Parker represented T. W. A. on the board, George 
H. Pedersen represented the union, and John A. Lapp was the 
neutral arbitrator. The board held hearings in Chicago from 
December 8 to 10. 


BRANIFF NON-STOP SERVICES 

The Civil Aeronautics Board, by an order in No. 3222, 
Braniff Airways, Inc., has instituted an investigation to deter- 
mine whether an amended certificate for Braniff’s route No. 9 
should be modified to include a restriction against the opera- 
tion of nonstop services between any or all of the following 
Pairs of points: Lubbock, Tex.-Austin, Tex.; Amarillo, Tex.- 
Austin, Tex.; Amarillo, Tex.-Houston, Tex., and Lubbock- 
Houston. 


PAN AMERICAN CERTIFICATE AMENDMENT 

The Civil Aeronautics Board has issued an opinion and 
order in No. 1988, Pan American Airways Inc., Burwash Land- 
ing—Tanacross Service, amending the certificate of public 
convenience and necessity held by Pan American Airways, Inc., 
authorizing air transportation between Fairbanks, Alaska, 
and Seattle, Wash., so as to eliminate Tanacross, Alaska, and 
Burwash Landing, Yukon Territory, Canada, as intermediate 
Points. 


Scheduled Airlines Note Airfreight 
Gains Over 100 Per Cent in 1947 


Air Transport Association of America, in year-end re- 
view of member carriers’ operations, reports increases 
of 126.9 per cent in international airfreight and express, 
111.5 per cent in domestic airfreight, and 26.2 per cent 
in domestic air express. Passenger fatality rate per 
100,000,000 passenger-miles recorded as 1.08 up to 
mid-December, 1947, as against 3.46 in 1946. Substan- 
tial loss for domestic operations in 1947, “though prob- 
ably not greatly in excess of the $7,000,000 deficit of 
1946,” believed to be indicated by heavy, rising costs. 
Decrease in load factors in connection with use of 
larger planes this year viewed as “temporary.” Inter- 
national airlines stay “in the black” in first nine months 
of 1947. Airline planes in service this month total 961, 
including 793 operated only on domestic routes. Num- 
ber of airports increases within year from 4,490 to 5,400 





















































































































e The scheduled airlines of the United States will complete 

» 1947 with substantial progress in every field of their oper- 
ations, according to a review prepared by the Air Transport 
Association of America. 

Increases in traffic volume over 1946 occurred in each cate- 
gory but domestic air mail, and even there the decrease was 
barely appreciable compared to a year ago, the association said. 

“Outstanding features were a phenomenal increase in air 
freight, accompanied at the same time by big gains in air 
express; and a tremendous rise in volume of all overseas opera- 
tions,” the association reported. “International transport of air 
freight and express by U. S. operators increased 126.9 per cent, 
while domestic air freight rose 111.5 per cent and express 
increased 26.2 per cent, according to the A. T. A. compilation, 
which is subject to revision when all the reports are received 
for the last two months. 


“The U. S. international carriers, barring accidents in the 
last week of the year, achieved a safety record excelling an 
except in those years in which no fatal accidents at all occurred. 
The passenger fatality rate per one hundred million passenger 
miles is calculated for the year at 1.08 as compared with 3.54 
in 1946. On the same basis the domestic fatality rate is cal- 


culated at 3.21, as compared with 1.24 in 1946 and with 2.23 
in 1945. 






































































































































Only Fire Fatal Accidents 




















“With only five fatal accidents domestically as compared 
with nine in 1946, the revenue plane miles flown per fatal acci- 
dent totalled 65,971,228 as compared with 34,397,826 the pre- 
vious year. The record also means that each domestic passenger 
on the basis of the 1947 estimated figures traveled safely by 
plane the equivalent of 31,581,704 miles or 1,263 times around 
the world at the equator. Internationally fatal accidents num- 
bered two both years, bringing the revenue plane mile total 
for each fatal accident to 44,038,766 in 1947 compared with 
29,686,632 in 1946. A passenger could have traveled 94,304,673 
miles or 3,772 times around the world.” 


The A. T. A. of A. report continued as follows: 




































































Figures (including some estimates) place the ton mileage of domes- 
tic air cargo (express and freight) at 70,805,631 and of international air 
cargo at 34,253,100. The number of revenue passengers flown during 
the year is set at 13,189,366 or a gain of 7.7 per cent for the domestic 
carriers; and at 1,412,580 or a gain of 35.6 per cent for the international 
operators. Domestic revenue passenger miles rose 5.6 per cent to a 
total of 6,284,759,160; while internationally the gain was 71.3 per cent 
for a total of 1,886,093,453. 


Domestic air mail dropped only six-tenths of 1 per cent to 32,757,300 
ton miles; while international air mail increased 95.9 per cent to a 
total of 15,993,393 ton miles. The domestic decrease in air mail con- 
trasts with the drop of 49.38 per cent a year ago from the 1945 volume 
which had been swollen by soldier mail. 


The number of new, bigger, and faster planes, combined with added 
schedules, boosted the total of available seat miles ahead of traffic 
gains, with resultant temporary decreases in load factors. The addition 
to the fleets of improved aircraft types, at the same time, resulted in 
flight economies, which, while not widely realized in 1947, gave indica- 
tion of a better financial picture in 1948. In 1947 rising costs were .so 
heavy as to indicate a substantial loss for domestic operations, though 
probably not greatly in excess of the $7,000,000 deficit of 1946. Inter- 
national operations were more than $1,500,000 in the black at the begin- 
ning of the fourth quarter. 


The year 1947 was marked by concentration of the airlines and the 
government on safety as the number one objective, with unequalled 
progress in the development and installation of both ground and air- 
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borne navigation and landing aids, such as ILS, GCT, numerous other 
radio and radar devices, and high intensity approach lights. 
Other highlights of 1947 operations were as follows: 


Domestic 

The ton mileage of air freight with its 111.5 per cent increase 
reached a total of 40,702,258. The air express total was 30,103,373 ton 
miles. The number of revenue plane miles rose 5.9 per cent to a total 
of 329,856,142. 

The effects of fleet and schedule expansion were reflected in the 
increase of 28.4 per cent to 9,710,485,914 available seat miles. This 
circumstance reduced the revenue passenger load factor to an average 
of 64.72 as compared to 78.74 in 1946. 

A feature of the domestic picture was the entrance of the local 
service lines—formerly called ‘‘feeders’’—for the first year of full-scale 
operations. 

They are scheduled, certificated carriers of regional scope. Their 
figures are included in the domestic totals. Separated out, they reveal 
the following performance by the nine lines of this type which were 
in operation during 1947: 

Revenue plané miles: 10,206,749. Revenue passengers: 246,747. Rev- 
enue passenger miles, 49,036,034. Available seat miles: 158,116,000. 
Revenue passenger load factor: 31.0. Mail ton miles: 176,790. Express 
ton miles: 131,925. Freight ton miles: 83,772. 

For all the domestic carriers the length of the average trip per 
passenger dropped slightly from 487 miles in 1946 to 476 in 1947. Route 
miles for the truck lines rose from 84,358 to 110,716, while the mileage 
assigned to the local service lines increased from 11,563 to 20,998. 
Employment decreased to 61,711 from an all-time high of 69,127 in 1946. 
The proportion of World War II veterans was estimated at more than 
one-third. 

Fare increases necessitated by rising costs brought the average 
to slightly over 5 cents a mile for 1947. In spite of this, the airline 
fares on the heaviest traveled routes still averaged below pre-Pearl 
Harbor days. : 

Two important developments of 1947 were the establishment of Air 
Cargo, Inc., as a permanent ground service organization to promote 
the efficiency of air cargo operations between all points in the United 
States; and of the Airline Terminal Corporation for the consolidation 
of passenger and servicing facilities—both on a cooperative basis. 


International 

Revenue plane miles totaled 88,077,532, representing an increase of 
45.4 per cent. As with the domestic carriers, capacity out-distanced 
traffic, with a rise of 102.1 per cent to a total of 3,135,389,803 available 
seat miles. The resultant revenue passenger load factor was 60.15 as 
compared with 70.94 per cent in 1946. 

The length of the average trip per passenger rose from 1,057 to 
1.335. Route mileage increased from 175,488 in 1946 to 178,768 for 
1947. Employment rose to 22,391 from a total of 19,327 in 1946. 


Aircraft 

The number of aircraft in service reached a total of 961 in Decem- 
ber of 1947, of which 793 were operated domestically and 168 to points 
outside the United States, with many of them used in both services. 
These figures compare with 809 at the end of 1946, of which 659 were 
in domestic use and 150 to points outside the United States. The corre- 
sponding seating capacity expanded even more sharply, or about 125 
per cent from 23,513 in 1946 to about 31,800 in 1947. Late in 1947 about 
60 all-cargo planes were in operations, more than one-third of which 
were four-engine aircraft. 

Feature of the year was the advent of the first new post-war plane 
types: the Martin 202, the Douglas DC-6, and the Lockheed: Constella- 
tion 649 and 749. The helicopter appeared on the air transport scene 
with inauguration of an air mail service in California and certification 
of the first helicopter taxi service in Cleveland. 

Planes on order or option at the end of 1947 totaled approximately 
300 with an estimated seating capacity of about 14,500. Changing produc- 
tion and other conditions made it difficult to forecast how many of these 
would be delivered in 1948; but it appeared likely that more than half 
might be in service before the end of the year, with the Boeing Strato- 
cruiser and the Convairliner 240 spotlighted as the newcomers. 

Airports : 

There were more than 5,400 airports throughout the United States 
late in 1947, as compared with 4,490 at the end of 1946, with more 
than 200 of them having runways of 5,700 feet and upwards. Certificated 
airline stops totaled 642, of which 179 had not begun operation because 
of incomplete construction and other factors. For the first nine months 
of 1947, scheduled air carrier use of airports had dropped from 20.44 
per cent in 1946 to 15.67 per cent in the face of much greater increase 
in use by private civilian and army and navy fliers. 
































































































Aircraft Manufacturers Hope ‘48 Will 
Halt Air Power Decline 


“The aircraft industry hopes that evolution of a new na- 
tional air policy, developed from recommendations of the Presi- 
dent’s Air Policy Commission and the Joint Congressional 
Aviation Policy Board will halt the discouraging deterioration 
of air power in the past two years,” said Oliver P. Echols, presi- 
dent, Aircraft Industries Association, in a “year-end roundup.” 

“This hope,” he continued, “is the keynote of any review of 
1947 operations and any forecast of events in 1948.” 

The aircraft manufacturing industry in 1947 operated at a 
substantial financial loss for the second consecutive year, said 
Mr. Echols. These losses, said he, occurring at a time when 
most other industries were experiencing record earnings, were 
attributable primarily to the continuing costs resulting from 
shrunken production volumes, from wartime levels to current 
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low rates, and to the disappointing financial results of most 
commercial aviation projects. i 

Reviewing the industry’s experience in 1947 and comment- 
ing on the prospects for 1948, Mr. Echols said: 

Production of military aircraft during the calendar year 1947 will 
probably reach around 1,800 units of approximately the same total 
airframe weight and dollar value as the 1,330 planes produced in 1946. 
The increase is due primarily to deliveries of personal and liaison-types 
in the second half of the year. The wartime peak, in 1944, was 96,639, 
dropping to 47,000 in 1945, and to the 1,330 figure in 1946. 

Output of two and four engine aircraft (commercial and executive 
types) in 1947 should be approximately 280 units compared with 467 
(predominantly executive) in 1946. Many transports which otherwise 
could have been delivered in 1947 were never built—cutbacks of airline 
orders sliced heavily into this prospective source of industry income. 

Personal aircraft produced in 1947 declined to about 15,000 units 
from the record of 34,407 in 1946. This is still more than twice the best 
previous peacetime year, and dollar value will be well more than half 
as much as last year even though production is less than half. This is 
because more four-place planes have come into production and have 
held up well in sales. 

Interim financial reports issued by major aircraft and engine com- 
panies indicate that the operating loss of the fifteen major concerns 
for the 1947 period will approach $100,000,000, compared with an operat- 
ing loss of $81,591,000 reported by the same companies for their 1946 
fiscal periods. Net loss after tax carrybacks and application of postwar 
reserves and other credits for these fifteen companies in 1947 will more 
than double the $11,684,000 net loss after all carrybacks and credits 
they experienced in 1946. 

Despite this gloomy financial and production record, technological 
development in the industry made important progress in 1947. New jet 
fighter and bomber planes were revealed and placed in production. 
American-built planes recaptured the world’s speed record. American- 
built commercial planes lowered speed records on the world’s major 
air routes. 

Numerous developments in the field of atomic research and flying 
missiles were revealed by the Armed Services. 

Prospects for 1948 

The most encouraging factor in the outlook for 1948 is the recogni- 
tion accorded air power and the necessity for the preservation of a 
strong aircraft industry by the establishment of the President’s Tem- 
porary Air Policy Commission and the Congressional Aviation Policy 
Board, The reports of these two federal agencies soon become available, 
and it is hoped that they will bring about vital and constructive 
changes in American air policy. 

Production of military aircraft in the calendar year 1948 will be 
somewhat greater in dollar volume and airframe weight, because of 
the start of deliveries of heavy bombers and heavy transports. This 
increase reflects in part carryover of funds from previous years’ appro- 
priations and also the increase in appropriations for procurement of 
aircraft granted by the Congress during its session last summer. 

The volume of deliveries of transport aircraft to the airlines is 
somewhat uncertain. The trends of airline traffic and revenues, to- 
gether with the outcome of efforts to work out financing arrangements 
for new equipment, will affect this to a considerable degree. If equip- 
ment financing is worked out, airlines may replace many of their planes 
with the more economical new equipment. An improvement in airline 
revenues would also result in an upswing in orders, although the extent 
may be quite limited. Backlogs now on the books indicate deliveries of 
transports in 1948 will be roughly the same as in 1947. 


CONTINENTAL AIR LINE MAIL RATES 


The Civil Aeronautics Board, by a report and order in No. 
2682, has fixed “fair and reasonable rates of compensation’’ to 
be paid Continental Air Lines, Inc., for transportation of mail. 
The rates, according to the board’s report, range from a mini- 
mum of 7.50 cents for a passenger load factor of 85 per cent, 
to 28.50 cents for a passenger load factor of 50 per cent. 


ALL AMERICAN AVIATION MAIL PAY CASE 

The Civil Aeronautics Board, in an opinion and order in 
No. 1906, All American Aviation, Inc., setting rates of mail pay 
for that carrier, found a seven per cent annual rate of return 
on “allowable investments” after federal income taxes to be 
fair and reasonable for the past and an eight per cent rate ap- 
propriate for the future “in recognition of possible errors in 
future estimates.” It also accepted and rejected certain ele- 
ments of cost in arriving at the mail pay rates. 

A rate of 48.50 cents a revenue plane mile was found fair 
and reasonable for the period May 28, 1945, to August 31, 1946. 
For the period beginning September 1, 1946, a rate of 54.70 
cents on route 49, and 79 cents is to be applicable to any seg- 
ment of the route on which the Postmaster General might re- 
duce the present two-trips a day over the entire route to one 
round trip. 

The board found the following not allowable as costs for 
rate making purposes: Excess of market price of stock over 
sale price to employes; costs incurred in route proceedings be- 
fore the board that have not resulted in new routes or exten- 
sions; and legal fees over and above a reasonable amount. 

Among other considerations noted by the board was the 
increasing cost of pick up operations without corresponding 
benefit to commerce, postal service and the national defense, 
which the board said was of grave concern to it. It added this 
development must be given full consideration in a pending in- 
vestigation directed toward possible suspension of the certifi- 
cated for route No. 49. 


Decen 


Cad 
Not 


Ad 
str 
nez 
cer 
tote 
me 
tor 
civ 
obs 
has 


© 
Aeror 


I 
125,01 
more 
CAA’ 
14,201 
the le 
half 1 


TI 
pilot | 
gover! 
than |] 
learni: 
has ir 
also t 
thems 
trainil 
Additi 
went 
marke 

P’ 
total | 
progr: 
veterd 
got ir 
prova 
greate 
comp] 
tracts 
airpo! 


and 

possi 
in th 
ing ¢ 
in ci 
Fron 
for s 


B 
the C 
the e 
at 42 
one-fe 
opera 
was | 
quart 
the le 
Regu 
opera 
other 


aircr: 


15,700 
creas 
flects 
a tot 
addit 


Ther 
the |] 
rate 
The 


incre 
from 
freig 


inile: 


part} 
ting 





LD 


nost 
ent- 


will 
total 
1946. 
ypes 
},639, 


utive 
1 467 
"wise 
rline 
ome. 
units 

best 

half 
lis is 
have 


com- 
cerns 
erat- 

1946 
stwar 
more 
edits 


gical 
w jet 
ction. 
rican- 
major 


flying 


cogni- 
of a 
Tem- 
Policy 
lable, 
uctive 


‘ill be 
ise of 
_ This 
appro- 
ont of 
nes is 
1s, to- 
‘ments 
equip- 
planes 
airline 
extent 
ries of 


n No. 
yn” to 
mail. 
mini- 
* cent, 


der in 
il pay 
return 
to be 
ite ap- 
ors in 
n ele- 


id fair 
, 1946. 
' 54.70 
ly seg- 
xht re- 
to one 


sts for 
k over 
igs be- 
exten- 
it. 

ras the 
yonding 
lefense, 
led this 
ling in- 
certifi- 


December 27, 1947 


C. A. A. ‘47 Report on Civil Aviation 
Notes Air Facilities Growth 


Addition of 1,360 airports, inauguration of use of in- 
strument landing system by airlines in routine service, 
nearly 100 per cent increase in number of private pilot 
certificates issued, and use of air transport service by 
total of 14,200,000 passengers in year are develop- 
ments recorded in year-end summary by Administra- 
tor of Civil Aeronautics. Decrease in production of 
civil aircraft to figure less than half of total for 1946 
observed. Federal airport construction program now 
has moved out of “slow” stage, agency head says 


Continued expansion was shown in 1947 in most branches 
@ of civil aviation, T. P. Wright, Administrator of Civil 
Aeronautics, said in a year-end report. 

Private pilot certificates issued during the year totaled 
125,000, an increase of almost 100 per cent over 1946; 1,360 
more airports were recorded; the airlines began using the 
CAA’s Instrument Landing System in routine service; and 
14,200,000 passengers rode the airways. On the other side of 
the ledger, civil aircraft production dropped to 15,800, less than 
half the 1946 total, said he continuing: 


The GI program largely accounted for the record number of student 
pilot permits issued—200,000 during 1947. This program, in which the 
government paid for flight training for ex-service men, brought to more 
than half a million the number of those who know how to fly, or are 
learning to fly, and proved again the interest which young America 
has in the airplane. The federal money paid for this training served 
also to bolster hundreds of aviation training organizations which found 
themselves in the midst of a period of high living costs when flying 
training and time competed with difficulty for the average man’s dollars. 
Addition of these 200,000 student pilots, of whom an estimated 125,000 
went on to obtain private pilot certificates, increases the potential 
market for personal planes. 

Private and government money added to the nation’s airports, the 
total number rising from 4,490 to 5,850. Spurred by the G. I. training 
program, and by the need of their home localities for airports, many 
veterans built and operated landing fields. The federal airport program 
got into full swing late in the year with 127 projects given final ap- 
proval, costing $12,966,628 in federal money, matched by a slightly 
greater amount of local funds. Of these projects, six already have been 
completed and the rest are ready for lotal action either in letting con- 
tracts or beginning actual construction. The 127 are almost all smaller 
airports, only 5 being of the airline terminal types. 


“The airport program has moved out of the slow stage 
and into the stage where fast, quantity production action is 
possible,” Mr. Wright said. “The inescapable early paper work 
in this field, where a new staff of federal employees was work- 
ing on unprecedented problems with local officials of all kinds 
in cities and towns of all sizes, inevitably spelled slow progress. 
From now on the program will move along at a speed normal 
for such federal-local activities.” 

Mr. Wright’s report continued as follows: 


Beginning in mid-summer of 1947, the airlines began the use of 
the C. A. A.’s Instrument Landing System in scheduled operation. By 
the end of the year, 12 lines were operating under lowered minimums 
at 42 stops. Ceiling and visibility minimums are lowered 100 feet and 
one-fourth of a mile at a time, and only when the C. A. A. and thé 
operators are agreed on the safety of the operation. Braniff Airlines 
was the first applicant for a reduction to 300 foot ceiling and three- 
quarters of a mile visibility, and, after six months of operation under 
the latter conditions, this line’s minimums were reduced a second time. 
Regularity of service is the principal contribution of I. L. S. to airline 
operation, and users have reported completion of many trips which 
otherwise would have cancelled because of weather. 


Use of Ground Controlled Radar 


Ground controlled approach radar was placed in operation by 
C. A. A. at New York, Chicago and Washington, and brought several 
aircraft in distress to safe landings. 

The airlines, in domestic and international operations, carried 
15,700,000 passengers in domestic operations during the year, an in- 
crease of 18.5 per cent over last year. This traffic volume, which re- 
flects the steady growth in acceptance of air travel, was handled with 
a total fleet which grew from 826 to 965 during the year, through the 
addition of 156 four-engine aircraft and the retiring of 17 smaller planes. 

The safety record was not as good in 1947 as for several years past. 
There were fewer aircraft involved in fatal accidents, 5 in number, but 
the larger size of the planes increased the number of fatalities, the 
rate being 3.4 passenger fatalities per 100,000,000 passenger miles flown. 
The comparable figure was 1.2 in 1946. 

The airlines made further inroads on the Pullman passenger traffic, 
increasing their passenger mile percentage of Pullman passenger miles 
from 29 per cent to 44 per cent. Domestic ton miles of express and 
freight carried rose by 84.8 per cent, the figures being 38,608,736 ton 
Iniles in 1946 and 71,363,600 ton miles in 1947. 

International American flag airlines showed increases in every de- 
partment: of their operation, and improved their safety record by cut- 
ting the 3.5 passenger fatalities per 100,000,000 passenger miles of 1946 
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to 1.1 in 1947. They carried 1,500,000 passengers, an increase of 44 pe 
cent over 1946; flew 89,859,000 revenue miles as against 59,373,265; and 
more than doubled their freight and express ton miles flown from 
15,092,127 to 39,312,300. 


More Certificated Pilots 


The number of certificated pilots rose from 400,000 at the beginning 
of the year to an estimated 455,000, and the registered civil aircraft 
rose from 81,002 to an estimated 95,000. There was a considerable re- 
duction in the number of civil aircraft produced, the number dropping 
from the 35,001 in 1946 to 15,800 in 1947, Total value of production 
increased from $171,064,000 to $188,480,000, however, as a result of the 
output of more elaborate transport planes. 

Two other developments of importance during last year were the 
completion, under C. A. A. contracts, of the cross-wind landing gear 
and the establishment of maximum length and strength provisions for 
airports to be built partly with federal money. The cross-wind landing 
gear program, costing $150,000 in federal funds, is developing such gear 
for seven types of planes, ranging from small, two-seater planes to the 
DC-3 transport plane. Its significance lies in the fact that beginning 
with its 1949 airport program, the C. A. A. will consider the installation 
of single strip or single runway airports in contrast to the large land 
ing areas now required to put runways down in several directions. 

The decision of the Administrator to limit runways in length and 
strength for various kinds of service such as local, feeder, express and 
international was hailed by municipalities as some relief from the 
demands for ever bigger and more expensive airports. It could have 
the effect of encouraging development of better-performing aircraf 
able to use the ground facilities available, rather than requiring con 
stant change and enlargement in such facilities. 


Safety Record Disappointing 


Airways safety improvements did not progress during 1947 at the 
rate hoped for by the C. A. A., since funds for establishment of ne 
air navigation aids were cut to 55 per cent of the previous year’s level. 

Complaints about noisy airplanes plagued the C, A. A. throughout 
the year and much of the time of its personal flying and safety regu 
lation experts in the field was spent in alleviating particularly objec 
tionable conditions, with excellent progress reported. Airport manager 
and operators of various flying services cooperated in this, and revised 
their traffic patterns to keep noise to a minimum. Meantime, the 
National Advisory Committee for Aeronautics and certain airplane and 
propeller manufacturers have made technical contributions in reducing) 
engine and propeller noises. 

New safety steps taken during the year include requiring the in 
stallation of radar terrain clearance indicators for prevention of col 
lisions in flight; warning devices to detect smoke in airplane compart 
ments during flight; development of flame-resistant coatings for air 
craft fabric and fire-proof hydraulic fluids; windshields which resist 
fracture in collisions with birds; new navigation procedures throug’ 
uses of VHF ranges; and studies in airline pilot selection and in flight 
instruction methods. 

Radar made its appearance on the civil airways this year, wit 
three ground controlled approach installations being turned over to 
the C. A. A. and three surveillance radar sets being made available fo 
C. A. A, observation and study. The C. A. A. request for 25 additiona 
radar precision beam and surveillance sets for next year was cut to 
two sets, and that for 25 surveillance sets was cut to four. C. A, A, 
traffic controllers continued their study of radar for use in handling 
the steadily-growing volume of air traffic. 

A resurgence in interest in air marking began during the yea 
when the Los Angeles Chamber of Commerce and the Washington Board 
of Trade proposed a skyway between those two cities to be plentifull 
marked by cities and states lying along the route. The route was 
designated by the C. A. A. as ‘‘Skyway Number One,’’ and by the end 
of the year, ten other such skyways were being discussed. 

While the C. A. A.’s aviation education program underwent no sub 
stantial changes during 1947, it secured greatly expanded results, wit 
30 states issuing bulletins for use in aviation education by instructors 
from grade schools to colleges. In all, 47 states, in varying degrees, 
took part in the year’s activities. The Sixth Inter-American Aviatio 
Training Program was concluded during the year. For the first time, 
high government officials connected with aviation in Latin America 


Republics were included. A seventh program is planned to start i 
February. 


AVIATION COMMITTEE APPOINTMENTS 


Announcement of the appointment of William A. M. Bur 
den, L. Welch Pogue and Gerald B. Brophy as members of the 
advisory council of the Congressional Aviation Policy Board 
was made December 22 by the board which said: 


Mr. Burden was formerly Assistant Secretary of Commerce for Ai 
and is now with Smith, Barney and Co., of New York. Mr. Pogue 
former chairman of the Civil Aeronautics Board and a past president 
of the National Aeronautics Association, has law offices in Washington 
Mr. Brophy, a specialist in air law, was first U. S. delegate to the 
Provisional International Civil Aviation Organization, now ICAO. He 


is a partner in the firm of Chadbourne, Wallace, Park and Whiteside 
New York. = 


They will serve on the board’s subcommittee on govern 
ment organization, according to the announcement. 

_ . The board also announced that Alice Rogers Hager, fo 
eighteen years a reporter of aviation in both its national and 
international aspects, had been loaned to the board to serve 
as assistant to William Westlake, assistant executive directo 
and transportation subcommittee consultant. Continuing, it said 


In addition to her newspaper and magazine reporting, Mrs. Hager 
is the author of many books on aviation. From 1940-1942, she was chie 































































pf public information for the Civil Aeronautics Board. In 1944, she 
overed the U. S. Air Forces in the China-Burma-India Theaters as an 
accredited war correspondent. She was president of the Women’s Na- 
ional Press Club in 1946-’47. She has flown on aviation assignments 
approximately half a million miles. Her home is in Washington. 


Sir Traffic Volume Expands, 
arnings Deteriorate 


The volume of traffic carried by domestic airlines has 
expanded markedly since the end of the war, but the earnings 
position of the industry has deteriorated, according to an analy- 
sis of the postwar operating experience of the airlines scheduled 
0 appear in the December issue of the “Survey of Current 
Business,” official publication of the Department of Commerce. 
statement by the department said: 


Total revenue ton-miles of traffic handled increased more than 50 
per cent from 1945 to 1946, with some further gain indicated for the 
rrent year. This has resulted in a substantial increase in operating 
evenues, from a monthly average of $13 million in 1944 to $18 million 


n 1945, $26 million in 1946, and $30 million in the first nine months of 
1947. 


However, operating expenses increased at an even faster rate, with 
he result that a ret loss of $6.4 million—after deducting income taxes 
and fixed charges—was reported for 1946. This compares with a net 
profit of $17 million in 1945 and peak earnings of $19 million in 1944. 

The airlines reported a net operating profit of $5.6 million in the 
hird quarter of 1947, showing the best quarterly earnings in two years. 
But despite the restoration of the 5-cents-a-mile passenger rate this 
year, and the efforts of the industry to bring operating expenses into 
better relationship with revenues, indications are that results for the 


hole of calendar year 1947 will show a greater deficit than was reported 
last year. 

The decline in the rate of profits has been due to the rise in operat- 
ng expenses per ton-mile of traffic carried. These increased from a 
ow of 39 cents, in the second quarter of 1945, to 51 cents in the third 
quarter of 1947. Among the more important factors contributing to this 
ise was the reduction in the passenger load factor to about 67 per cent 
n the third quarter of 1947. When pay loads hovered close to 90 per cent 


of seat-mile capacity during the war, expenses were spread over a 
broader base. 


Other factors raising expenses were: Higher wage rates and 
aterial costs, various costs associated with the postwar expansion pro- 
gram which were charged to operating expenses rather than capital 
account, and higher depreciation charges. In addition, fixed charges 
on the funded debt of the airline system rose from a negligible amount 
prior to 1945 to a current annual rate of approximately $5 million. 

The number of planes in scheduled domestic and territorial service 
nas risen from less than 300 in early 1945 to almost 800 at the beginning 
of November 1947. The number of available seats increased from 5,400 


at the beginning of 1945 to an estimated 26,000 in November of this 
ivear. 


Mississippi Valley Area Airline 
Service Expansion Authorized 


Four trunk-line air carriers obtained authority to serve 
additional intermediate points on their existing routes, one 
such carrier was authorized to extend one of its routes, a 
so-called “feeder” airline received authority to serve an addi- 
tional route segment, and two other “feeder” airlines were 
selected to engage in air transportation of persons, property 
and mail for a period of three years over routes serving many 
points in Missouri, Illinois, Tennessee, Iowa, Kansas, Okla- 
oma, Mississippi and Louisiana, and certain points in Ar- 
ansas, Kentucky and Alabama, in a decision by the Civil 
pepe ig Board in its “Mississippi Valley Case, Docket No. 
48 et al.” 

Mid-Continent Airlines, Inc., received authority to extend 
route No. 26 from Kansas City, Mo., a present terminus of 
hat route, to St. Louis, Mo., via Jefferson City, Mo. Cer- 
ificates of four other trunk-line air carriers were amended to 
permit inclusion of additional intermediate points on the routes 
designated as follows: 

Eastern Air Lines, Inc., route No. 5, Lafayette-New Iberia, 
iLa.; Delta Air Lines, Inc., route No. 24, Longview-Kilgore, 
ex.; Chicago & Southern Air Lines, Inc., route No. 8, Hot 
prings, Ark., and El Dorado, Ark., and Transcontinental & 
estern Air, Inc., route No. 2, Quincy, Ill.-Hannibal, Mo. 

The board amended the temporary certificate of Trans- 
exas Airways for route No. 82, serving many points in Texas, 
so as to authorize an additional route segment from Lufkin, 
ex., to Houston, via Beaumont and Galveston, Tex. 

To Parks Air Transport, Inc., another ‘feeder’ line, the 
board granted authority for three years of operation on routes 
between St. Louis, Mo.-East St. Louis, Ill., on the one hand, 
and, on the other, Davenport, Ia.-Moline, Ill., Cairo, Ill., Mem- 
phis, Tenn., and Tulsa, Okla., and between Kansas City, Mo., 
and Tulsa. Intermediate points that Parks Air Transport would 
serve on these routes were designated by the board as follows: 
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Hannibal, Mo.-Quincy, Ill.; Keokuk, Ia.-Fort Madison, Ia., 
Burlington and Muscatine, Ia.; Cape Girardeau, Mo., Paducah, 
Ky., Dyersburg and Jackson, Tenn.; Poplar Bluff, Jefferson 
City, Springfield, and Joplin, Mo.; Jonesboro, Ark., Topeka, 
Emporia, Chanute and Coffeyville, Kan., and Bartlesville, Okla. 

Southern Airways, Inc., likewise a “feeder” line, obtained 
authority to operate for three years on routes between Mem- 
phis and Jackson, Miss., between Jackson and New Orleans, 
La., between Meridian, Miss., and Hattiesburg, and between 
Hattiesburg and New Orleans. Intermediate points to be served 
on those routes are: Clarksdale, Greenville, Vicksburg, Colum- 
bus, Laurel, Gulfport-Biloxi, and Natchez, Miss., and Baton 
Route and Bogalusa, La. The authority granted to Southern 
Airways was made subject to the right of any party in the 
Mississippi Valley Case or in the Southeastern States Case to 
file a petition for rehearing on the choice of a carrier to pro- 
vide the service south of Jackson and Meridian, Miss. 

The board deferred action on an application of Delta Air 
Lines for authority to serve Monroe, La., as an intermediate 
point between Shreveport and New Orleans, La. 


C. A. B. Figures Show Increase 
in Air Cargo Handling 


Ton-miles of freight handled by the nation’s 16 domestic 
trunk airlines totaled 3,712,719 for September, 1947, as against 
1,551,414 for September, 1946, or an increase of 139.31 per 
cent, according to latest statistics made available by the Civil 
Aeronautics Board. 

For the 12 months ended with September, 1947, freight ton 
miles totaled 27,360,128 as compared with 8,403,807 for the 
12 months ended with September, 1946. 

Other figures showed, for September, 1947, compared with 
September, 1946, a decrease in revenue miles flown, from 
28,061,999 to 27,515,232; a decrease in revenue passenger miles, 
from 608,196,000 to 599,683,000; an increase in U. S. mail ton 
miles, from 2,038,701 to 2,468,244; an increase in express ton 
miles, from 2,092,313 to 2,124,683; and a decrease in the revenue 
nee load factor (per cent of seats occupied) from 80.46 
to 71.15. 

For the 12 months ended with September, 1947, as against 
the 12 months ended with September, 1946, the figures showed 
an increase in revenue miles flown, from 282,800,657 to 314,298,- 
492; an increase in revenue passenger miles, from 5,324,278,000 
to 6,102,407,000; a decrease in U. S. mail ton miles, from 
38,903,942 to 32,318,245; an increase in express ton miles, from 
19,313,528 to 28,834,639; and a decrease in the revenue passen- 
ger load factor percentage from 83.45 to 67.72. 


AIR SERVICE APPLICATIONS 


The following new application for air rights or services 
have been filed with the Civil Aeronautics Board: 


No. 3220, John Fabick Tractor Co., St. Louis, Mo., for a certificate 
authorizing non-scheduled air transportation of persons, property and 
mail by helicopter to points within a 100-mile radius of St, Louis, Mo. 

No. 3223, American Overseas Airlines, Inc., New York, N. Y., for 2 
change in approved service plan so as to provide service to Bremen- 
Hamburg and Cologne-Dusseldorf, Germany. 

No. 3224, Pioneer Air Lines, Inc., Dallas, Tex., for an exemption 
order authorizing applicant to by-pass Mineral Wells, Tex., on certain 
flights between Fort Worth, Tex., and Abilene, Tex., and to by-pass 
Plainview, Tex., on certain flights between Amarillo and Lubbock, Tex. 


T. W. A. AIR CARGO RATE REDUCTIONS 


Drastic reductions in Trans World Airline cargo rates, 
effective January 1, 1948, to apply between specific stations and 
on specific commodities, have been announced by E. O. Cocke, 
T. W. A. president—traffic. The new rates, 
amounting to as much as 40 to 45 per cent reductions, will apply 
to the heaviest cargo traffic generating centers and to the prin- 
cipal destinations of T. W. A. shipments throughout the United 
States, Mr. Cocke said. Greatest reductions are reflected in the 
rate on drugs from St. Louis and on fruits and vegetables from 
Los Angeles, Mr. Cocke said. 


SANTA FE AIR CARGO AUTHORITY 

Santa Fe Skyway, Inc., and the Atchison, Topeka & 
Santa Fe Railway Co., have filed a petition with the Civil 
Aeronautics Board asking for reconsideration of an order 
of the board, of December 5, 1947, entered in docket No. 2930, 
by which it denied a joint request of “Skyway” and Santa Fe 
for amendment of section 292.5 of the board’s economic regu- 
lations or for an exemption order under section 416(b) of the 
civil aeronautics act to permit operation by “Skyway” as a 
noo Se a cargo carrier between points in the United 

tates. ; 
The petitioners said among other things, that the board 
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erred in finding that operation by Skyway as a non-certificated 
cargo carrier would render Santa Fe in violation of the 
civil aeronautics act unless Santa Fe were to divest itself 
of control of Skyway or unless prior board approval were 
obtained of the acquisition of control of Skyway by Santa Fe. 
They also said the board erred in finding that. Santa Fe 
and Skyway had failed to establish that the present enforce- 
ment of section 401(a) of the act would be an undue burden 
on them by reason of the limited extent of, or the unusual 
circumstances affecting, their operations and that such en- 
forcement was not in the public interest. 


P.C. A. RATES INQUIRY AND ADJUSTMENT 


By an order entered in docket No. 3221, identified as No. 
E-1066, the Civil Aeronautics Board has instituted an investi- 
gation of Airfreight Tariff No. 5, C. A. B. No. 9, filed by Penn- 
sylvania-Central Airline Corporation, stating rates, charges, 
rules and regulations applicable to new service in the interstate 
transportation of certain commodities named therein. The pro- 
ceeding has been consolidated with the board’s general investi- 
gation of air carrier freight rates and charges in docket No. 
1705 et al. 

The board, by order E-1061, entered in docket No. 484, has 
fixed temporary rates of compensation to be paid P. C. A. for 
the transportation of mail over its route system on and after 
January 14, 1947, of $385,000, lump sum, for the period January 
14 through February 28, and 60 cents a ton mile on and after 
March 1. The proceeding is to remain open for a final rate 
order retroactive to such date as the board might determine. 


SHIP-AIR PACT PETITION DENIED 

The Civil Aeronautics Board has issued an order, des- 
ignated as No. E-1071, denying a petition of United States 
Lines Co., a steamship operator, for rehearing, reargument and 
reconsideration of the board’s decision in No. 2492 by which it 
disapproved an agreement, No. 157, between U. S. Lines and 
Pan American Airways, under which the ship line acts as gen- 
eral agent in the solicitation of westbound European traffic for 
Pan American, and for stay of the board’s order requiring can- 
cellation of the agreement within 90 days from October 20 (see 
Traffic World, Dec. 6, p. 1675). 

The steamship line said it desired to introduce new evi- 
dence that had arisen since the hearing in the matter, which 
new evidence included a recent trans-Atlantic passenger traffic 
analysis. 

In its order denying the petition, the board said it found 
that the petition alleged new evidence, but that neither the new 
evidence alleged nor any other matters set forth in such peti- 
tion justified a rehearing, reargument or reconsideration of this 
proceeding and its (the board’s) opinion and order of October 
20 therein. Further, it said it found that the petition did not 
set forth sufficient grounds to justify an oral argument in sup- 
port of the petition prior to decision thereon, and that it did not 
set forth sufficient grounds to justify a stay of the order. 


T. P. & W. Traffic Level Rises; 
Plan 1948 Improvements 


The Toledo, Peoria & Western has placed in service its 
first diesel locomotive, a two-unit, 3,000-horsepower engine 
which is expected to be the forerunner of others, eventually 
to lead to the complete dieselization of the railroad’s motive 
power. Russel Coulter, president and general manager, made 
the announcement of the placing in service of the locomotive 
at a press conference in Chicago December 23. 


At the same time, he announced that the T. P. & W. had 
a program of track improvement and additions to bridges and 
structures on which, it was expected, $750,000 would be spent 
in 1948. 


The railroad had reached the level of 1942 gross revenues, 
based on figures for October, he said, adding that, in the six 
months since the long strike was settled and the railroad 
went back into full operation, gross revenues had added up 
to more than $1,750,000. 

“At least that puts us in the Class I railroad bracket,” 
he remarked, adding that revenues were at a rate that would 
have produced $3,500,000 had the road been in operation for 
the entire year. 

He refused to make an estimate of its 1948 revenues, but 
said he was optimistic. T. P. & W. traffic forces had been 
built to the level existing before the beginning of the road’s 
serious troubles in 1941, eighteen traffic offices now being in 
operation, said he. No new traffic offices were in contempla- 
tion, he added. 















WATER TRANSPORTATION 


SHIP CONFERENCE AGREEMENTS 


N. V. Stoomvaart Mattschappij “Nederland” and N. V. 
Rotterdamsche Lloyd, jointly operating the ‘Java Pacific line,” 
and American-Hawaiian Steamship Co., Pope & Talbot, Inc., 
and the Waterman Steamship Corporation, have entered into 
an agreement, which has been filed with the Maritime Com- 
mission for approval under section 15 of the shipping act, 1916, 
designated as No. 7634, covering transportation of cargo under 
thru bills of lading in the trade from Iran, Iraq, Pakistan, 
India, Ceylon, Burma, Netherlands East Indies, Straits Settle- 
ments, Philippine Islands to San Juan, Ponce, or Mayaguez, 
Puerto Rico, with transhipment at Seattle, Portland, San Fran- 
cisco, Los Angeles Harbor, or Long Beach. Under the agree- 
ment, designed to supersede agreements Nos. 5872 and 4138, as 
amended, the first two mentioned parties, referred to as the 
“Trans-Pacific Carrier,” will transport cargo from the near and 
Far East to the U. S. Pacific coast where the other mentioned 
carriers, referred to as the “Puerto Rican Carrier,” will pick 
up the cargo for transportation to Puerto Rico, the thru rates 
to be named as filed by the “Trans-Pacific Carrier,” and ap- 
portioned between the joint parties. Provision is made for 
absorption of transhipment express at U: S. ports. Specified 
landing charges at Puerto Rican ports are to accrue to the 
Puerto Rican carrier in addition to its proportion of the thru 
rates. 

















































































































LIGHTERAGE CHARGES IN ALASKA 


Examiner F. J. Horan, of the Maritime Commission, in a 
supplemental proposed report in No. 652, Rates Between Places 
in Alaska, has recommended that the rates, fares and charges 
of the Lomen Commercial Co. for lightering cargo between 
ship and shore at Nome and four other points in Alaska be 
found unjust and unreasonable, in violation of section 18 of the 
shipping act, 1916, and that Lomen’s statement of its rates 
as percentages of Alaska Steamship Co. rates and Lomen’s 
failure to observe the free-time provision of its tariff be found 
to violate section 2 of the intercoastal shipping act, 1933 (see 
Traffic World, Oct. 25, p. 1212). He also recommended a find- 
ing of the commission that rates, less than those specified in its 
schedule filed with the commission, charged for lighterage of 
freight under contracts with certain companies, were in viola- 
tion of section 18 of the shipping act, 1916, and section 2 of the 
intercoastal shipping act, 1933, as amended. 

The examiner said, in discussion of the Lomen Commercial 
Co. operations, that a fair rate of return should not exceed 
7 per cent, and that, on the basis of the company’s earnings 
figures for 1946, its net income of $49,296.94 for its lighterage 
department had exceeded a fair return by $31,796.94. Gross 
freight revenue of the Lomen lighterage department. for 1946, 
he said, amounted to $345,008.74. 


















































































































M. C. HEARINGS ON SUBSIDIZED VESSEL WAGES 

The Maritime Commission has announced that a hearing 
will be held January 23 at New Orleans, La., at the Jung Hotel, 
before Chief Examiner G. O. Basham, to determine minimum 
wages, minimum manning and reasonable working conditions 
on subsidized American vessels. 
































HAY COMPANY’S TOWBOAT FLEET 

The “Fort Dearborn,” a modern post-war towboat built for 
the John I. Hay Co. of Chicago by the St. Louis Shipbuilding & 
Steel Co., was shown to friends of the companies and to the 
press at the St. Louis Mississippi River water front the after- 
noon of December 15. The Fort Dearborn joins the Hay fleet of 
towboats which propel trains of barges on the Mississippi- 
Illinois river system. The new boat will operate on the same 
route as the George T. Horton, placed into service two years 
ago, and will serve New Orleans, intermediate river, and inter- 
coastal points. 

The Fort Dearborn will serve as a bulk commodity and 
common carrier of freight. It is a twin screw towboat, with 
an all-welded steel hull. It is 156 feet long, and has a beam of 
35 feet and a depth of ten feet. Its power unit consists of two 
10-cylinder opposed piston-type Fairbanks-Morse engines, being 
the first new towboat on which this type of engine has been 
used. The hull is divided into 25 watertight or oil-tight com- 
partments. The galley, crew’s mess, officers’ mess, crew’s 
lounge, and quarters for 18 persons, are located on the main 
deck. On the upper deck, accommodations are provided for 
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an officers’ lounge, quarters for the captain, chief engineer, two 
pilots, two assistant engineers, and guests. Curtains in all 
quarters, lounges, and messrooms are of fireproof glass cloth. 














SEPTEMBER WATER-BORNE TRADE 


United States water-borne trade amounted to 14.9 million 
long tons valued at $1,232 million in September, 1947, as com- 
pared with 16.9 million long tons valued at $1,202 million in 
August, 1946, representing a decrease of 12 per cent in 
shipping weight accompanied by an increase of three per cent 
in value, according to an announcement by the Bureau of the 
Census, Department of Commerce, which added: 


September export and import shipments on dry cargo vessels de- 
creased 14 per cent in eshipping weight but increased three per cent in 
value. On the other hand shipments on tanker vessels remained at 
approximately the same level during this period. 

Water-borne exports decreased from 12.2 million long tons ($899 
million) in August to 10.6 million long tons ($853 million) in September. 
During this same period water-borne imports decreased in shipping 
weight from 4.7 million long tons to 4.3 million long tons, but increased 
in value from $303 million to $379 million. 






















































































DREDGING AT PORT OF BOSTON 

The Port of Boston Authority has awarded the contract for 
excavation, dredging and filing at the site of the new Hoosac 
Pier No. 1, Charlestown, Mass., to the Bay State Dredging & 
Contracting Co., East Boston. The $248,850 contract is the first 
step in the construction of a modern cargo terminal on the site 
of the old Hoosac tunnel docks. The Hoosac Pier, when finished, 
will be operated under lease by the Boston & Maine Railroad. 



































ATLANTIC AND GULF WAGE NEGOTIATIONS 

Wage negotiations between the maritime unions and At- 
lantic and Gulf steamship companies have been under way 
since early in December, on union demands for a 15-25 per cent 
increase in basic wages and in the overtime rate. The National 
Maritime Union, the American Communications’ Association, 
and the National Marine Engineers’ Beneficial Association, as- 
sert that rising living costs justify their demands, a contention 
which the committee representing the operators vigorously 
oppose. While neither side has offered to compromise, nego- 
tiators on both sides believe that agreement will be reached 
without recourse to a strike. 


All Rules Disputes Settled 
with Conductors and Trainmen 


Agreement on the last of the wage and rules issues between 
the nation’s railroads and the Order of Railway Conductors 
and the Brotherhood of Railroad Trainmen was announced 
December 18. 

The final settlement involves 1500 dining car stewards 
represented by the two brotherhoods. Under its terms the 
stewards gain a 225-hour month, with time and one-half after 
240 hours. Revisions in thirteen other working rules were 
agreed to. Most of them involve the computation of hours 
worked. 

Eleven other rules affecting conductors, trainmen and yard 
employees, which had been left over for negotiation following 
a on wages and other rules last month, also were 
settled. 

Extra men in yard service are to receive overtime at the 
rate of 1% times the hourly rate after 8 hours, and principles 
were agreed on with respect to payment for final terminal 
delay, conversion of through freight wage rates to local freight 
rates, uniforms, and yardmasters’ rates and hours. 

The carriers withdrew two of their proposed rule changes 
and obtained an agreement on principles to govern the revision 
of five others. These included fixing of switching limits and 
abolishment of yard assignments; time limit on claims, inter- 
divisional runs and the pooling of cabooses. 

The November agreement granted the 200,000 employees 
represented by the Order of Railway Conductors and the 
Brotherhood of Railroad Trainmen a wage increase of 15% 
cents an hour and changes in four working rules. The same 
wage increase had been awarded approximately 1,000,000 non- 
operating railroad employees by an arbitration board under the 
Railway Labor Act early in September. 

Remaining to be settled are the wage and rules demands 
of the three other operating unions, the Brotherhood of Loco- 
motive Engineers, Brotherhood of Locomotive Firemen and 
Enginemen, and the Switchmen’s Union of North America, the 
latter representing about 7 per cent of the switchmen employed 
by the nation’s railroads. These organizations, representing 
approximately 125,000 employees, rejected the carriers’ offer 
of a 15% cent an hour wage increase and disposition of rules 
differences by negotiation. 
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Their demands for a 30 per cent wage increase, with a 
minimum increase of $3 a day, and rules revisions, continue in 
mediation with the three unions in the process of taking a 
strike vote. 

Negotiations with the conductors and trainmen have been 
under way since October 7. R. O. Hughes, represented the 
Order of Railway Conductors. S. R. Harvey, assistant presi- 
dent of the Brotherhood of Railroad Trainmen, represented that 
organization until his sudden death December 17. The railroads 
were represented by committees headed by H. A. Enochs, for 
the eastern lines; D. P. Loomis, for the west; and J. B. Par- 
rish, for the southeast. 


MEDIATORS RECESS FOR HOLIDAYS 


The National Mediation Board, which has been seeking a 
settlement in the dispute between three operating railroad 
brotherhoods and the nation’s railroads (see Traffic World, 
December 20, p. 1844), has recessed its proceedings for the 
holidays, and will resume January 5 in Chicago. 


A. T. A. Attorney Assails Wage-Hour 
Rules Affecting Executives 


Peter T. Beardsley, attorney for the American Trucking 
Associations, Inc., has urged the wage-hour administrator to 
rescind two of his regulations governing executive and admin- 
istrative employes which, as viewed by the A. T. A., have 
proved confusing and have “thwarted the intent of Congress.” 

Testifying at a hearing before the administrator of the 
Labor Department’s wage and hour division, he specifically 
asked for deletion of a regulation fixing salary standards for 
executive, administrative and professional employees before 
they might be considered exempt from the minimum wage 
and overtime provisions of the fair labor standards act. 

He said Congress would have used “clear and unmistakable 
language in setting forth such an unprecedented delegation of 
its legislative power” if it had intended to confer such authority 
upon the administrator. The latter’s regulation, he added, “has 
in effect repealed, or at least nullified to a considerable extent” 
the exemption provided by Congress. 

Mr. Beardsley said the administrator had the power, if the 
regulation was valid, to nullify the exemption completely by 
raising the salary specifications to high levels and, ‘‘in the 
guise of administration, actually legislate the exemption out 
of existence for all intents and purposes.” As an illustration, 
he called attention to a petition by the United Electrical Radio 
and Machine Workers of America to require a salary of $500 
a month or more for such employes before the exemption ap- 
plied. He also asked for rescission of the regulation that held 
executives, administrative and professional employes were not 
exempt if more than 20 per cent of their hours of work was 
of the same nature as that performed by non-exempt employes. 
He said in some cases where an employee qualified for ex- 
emption but happened to be near the borderline of the 20 per 
cent standard, “it is impossible to determine with any degree 
of certainty his precise status.” 

“We believe that the primary or major duties performed 
by an employee furnish, in nearly every case, a real indication 
of whether or not he should be held to fall within the terms 
of the section 13(a)(1) exemption,” he said. “Tying his in- 
dividual activities in with those of non-exempt employes simply 
confuses the employer who tries in good faith to determine 
an employe’s status.” 


STATE COMMISSION PERSONNEL CHANGES 


_ Former Commissioner David M. Brackman has been ap- 
pointed to the Massachusetts Department of Public Utilities to 
fill the vacancy caused by the retirement of Commissioner 
Francis M. McKeown, according to a bulletin issued by Fred- 
erick G. Hamley, general solicitor, National Association of Rail- 
road and Utilities Commissioners. 

Commissioner Leon Jourolmon, Jr., has resigned from the 
Tennessee commission, effective January 1, 1948, according to 
advice received by Mr. Hamley. 

In North Dakota, I. A. Acker has been appointed commerce 
counsel for the Public Service Commission, succeeding James M. 
Hanley who is now with the Judge Advocate General’s office in 
Washington. 


PARCEL POST TO FRANCE 


Postmaster General Donaldson has announced that, effec- 
tive January 1, 1948, the weight limit on parcel post destined 
to France will be increased from 11 to 22 pounds, and that on 
the same date the limitation on frequency of mailing periods 
will be removed. He noted that the postage rate for parcel 
post to France was 14 cents a pound. 
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Pleads for Time in Which 
to Analyze Exhibits 


Editor the Traffic World: 

Forthrightness is a prerequisite in the practice of inter- 
state commerce law. It has been said that the American judicial 
or quasi-judicial system is faulty. One of the anecdotes too 
often quoted is about a non-citizen who appeared in court for 
the first time, was sworn “to tell the truth, the whole truth 
and nothing but the truth,” and who said after he was released 
from the witness stand: “Everyone in the room did everything 
that they could, to prevent me from carrying out my oath, from 
then on!” 

This note shall not deal with the vicissitudes of parties to 
a complaint before the Interstate Commerce Commission (which 
has a priceless reputation for impartial decisions over a period 
of many years) but rather with procedure before the appointed 
examiners or members of the Commission. 

A member of the Commission’s bar should be granted an 
opportunity to examine in detail the exhibits introduced by his 
opponents. These should not be admitted in evidence until the 
practitioner or attorney has had an opportunity to analyze 
their contents. Often, the exhibits have required weeks to 
compile and it is. not equitable that opposing parties receive 
only a few minutes to object to, or sustain the material pre- 
sented. 

It would seem to be more practical from the standpoint of 
the record and in order to furnish the Commission with the 
facts they need to make an impartial decision, to allow an 
analyses of exhibits even if it means an adjournment of hearing 
for a period of 24 hours. 

The Commission has always operated in a most democratic 
way. All parties should have equal opportunity to produce 
facts by direct or cross examination. How else will the record 
be complete? How else will the chaff be winnowed from the 
grain? How else would we expect a human being, sometimes 
thousands of miles away from the hearing room, to arrive at 
a logical conclusion as to fact if rebuttal of an exhibit is not 
allowed because there is not time for digesting and analyzing 
7? 

It is humbly suggested that examiners should be instructed 
to allow a reasonable length of time to elapse between the 
introduction of an exhibit and acceptance or denial of the 
document. 


Undue delays would be avoided by the judgement of the 
examiner. Many times parties to the proceeding are from other 
cities and a lengthy continuance would be most inconvenient. 
Therefore, depending upon the number of pages, need for 
checking tariff references and facilities to corroborate statistics 
presented, the examiner should be allowed to name the length 
of time which, in his judgement, should be necessary to expedite 
analyses of exhibits. 

Examiners often have itineraries which are limited as to 
time allowed for any proceeding, due to a most capable in- 
dividual in the Commission, whose duty, among others, is to 
see that no great “gaps” are permitted in their schedules. Again, 
these circumstances should be, and can only be left to the 
examiner’s judgement. It is my firm conviction that the exam- 
Iner should be given considerable latitude in ruling on these 
matters. 




















































Frank C. Hefferren, Commerce Consultant 
Chicago, Nov. 12, 1947. 


Proposes Interchange 


for Passenger Tickets 


Editor the Traffic World: 

I have followed with considerable interest the editorials 
on passenger service which have appeared in the Traffic World. 

I undertook to place the southern passenger situation be- 
fore the Commission, at the Montgomery hearing in Ex Parte 
166, to which you referred briefly in the issue of November 29. 

It strikes me that railroad management has a colossal 
herve to spend millions of dollars in modernizing passenger 
train service for the benefit of a few and turn to the general 
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freight paying public to foot the bill. If the passenger depart- 
ments of the railroads had to rely upon its own earnings and 
not have a blank check on the treasury of such railroads, there 
would be an immediate change in methods. 

The more I study the problem the more convinced I am 
that the railroads should interchange tickets with each other 
over reasonably direct routes. This latter situation could be 
protected by printing in the body of the coupon of each ticket 
the alternative routes over which that particular ticket would 
apply and could include a “box” which the conductor would 
punch to indicate the route such individual passenger traveled. 
It would then become merely an auditing proposition in making 
interline settlement. 

F. E. Harrison, Jr., Traffic Manager, 
Stock Road Department of Florida. 
Tallahassee, Fla., Dec. 12, 1947. 


Politics, Freight Rates and the 
Interstate Commerce Commission 


Editor the Traffic World: al. 

A few weeks ago there occurred in this city an incident 
that has a national implication and to my mind reflects a most 
unfortunate trend of the times in the thinking regarding the 
Interstate Commerce Commission and railroad freight rates. 

Harold E. Stassen, former governor of Minnesota, at pres- 
ent an avowed candidate for the Republican party nomination 
for President of the United, States, visited Little Rock for the 
purpose of setting up party machinery for a preferential pri- 
mary for adherents of his political faith in Arkansas. 

No courteous southerner or constitution-loving citizen 
could or would urge an objection to this visit to Arkansas for 
the specific purpose of satiating the political ambition of Mr. 
Stassen; but one of the reasons given by the chairman of the 
Republican party organization in Arkansas for supporting Mr. 
Stassen appeared to be that, if he carried Arkansas, secured 
the nomination and then was elected as President, he might 
appoint a Republican from Arkansas as a member of the Inter- 
state Commerce Commission, and that appointee might and 
undoubtedly would cure the great freight rate discrimination 
that exists against the south and then there would follow 
“equality in freight rates,” whatever that means. The old 
political “pork barrel” approach, the hand me and give me 
stuff, was dangled before the binoculars of the Arkansas 
electorate. 

For instance, this fulmination from the head of the Repub- 
lican organization in Arkansas appeared in the Arkansas 
Democrat, Sunday November 23 in connection with Mr. 
Stassen’s visit: 

“We'd like to see southerners in key national positions—a 
seat on the all important Interstate Commerce Commission. 
The south has been fighting for years for equality in freight 
rates, but never in history has the south held a seat on the 


Interstate Commerce Commission, which legally controls freight 
rates.” 


The article stated that the chairman then asked Stassen 
bluntly how he felt and that Stassen agreed. If Stassen agreed 
to this statement as the truth he is certainly lacking in knowl- 
edge of his nation’s history. 


Certainly the head of the Republican organization in Ar- 
kansas must know that a great many southerners have seen 
service and sat in the seats provided by Congress for the mem- 
bers of the Interstate Commerce Commission. 


I don’t know whether all the Southerners were Republican 
or not. One was, I know, Hugh Tate, of Tennessee; but the 
point is no commissioner’s political alignment peculiarly quali- 
fies him to serve as a member of, the Commission, nor should 
party interest enter into the discharge of official duties. 

There are four southerners serving at the present time on 
the Interstate Commerce Commission: to wit: Walter M. W. 
Splawn, of Texas; J. Haden Aldredge, of Alabama; John Rod- 
gers, of Tennessee, and J. Monroe Johnson, of South Carolina. 
Three of these commissioners in recent years have served as 
chairman of the Commission. J. Monroe Johnson, in addition 
to being a commissioner, is director of the Office of Defense 
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Transportation. When did Texas, Tennessee, Alabama and 
South Carolina cease to be southern states? 

Little Rock people will remember the speech J. Monroe 
Johnson made at a banquet of the Little Rock Chamber of 
Commerce and the Southwest Shippers’ Advisory Board Sep- 
tember 26. Mr. Johnson said: 

“I am a Confederate—I am a rebel—lI still am. I am as 
sure the Confederacy was right as I am sure that transportation 
has made the progress of the human race. Confederacy was 
right under the law, but no one is happier than I that the 
Confederacy failed. This gave to us a united nation.” 

As the first shot in the gun fight—the war between the 
north and south—was fired at Fort Sumter, we were in hopes 
that this utterance from the fiery South Carolinian—would be 
the last shot in the word war between the north and south 
about freight rates; but no such good luck. 

I take the position that a commissioner’s political affilia- 
tion or his geographical birth should in nowise enter into his 
deliberations or decisions as a member of the Commission. 
They have not done so in the past and I do not believe they 
will in the future. 

The instruments of commerce over which the Commission 
holds jurisdiction reach the width and breadth of the entire 
nation. It is the nation’s welfare as a whole it has to consider 
and not political parties or sectional prejudices. 

I, for one, am sick and tired of reading about politicians 
running for office on a platform of alleged discrimination in 
freight rates. Most politicians know little about freight rates 
or the functioning of the Interstate Commerce Commission, and 
care less. The idea is to play to a sectional prejudice in order 
to obtain a public office. If there exists unjust discrimination 
in freight rates, or any undue or unreasonable prejudice or 
disadvantage in any respect whatever, I am willing to trust 
the Commission in a proper proceeding to cure it. Why resort 
to sectional political pressure groups? 

The Commission is the oldest of the federal regulatory 
agencies. The President appoints the members with the advice 
and consent of the Senate, and may remove them for ineffi- 
ciency, neglect of duty, or malfeasance in office. A primary pur- 
pose in thus establishing the membership of the Commission 
was to keep it free from partisan poltical control. The act 
stipulates that not more than six of the eleven members may 
be from the same political party. 

In theory the Commission is the arm of the Congress in 
the exercise of specific powers vested in it by law to regulate 
interstate transportation of persons and property. For a little 
more than a year it reported to the Secretary of the Interior. 
Thereafter, it was ordered to report directly to Congress. 
Primarily, the Commission’s duties are quasi-judicial. 

Can’t there be a surcease of this continual effort to use the 
Commission as a stepping stone for political advancement? 

“Equality in freight rates,” “uniformity in freight rates,” 
“parity in freight rates,” are all well sounding phrases, but 
are too often used as political catch phrases to deceive and 
alarm the public of some given section. They have elaborate 
and extensive ramifications and in their broad application they 
are like the old lady’s Mother Hubbard, they cover everything 
in general, and touch nothing in particular. 

T. E. Wood, Director of Tariffs and Transportation, 

Arkansas Public Service Commission 
Little Rock, Ark., Dec. 12, 1947. 


Praise for Pennsylvania's 


Dining Car Service 


Editor the Traffic World: 
Attached is a copy of a letter that I felt would be of 
interest on account of complaints you have received on rail- 
road passenger service and your own editorials concerning this. 
For your information, Mr. Moore is assistant to our presi- 
dent and has traveled extensively over the years. It is only 
hoped that the service he received was not an exceptional 
instance but is general on this particular train at least. 
It is hoped this information gives encouragement to you, 
as it does seem your comments in the Traffic World are bear- 
ing fruit. 
V. V. Jones, Traffic Manager, 
Shellmar Products Corporation 
Mount Vernon, Ohio, Dec. 12, 1947. 


Mr. J. F. Finnegan, 

General Superintendent Dining Car Service, 

Pennsylvania Railroad, 

Long Island City 1, New York 

In spite of the fact that I have traveled almost constantly 
since 1914 and experienced all types of service, both good and 
bad, this is the first letter of either complaint or commendation 
that I have written in this period, 
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Like hundreds and possibly thousands of other executives 
forced to travel, I practically gave up using the railroads during 
and since the war as I found my mental and physical well- 
being too much upset at the end of the trip, by the often inso- 
lent as well as inadequate service provided, particularly insofar 
as the dining cars were concerned. 

I had occasion to make a round trip to Chicago this past 
week and was forced to use the railroad because of a variety 
of conditions and I am very happy to say that I was most 
agreeably surprised and enthusiastic in my praise of the un- 
believable transition which you have brought about, particu- 
larly if the experiences I had are at all general. 

My trip from Mansfield to Chicago was on Train No. 53 
on November 17, and the return trip, Chicago to Crestline, was 
on the General, Train No. 48 on November 20. The quality of 
food was superior—the best I have had on a train in many 
years on the trip to Chicago, and the crew quite outstanding 
and to my mind deserving of a better run. On the return trip, 
having eaten at Chicago rather late, my requests for dinner 
were out of the ordinary, and again I found the steward and 
crew most cooperative, accommodating and courteous and 
again the preparation of the food, as well as the food itself, 
was very outstanding. 

It is a pleasure to lend encouragement to the herculean 
task which I know confronts you in this respect and you will 
undoubtedly be glad to know that this effort is not in vain and 
will be rewarded, in my case at least, by greater patronage 
in the future. 

W. L. Moore 


November 25, 1947. 


“Balanced Traffic” as a Control 
Over Continued Rate Advances 


Editor the Traffic World: 

The recent wave of petitions for all types of rate increases 
by the rail lines appears to have its root in decreased traffic 
which, obviously, has been created by the customers’ diversion 
to other modes of transportation. How then can these perennial 
eruptions be stopped other than by those affected sitting down 
across the table and doing business in the customary business 
way? r 

I, for one, deplore the unorthodox method of buyer and 
seller doing business through a third party who, at best, must 
reach a decision that is based on the attempts of industrial 
representatives to have their industries from the harm of fur- 
ther increased rates to the greatest possible degree. If business 
and transportation are to survive, isn’t it time for buyers and 
seller and the interests that make up the fabric of both to get 
together to determine the abilities of each to pay more or less? 

The reins that control the volume and direction of the 
traffic of this country haven’t changed since interstate com- 
merce became a business. Therefore, the solution may be the 
direction of traffic in balanced or controlled volumes to the 
several services so that the level of efficiency of all modes 
of transport will not be impaired, provided the factors that 
make for good management are always evident and open for 
inspection. Competition may be a stimulus for effort and im- 
provement, but it is a very poor implement to hold down costs, 
because it dilutes traffic so that, in the end, no one can survive 
on the quantities left. Consequently, there are recurring in- 
creased costs. 


The problems of the past and present stem entirely from 
poor salesmanship in all departments and a disregard for the 
capacity of the customer to “foot the bills” of the ever-increas- 
ing costs of doing business. However, both shipper and carrier 
could, if so included, hold all if not most of the transportation 
price trends if they would but understand the economics that 
form the foundation of prices. All of ‘the losses experienced so 
far could for the most part be salvaged if the fundamentals of 
business were brought into play. 

J. B. Griffin, Superintendent of Traffic, 
Scovill Manufacturing Company. 
Waterbury, Conn., Dec. 18, 1947. 


SOO LINE VOTING TRUST TO END 


The voting trust under which all of the stock of the Min- 
neapolis, St. Paul & Sault Ste. Marie Railroad has been held 
since the company came out of reorganization on Septemer 1, 
1944, will be terminated as of the end of this year, H. C. Grout, 
Soo Line president, has announced. Control of the company has 
been held by five voting trustees consisting of Mr. Grout; Homer 
B. Vanderblue, Evanston, Ill.; Henry S. Kingman, Minneapolis; 
George W. Webster, Minneapolis; and Henry S. Mitchell, Min- 
neapolis. Although the voting trust would not have expired by 
its terms until 1950, the trustees were empowered, by unanimous 
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MAIDEN VOYAGE 


Sailing 
from 
from 
from 
from 
from 


Portland 
Seattle 
Vancouver 
San Francisco 
Los Angeles 


Dec. 24 
Dec. 27 
Dec. 31 
Jan. 3 
Jan. 5 


M.S. SEATTLE 


First of Johnson Line’s New High-Speed 
Ultra-Modern Passenger-Cargo Ships 


to enter service between the Pacific Coast, Central America, 
South America and Western and Northern Europe. 


The M. S. SEATTLE is the first of five new motorships of conspicuously advanced 
design ...the fastest passenger-cargo vessels ever to serve the European-North 
Pacific trade route. Over 500 feet long, these 9,000-ton ships maintain a speed of 
20 knots loaded and are equipped to handle loading and unloading operations with 
exceptional efficiency. Every modern navigation and protection control is provided, 
and each ship has a refrigerated capacity of 95,000 cubic feet, of which one-third can 
be maintained at four degrees below zero for deep-freeze cargo. 


“| EXCEPTIONAL SPEED AND EFFICIENCY in loading and unloading are provided by fourteen 


cranes and seven hatches. This vessel employs cranes exclusively; of an unusual new design, 
they have a reach of 41 feet with load capacities of 2 to 5 tons. They have been especially 
designed for maneuverability and safety. Because of the large number of hatches cargo can 
be placed most advantageously for speedy discharging, while every facility has been pro- 
vided for its safeguarding en route. 


_ LUXURIOUS ACCOMMODATIONS for 12 passengers are provided in a sumptuous Owner's 


Suite with sitting room, three large double rooms and four single rooms—all outside, each 
with private bath. Reflecting the taste and craftsmanship of Sweden’s leading designers, 
these rooms, as well as the spacious public rooms pro- 
vided, have been developed in beautiful wood treatments, 
using Swedish maple, elmwood and walnut, with metal 


fittings of Swedish stainless steel. 
Si 


REDERIAKTIEBOLAGET NORDSTJERNAN e STOCKHOLM, SWEDEN 


630 Fifth Ave., New York 20, N. Y. 
W.R.GRACE & CO., General Agents Pacific Coast 


2 Pine St., San Francisco 11, Calif. . 408_White Bldg., Seattle, Wash. 


523 W, 6th St., Los Angeles, Calif. . 738 Mead Bldg., Portland, Ore. 
CRESCENT WHARF & WAREHOUSE CO., Agents, Pier 1, San Diego, Calif. C. GARDNER JOHNSON, LTD., Agents, 991 Hastings St. West, Vancouver, B. C. 
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action, to terminate it prior to that time, and such action was 
taken at a meeting of the trustees held recently in Minneapolis. 
Effect of the trustees’ action will be to give the stockholders 
the voting rights in the company, instead of to the voting trus- 
tees, Mr. Grout explained. 


Allegheny Advisory Board Action 


Opposition to S. 1812, the Capehart bill to establish a De- 
partment of Transportation, and to S. 1141, a bill to amend 
the transportation of explosives act, was voted by the executive 
committee of the Allegheny Regional Advisory Board, which 
held a joint meeting with the railroad contract committee, 
December 18, in the Roosevelt Hotel, Pittsburgh. C. W. Gott- 
schalk, general traffic manager, Jones & Laughlin Steel Cor- 
poration, Pittsburgh, and chairman of the executive commit- 
tee, presided. The legislative committee report was presented 
by Dr. Sidney L. Miller, professor of transportation, University 
of Pittsburgh. , 

Reporting for the car efficiency committee, J. N. Lind, 
traffic manager, Spang Chalfant, Ambridge, Pa., said that 
movements through certain terminals could be improved and 
asked the carriers to give those terminals special attention. 
The committee urged shippers and receivers to cooperate in 
every way possible to help the freight car situation. Attention 
was directed to the necessity of selecting proper box cars for 
loading heavy concentrated commodities, and for giving more 
detailed supervision in the loading, bracing and blocking. 


D. O. Moore, manager, freight traffic department, Pitts- 
burgh Chamber of Commerce, reporting for the freight claim 
prevention committee, discussed the role of the individual in 
the campaign to reduce freight loss and damage. 

W. E. Callahan, manager, open top section, car service 
division, Association of American Railroads, Washington, D. C., 
reported on the national transportation situation. He said that 
carloadings for 49 weeks of 1947 were 42,217,703 cars, an in- 
crease of 8 per cent as compared with 1946 performance. Turn- 
around time of freight cars in October averaged 12.4 days, an 
all-time record. A daily average of 45 miles for each car in 
service compared with 1946 performance of 42.4 miles. The 
railroads had 124,305 cars on order as of December 1, 1947, 
the most ambitious car-building program since 1924. Mr. Cal- 
lahan said there are many indications that the freight car 
movement in 1948 will closely follow the 1947 pattern, and 
possibly exceed this year’s peacetime record. 


See Carloading Increase 


The board estimated that carloadings originating in the 
territory during the first quarter of 1948 would be 3.8 per cent 
above the corresponding period of 1947. The iron and steel 
committee estimated that 232,424 cars would be shipped, an 
increase of 6.4 per cent. Coal and coke shipments are expected 
to increase 2.7 per cent. A total of 788,645 cars were originated 
during the first quarter of 1947, and a total of 809,938 cars 
was forecast for the first quarter of 1948. 

Other commodities for which percentage increases were 
forecast are: Gravel,.sand and stone, 4.8 per cent; machinery 
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and boilers, 7.2; cement, 5.2; brick and clay products, 13.5; 
paper and paper products; electrical goods, 27.8; enamelware, 
32.8; and aluminum products, 4.8. 

; Commodities for which percentage decreases were forecast 
include the following: Glass bottles and containers, 9.6 per 
cent; tires, 6.9; and polished plate glass, 3.1. 


A. A. R. LOADING ‘PAMPHLETS REISSUED 


A 22-page illustrated pamphlet, No. 36, entitled “Loading 
Bulk Grain,” has been issued in a revised edition by the freight 
loading and container section, Association of American Rail- 
roads. The pamphlet now contains information respecting the 
steel strap-reinforced paper grain doors. 

The section has also reprinted another pamphlet, No. 10, 
“Methods for Battening Car Doors as Protection Against Dam- 
age by Weather, Cinders, Etc.” The pamphlet has not been 
revised, but many of the illustrations have been redrawn and 
reproduced in larger size. Interested shippers may receive 
free copies of the pamphlets by addressing Secretary A. H. 
Grothmann of the section, at 59 East Van Buren St., Chicago 5. 


SOUTHWEST SHIPPERS ADVISORY BOARD 


A special meeting of the executive and railroad contact 
committees of the Southwest Shippers Advisory Board will be 
held January 9, in the Hotel Baker, Dallas, Tex., to consider 
rail car deficiencies and to act on certain legislation now pend- 
ing before Congress. The meeting was called by the board’s 
general chairman, Frank H. Cross, district traffic manager, 
General Mills, Inc., Oklahoma City, Okla. 

The two committees will hold separate meetings during the 
morning and will meet jointly for a luncheon at 12:15 p.m. 
The next regular board meeting will be held March 4-5, in the 
Gunter Hotel, San Antonio, Tex. 


FREIGHT COMMODITY CLASSIFICATION 

The accounting division of the Association of American 
Railroads has issued supplement No. 2 to A. A. R. Freight 
Commodity Classification, 1947 edition, superseding supplement 
No. 1 issued June 1, 1947, effective July 1, 1947. The new 
supplement is effective January 1, 1948. It was prepared by 
the A. A. R. freight commodity classification committee charged 
with the duty of keeping the 1947 edition of the classification 
on a current basis, according to E. R. Ford, secretary of the 
accounting division. 


MAIL SERVICE TO ALASKA. 

Effective January 15, 1948, restrictions now in effect on 
movement of mails in the winter time to a number of post 
offices in the Seward peninsula area of Alaska will be amended 
to permit the sending by air mail of all mail bearing postage 
at the air mail rate of 5 cents an ounce, according to a Post 
Office Department announcement. The department said that 
great expansion of air facilities to Alaska made possible the 
improvement of mail service to the Seward peninsula. Hereto- 
fore, in the period from November 1 to April 1, it said, mail to 
that area had been restricted to letter mail, postal cards, single 
copies of newspapers, and, under favorable conditions, emer- 
gency shipment to individuals of articles urgently needed to 
maintain the ‘health of the residents of the peninsula. 


ice. Mr. Dey will continue as a member 
of the board of directors. 


The Lehigh & New England Railroad 
has announced the following appoint- 
ments: R. E. Bauder to general freight 
agent, Bethlehem, Pa.; J. S. Mowbray 


Douglas Orme has been elected vice- 
president in charge of traffic, at Big 
Spring, Tex., for the Cosden Petroleum 
Corporation. 

* * ok 

Harry Sengstacken has been appointed 
| passenger traffic manager, at Chicago, 
: for the Chicago, Milwaukee, St. Paul & 
Pacific Railroad. Mr. Sengstacken suc- 
ceeds F. N. Hicks, who is retiring after 
47 years of railroad service. Frank J. 
Calkins, general agent at Vancouver, is 
. retiring after 54 years of service. E. C. 
' Chapman is succeeding Mr. Calkins. Mrs. 
. E. M. Peterson, chief clerk in the pass 
. bureau, Chicago, is retiring after 26 
years of service. | ; 
E. E. McInnis, vice-president and gen- 
’ eral counsel, at Chicago, for the Atchi- 





son, Topeka & Santa Fe Railway, is 
retiring January 1. Jonathan C. Gibson 
will succeed Mr. McInnis. R. S. Outlaw 
will succeed Mr. Gibson as general solic- 
itor. 

* * * 

The Toledo, Peoria & Western Rail- 
road has announced the following ap- 
pointments: William G. McLaren to gen- 
eral agent, Portland, Ore.; George F. 
Hillman to general agent, Seattle, Wash.; 
Frank H. Sanders to general agent, In- 
dianapolis; Frank C. Aldrich, Jr., to 
perishable freight agent, New York City; 
Lawrence J. Houlihan to chief clerk, 
Chicago. , 

* * kK 

Ben C. Dey, general counsel, at San 
Francisco, for the Southern Pacific 
Lines, is retiring after 42 years of serv- 


to assistant general freight agent, Beth- 
lehem, Pa.; John H. Welch, Jr. to com- 
mercial agent, Hartford, Conn. The posi- 
tions of general agent and traveling 
freight agent at Hartford have been 
abolished. 

* * * . 

R. Gordon Miller has been appointed 
general agent, at Chicago, for the Du- 
luth, South Shore & Atlantic Railway, 
succeeding M. V. Olmsted, resigned. 

* * * 


E. G. Jones, district passenger agent, 
at Louisville, Ky., for the Louisville & 
Nashville Railroad, has been awarded 
a diamond ‘button by his railroad for 
having completed 50 years of continuous 
service. ‘a a 


Norval B. Rader has been appointed 
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assistant director of traffic and sales, at 
Chicago, for United Air Lines. Eugene 
H. George has been named European 
director, succeeding Robert M. Ruddick, 
who will assume new duties in the public 
relations department at Chicago. 

+” * * 


National Airlins has announced the 
following appointments: Louis Rolfes to 
assistant chief agent at New Orleans; 
Robert H. to agent at Mobile, Ala.; 
Donald O. Kerkow to chief agent at 
Miami; William C. Tillman to chief 
agent at Newark, N. J.; Homer M. Boyd 
to agent at the Sarasota-Bradenton, Fla., 
airport; Luis F. Calderon to customs 
agent at Miami; Benjamin F. Mallard 
to ticket office supervisor, Wilmington, 
N. C.; Wilber E. Golden to assistant 
chief agent at Newark Airport; Miss 


Vera Mahoney to assistant chief agent 
at New York City. 
a * * 

Stanley Pace has been appointed gen- 
eral traffic manager, at New York City, 
for Chilean Line, Inc. 

OK ca * 


John J. Peterson has been appointed 
branch manager, at Buffalo, for the 
Trailmobile Company. 


* * * 


Lloyd E. Sibberell has been appointed 
chairman of the Cincinnati chapter of 
the Norfolk & Western Railway Better 
Service Club. 

* * * 

Robert T. Keller has been appointed 
vice-president and general manager of 
the marine and industrial engine divi- 
sions for Chrysler Corporation, with 
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headquarters at the Chrysler Jefferson 
plant. Joseph A. O’Malley will continue 
to act as vice-president of these divisions 
to the extent permitted by his duties as 
assistant general sales manager of the 
Chrysler division. ; 
The Beta Upsilon Chapter of Delta 
Nu Alpha was organized December 8 at 
Butler University, Indianapolis, Ind. Of- 
ficers of the new chapter are: President, 
J. Bowden, freight representative, 
Baltimore & Ohio Railroad; first vice- 
president, D. W. Little, traffic manager, 
U. S. Rubber Co.; second vice-president, 
W. A. Montgomery, Indiana Farm Bu- 
reau Cooperative; secretary, E. C. 
Hughes, Jr., Southern Railway; treas- 
urer, E. J. Dockter, general freight 
agent, Acme Fast Freight Lines; his- 
torian, R. H. Ross, traffic manager, Gen- 
eral Motors Corporation. Directors in- 
clude: L. R. Tresler, traffic manager, 
P. R. Mallory & Co.;.C. E. Ludlow, Glid- 
don Company, and F. J. Gelvin, Chicago, 
Milwaukee, St. Paul & Pacific Railroad. 


* * * 


Fred C. Hermann, traffic manager, 
Hermann Forwarding Co., is the newly- 
elected president 
of the Central 
New Jersey chap- 
ter, Delta Nu Al- 
| pha transporta- 
tion fraternity, 
which held its an- 
= nual meeting De- 

* cember 9 in the 
conference room 
of Johnson & 
Johnson, New 
Brunswick. 
Others elected 
are: Vice-presi- 
dent, Charles 
Brookman, assist- 
ant traffic man- 
ager, Johnson & 
Johnson; second vice-president, George 
Spaat, traffic manager, Giles Express 
Co.; secretary, William Cooper, traffic 
clerk, Calco Chemical Division, Ameri- 
can Cyanamid Co.; treasurer, Stan 
Kinal, order department clerk, Bakelite 
Corporation, Bound Brook, N. J.; and 
board of directors: Charles Mohn, traffic 
clerk, Calco Division, American Cyana- 
mid Co.; Charles Newhaus, traffic clerk, 
same company; Dominick Longardo, 
order department clerk, Bakelite Cor- 
poration. William J. Donsbach, retiring 
president, presided. A film was pre- 
sented dealing with Johnson & Johnson 
plant operations. 

* * * 


Frank Jensen, passenger traffic man- 
ager, at Dallas, for the Texas & Pacific 
Railway, is retiring after 56 years of 
railroad service. Mr. Jensen has held his 
present position for the past 20 years. 
He has been with the T. & P. for 35 
years. W. W. Fair is succeeding Mr. 
Jensen. 





Fred C. Hermann 


* * * 


Clay Bernard has been appointed as- 
sistant to the vice-president of sales, at 
San Francisco, for Western Air Lines. 

* * * 


Henry E. Kies has been appointed 
U. S. representative and tourist bureau 
manager, at New York City, for the 
Netherlands West Indies Tourist Com- 


mittee, 
* ca * 


James W. Austin has been appointed 
director of traffic and sales, at New York 
City, for Capital Airlines; Hayes Dever 
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has been appointed director of public re- 
lations, New York City. 


Obituary 


David W. Forsberg, traffic manager 
of the National Lock Co., Rockford, IIl., 
died December 18. Mr. Forsberg was a 
member of the Traffic Club of Chicago. 
Funeral services were held December 20 
from the Fred C. Olson Mortuary, Rock- 
ford. 






News of 
TRAFFIC CLUBS 





R. A. Gratale, general manager of 
Gratale Brothers, Inc., of Hoboken, 
N. J., was instal- 
led as president 
of the Traffic 
Club of Jersey 
City, at a meet- 
ing December 16 
in the Union 
Club, Hoboken. 
Others installed 
were: First vice- 
president, 
Charles F. Love- 
ly, agent, Central 
f Railroad of New 
Jersey, Jersey 
City; second vice- 
president, Harry 
R. A. Gratale E. Nelson, man- 
; ager, Universal 
Carloading & Distributing Co., Newark; 
treasurer, Frank J. Jones, traffic man- 
ager, Joseph Dixon Crucible Co., Jersey 
City; board of governors: J. Pearson, 
traffic manager, Alco Gravure Co., 
Hoboken; George M. Katz, travelling 
freight agent, Canadian Pacific Rail- 
ways, New York City; and William J. 
Burns, president, A. J. Nasta Trucking 
Co., Newark. President Gratale’s term 
in office coincides with the twenty-fifth 
anniversary of his trucking firm, which 
was organized in 1923. He is a promi- 
nent figure in the motor carrier industry, 
presently serving as a member of the 
board of directors and executive com- 
mittee of the New Jersey Motor Truck- 
ing Association. He had _ previously 
served the traffic club on the board of 
governors, and as chairman of the out- 
ing committee. He is also a member of 
the Traffic Club of New York, Traffic 
Club of Newark, Metropolitan Traffic 
Association of New York, and Brooklyn 
Traffic Club. 















































The Pacific Traffic Association, at a 
recent meeting in the Bellevue Hotel, 
San Francisco, elected C. J. Harbeke as 
its new president. Other officers elected 
are: First vice-president, Robert Tuggy; 
second vice-president, Oliver Vickery; 
third vice-president, John R. Wagner; 
executive secretary, Rudolph [Illing; 
treasurer, Stephens J. Meyer. Directors 
include: F. S. Donant, Ralph E. Kulp, 
Ed Mitchell and William F. Telken. 

















The Transportation Club of Atlanta 
has elected Grover Heyser, Campbell 

al Co., as its new president. Other 
officers elected are: First vice-president, 
John Bowers, Universal Carloading Co.; 
Second vice-president, Red Thompson, 
Central Truck Lines; Members of the 
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FAST GROWING METROPOLIS OF THE GREAT PACIFIC 
NORTHWEST AND PORT FOR THE COLUMBIA BASIN 


@ Strategic Gateway to Alaska ®@ 300 to 1350 
Round-Trip Miles Closer to the Orient than Other 
Coast Ports @ Served by 51 Steamship Lines— 
World Routes... Orient...Intercoastal ... Hawatt 
... South America... Australia...United King- . 
dom and Scandinavia... Mediterranean ...South 
Seas... India @ TERMINUS FOR 4 TRANSCONTI- 
NENTAL AIRLINES— Northwest, United, Pan- 
American, Trans-Canada @ 4 TRANSCONTINEN- 
TAL RAILROADS—Union Pacifu, Great N orthern, 
Northern Pacific, and Chicago, Milwaukee, St. Paul 
and Pacific @ $11,000,000 SEATTLE-TACOMA 
AIRPORT—One of the largest and most modern 
in America. 
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board of directors are: Pulaski Smith, 
Union Pacific Railroad; Mike Perntner, 
Reading Railroad; Al Snitzer, Coca Cola 
Co.; Dale Wilson, Southern Wood Pre- 
serve Co.; P. W. Ferguson, Atlanta-New 
Orleans Motor Freight; John Henson, 
Huber & Huber Motor Express; Bill 
Ketteringham, Pacific Fruit Express; 
Bill Rooker, Southern Transfer Co. In- 
stallation of officers will take place 
January 9 in the Ansley Hotel. 




















The Springfield (11l.) Transportation 
Club has elected J. R. Dryer, district 
ee freight agent, 
Baltimore & Ohio 
Railroad, presi- 
dent. Mr. Dryer 
was born at Me- 
nasha, Wis., in 
1903. He began 
his railroad ca- 
reer with the 
Chicago & North 
Western Rail- 
way in 1919, asa 
yard clerk in Mil- 
waukee. He en- 
tered the service 
of the B. & O. in 
1924 at Milwau- 
kee, where he be- 
came chief clerk 
in 1926. After serving as _ travelling 
dairy freight agent and dairy freight 
agent in Chicago, he was promoted to 
his present position in October, 1938. 
Other officers elected were: Vice-presi- 
dent, James Lawrence, vice-president, 
Merchants Transfer & Storage Co.; 
secretary-treasurer, Walter Bahlow, 
Railway Express Agency; Directors, 
Cc. K. Ferguson, commercial agent, 
Peoria, Minneapolis & St. Louis Rail- 
way; Arthur Rupp, -traveling freight 
agent, St. Louis, New York Central Sys- 
tem; M. J. Cummins, commercial agent, 
Chicago, Elgin, Joliet & Eastern Rail- 
way; Clarence J. Schroeder, commercial 
agent, Danville, Ill., Chicago & Eastern 
Illinois Railroad; Harry Hogan, traffic 
manager, Weaver Manufacturing Co., 
and Norman Woods, traffic manager, 
Hummer Manufacturing Co. 
























J. R. Dryer 

























The Green Bay Traffic Club, at its an- 
nuai meeting December 11, elected 
George H. Renkens, assistant to the 
traffic manager, Rates & Divisions, Green 
Bay & Western Lines, as its new presi- 
dent. Other officers elected are: Vice- 
president, R. F. Jaseph, traffic manager, 
Red Owl Stores; secretary, A. P. Adams, 
Leicht Transfer & Storage Co.; treas- 
urer, H. S. Ridgely. Directors include: 
L. E. Daman, Kraft Foods Co.; I. A. 
Friess, Milwaukee Road, and F. P. 
Crevcoure, Northern Transportation Co. 























The Traffic Club of Cleveland held a 
children’s Christmas party December 20 
in the Hotel Cleveland. The annual din- 
ner will be held February 5 at the 
Cleveland. 












The Industrial Traffic Managers’ As- 
sociation of Kansas City held its annual 
Christmas dinner December 15 at the 
Plaza Royale, Country Club Plaza. Ed- 
win Abel, editor of the Lawrence (Kan.) 
Outlook and a representative in the 
Kansas state legislature, spoke on the 
legislative approach to problems of 
transportation. 



















The Transportation Club of the Roch- 
ester (N. Y.) Chamber of Commerce has 
elected the following to its board of gov- 





ernors: Edward E. Bugbee, Distillation 

















scribed nine months time limit. A no- 
notice of our intentions to file claim is 
forwarded to the carrier which is ac- 
cepted by him. The question is, what 
is the time limit, if any, for filing claim 
after notice of our intentions of filing 
claim has been furnished to the carrier. 

Will you please furnish such informa- 
tion as you may have on the subject, 
quoting any available court decisions. 

Answer: It is very generally held that 
the filing of a claim as required by the 
bill of lading is a condition precedent 
to recovery, and that the provisions of 
the bill of lading requiring notice of 
claim or the filing of a claim cannot be 
waived. See Rogers & Co. vs. Eastern 
Carolina Ry., 118 S. E. 885; Browning- 
King & Co. vs. Davis, 199 N. Y. S. 775; 
Jenkes Spinning Co. vs. N. Y. N. H. & 
H. R. Co., 129 Atl. 815; G. F. & A. Ry. 
Co. vs. Blish Milling Co., 211 U. S. 
190, 36 S. Ct. 541; C. & O. Ry. Co. vs. 
Martin, 283 U. S. 209, 51 S. Ct. 451. 

As regards the sufficiency of a claim 
for loss of, or injury to, property shipped, 
the stipulation requiring such claim is 
given a reasonable construction and it 
is generally held or recognized that no 
particular form of claim is necessary; 
that neither formality nor technical ex- 
actness is necessary, and that a sub- 
stantial compliance with the stipulation 
is all that is required. 

There must be at lease a substantial 
compliance with the requirement that a 
claim be filed. It must possess the char- 
acteristics of a claim; that is to say, it 
must amount to a demand for compen- 
sation. 


The bill of lading provision, namely 
Section 2(b) of the Contract Terms and 
Conditions, uires the filing of a claim 
within a stipulated time. A statement 
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The Los Angeles Transportation Club 











Products, Inc.; Ralph H. Curtice, Strom- held a Christmas luncheon meeting De- eine 
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able to file the same within the pre- aining the essential elements of a claim 


is filed within the period of time pre- 
scribed in the above referred to bill of 
lading provision, it is our opinion that 
recovery is barred. 


Traffic Interpretation—Application of 
Rate Tariff in Connection with Tariff 
X162 Series 


New Jersey.—Question: Trans-Con- 
tinental Freight Bureau Tariff No. 1-Z, 
agent Kipp’s ICC 1524, publishes in Item 
3775 a rate of $1.02 per 100 pounds ap- 
plicable to canned or preserved food- 
stuffs from Group A points to destina- 
tions taking Rate Basis 2 and 3. Supple- 
ment 51 to this Tariff, effective August 
15, 1947, increases the rate of $1.02 to 
$1.28 per 100 pounds and states specifi- 
cally that the rates “are not subject to 
the Tariff of Increased Rates and 
Charges No. X-162 series.” 

Supplement 12, effective October 15, 
1937, to Tariff of Increased Rates and 
Charges No. X-162-A, provides in Sec- 
tion B of Item 123-E, that the commodi- 
ties covered by and moving under rates 
provided for in Agent L. E. Kipp’s 
Trans-Continental Freight Bureau 
Tariff No. 1-Z, ICC No. 1524, Item 3775, 
shall be increased according to Table 1 
with a maximum of 13c per 100 pounds. 

One view is that the statement in 
Supplement 51 of Trans-Continental 
Freight Bureau Tariff No. 1-Z, which 
provides that the rates are not subject 
to the Tariff of Increased Rates and 
Charges No. X-162-A, eliminates the 
application of that tariff entirely. An- 
other view is that the continued publica- 
tion of Trans-Continental Freight Bu- 
reau Tariff 1-Z, Item 3775 in Item 123 
of Supplement 2, Tariff X-162-A, at 
later dates than that published in Sup- 
plement 51 to Trans-Continental Freight 
Bureau Tariff 1-Z takes precedence over 




















pattle 
raffle 


en 2 
oe 
3 
Ses 
nor”? 





December 27, 1947 


Tariff 1-Z restrictions and makes the 
lower rates available from Tariff 
X-162-A legal and proper. 

Your opinion in connection with this 
subject will be very much appreciated. 

Answer: Item 3775 of Agent Kipp’s 
ICC 1524, Trans-Continental W/B Tariff 
1-Z, publishes a rate of $1.02 from points 
in Group 1 to Rate Basis 2 and 3, on 
canned or preserved foodstuffs. Supple- 
ment 51 to this tariff, effective August 
15, 1945, states that carload rates pro- 
vided in Item 3775, with certain excep- 
tions, from Group A, etc., to points tak- 
ing Rate Basis 1, 2 or 3, are increased 
and Charges X-162 Series. (issued in 
compliance with Order of Interstate 
Commerce Commission in Docket 29663 
of June 26, 1947). In Note 1 the rate of 
$1.02 becomes $1.28. Similar provisions 
are published in Supplement 60 purport- 
ing to cancel Supplement 51, effective 
December 22, 1947. © 

It appears that Item 123 of Tariff of 
Increased Rates and Charges No. 
X-162-A, effective April 30, 1947, in- 
cluded Item 3775 of Kipp’s Trans-Con- 
tinental Tariff 1-Z. That is, Item 3775 
of Kipp’s Trans-Continental Tariff 1-Z, 
by virtue of Item 123 of Tariff X-152-A, 
indicates that it is subject to Table 1, 
maximum 13c per 100 pounds. This pro- 
vision has been published at least since 
the issuance of Tariff X-162-A and up 
to the issuance of Item 123-F in Supple- 
ment 14, effective December 29, 1947, at 
which time reference to Item 3775 of 
Agent Kipp’s Trans-Continental Tariff 
1-Z is eliminated. 

Therefore, we have the _ situation 
where the rate tariff states that the rate 
is not subject to Tariff of Increased 
Rates and Charges X-162 Series, and at 





Mayflower wants to know 
what customers think 

of Mayflower service. After 
every move a “customer 
report card’”’ is sent to the 
shipper inviting comments, 
criticisms, suggestions. 





the same time Tariff X-162 Series pro- 
vides specifically in Item 123-E of Sup- 
plement 12 that Item 3775 is subject to 
Table 1, maximum 13c per 100 pounds. 

It is our opinion, however, that the 
increase as published in the rate tariff 
is applicable and that Tariff X-162 has 
no application in this instance. Our con- 
clusion is based on the fact that the title 
page of the Tariff of Increased Rates 
and Charges No. 162-A bears the follow- 
ing “Special Notice’: 

This Tariff is applicable only in connection 
with tariff publications making specific refer- 


ence to this tariff and to the extent indicated 
in such tariff publication. 


In the presence of the foregoing pro- 
vision, ‘‘to the extent indicated in such 
tariff publications,” omits Item 3775 
from the application of Tariff X-162 be- 
cause of the specific nonapplication in 
the rate tariff. In other words, it does 
not say, “to the extent indicated here- 
in.” 

It appears that the Commission’s order 
of June 26, 1947, in Docket 29663, re- 
ferred to above, permitted the rail lines’ 
proposal of a 25% increase to become 
effective on or before August 15, 1947, 
in lieu of the 20% authorized in Increase 
Railway Rates, Fares and Charges, 1946, 
226 I. C. C. 537 (Ex Parte 162). This 
action was taken to permit higher trans- 
continental rail rates so that the inter- 


coastal water carriers could compete for 


the trade and remain in operation. 


Delay—Liability of Carrier When Caused 
by Strike 


New York.—Question: We have sev- 
eral claims filed with the freight car- 
riers for losses suffered account of de- 


AERO MAYFLOWER TRANSIT COMPANY 
INDIANAPOLIS, INDIANA 
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"Everything came in 100%! 


pleased the 


YOUR NAME 
ADDRESS 


Here’s proof—if proof were 
needed — of Mayflower’s ability 
to move your employees safely, 
conveniently and quickly. You 
can specify Mayflower with con- 


AERO MAYFLOWER TRANSIT CO., 


way the men handled 


So wrote Mrs. A. F. of Newark, 
N. J., about her move from West 
Orange, N. J. It’s typical of the 
; many customer reports May- 
flower receives every day. 
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lays to shipments during the railroad 
strike of May, 1946 

Will you kindly advise us your opinion 
as to the carriers’ liability for delays 
during that period? 

Answer: A carrier is liable for the 
negligent or wrongful acts of its serv- 
ants during the course of their employ- 
ment, and therefore, as a general rule 
if its employees go on a strike, abandon- 
ing the performance of their duties and 
causing delay in the transportation of 
goods in their charge or control, the 
carrier is liable in the absence of a 
stipulation to the contrary, the delay 
being due to the employees’ wrongful 
acts. If the strikers cease to be serv- 
ants of the carrier, the latter, while no 
longer responsible for their acts, will 
be liable if it fails to exercise reason- 
able diligence in counteracting the 
effects of the strike, and it has been 
held that, after the employees have quit 
the carrier’s employment, it is its duty 
promptly to supply their places, if prac- 
ticable. 

A limitation in this general rule of 
liability for delay due to strikes may 
arise where the prospective shipper has 
been notified by the carrier otf the ex- 
istence of a strike or of an anticipated 
strike. 

Where goods are tendered to a carrier 
for transportation, it is bound to advise 
the shipper as to any cause likely to 
delay transportation, which cause is 
within the knowledge of the shipper; 
and, if it fails in its duty in this re- 
spect, a delay in the transportation of 
the goods will not be excused, and that, 
too, irrespective of the nature of the 
cause. The acceptance of goods for ship- 
ment without notifying the shipper of 


We wene very much 


our shipment." 


fidence . . . and without worry 
about price, because Mayflower 
costs no more. Standardize on 
Mayflower for your personnel 
move! 


Mayfiower's organization of selected 
warehouse agents provides on-the- 
spot representation at the most 
points in the United States and 
Canada. Your local Mayflower 
agent is listed in the classified sec- 
tion of your telephone directory. 
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Season's 
Greetings 


In a world of insecurity and question, it is heartening to note 


that we have come a great distance in overcoming seemingly 








insurmountable problems, and that the year 1948 holds for all 
of us abundant opportunities of accomplishment. Our pro- 
ductive output was increased immeasurably during 1947, and 


‘as long as we all continue to have the spirit to “do” we can 









have no qualms about the future. 


We look to the New Year with joyful anticipation . . . to 
follow the successes of our many friends. And so we extend 


to you very sincere wishes for the best of holiday seasons and 























a very prosperous New Year. 
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PEORIA AND PEKIN UNION RAILWAY COMPANY 


UNION STATION—ROOM 36—PEORIA 2, ILL. 








. release of claim for damages in pay- 
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the fact that they cannot be promptly 
delivered is tantamount to an assurance 
that they will be delivered within a rea- 
sonable time, except for intervening 
causes of subsequent occurrence. 

From the general rule heretofore 
stated, it seems that the duty to notify 
the shipper of circumstances likely to 
cause delay is obligatory only when 
such matters are not within the knowl- 
edge of the shipper. 

Still another, and an _ important, 
limitation on the carrier’s liability for 
delay caused by strikes is that the car- 
rier will not be liable for such delay if 
the strike or refusal of its employees 
to work is accompanied by violent inter- 
ference with the carrier’s business. If 
the strikers, after having abondoned the 
service of the carrier, proceed by law- 
less violence to obstruct the movement 
of its trains, an entirely different situa- 
tion is presented and the delay thereby 
occasioned is excusable whether the per- 
sons guilty of the lawless violence are 
considered to be its own employees who 
have abandoned its service, or are 
deemed to be mere rioters no longer in 
the carrier’s employ. 


Set-Offs 


Massachusetts. — Question: We will 
appreciate thé benefit of your opinion 
with reference to a question involving 
settlement of an overcharge claim. 

Is it permissible to deduct the amount 
of a claim for overcharge filed with 
either a rail or motor carrier from sub- 
sequent freight bills on other shipments 
either before or after a reasonable time 
for settlement of the overcharge has 
elapsed ? 

Answer: In Chicago & Northwestern 
Ry. Co. vs. Lindell, 281 U. S. 14, 50 S. 
Ct. 200, the Supreme Court of the United 
States held that the practice of deter- 
mining claims of shippers for loss or 
damage in suits brought by carriers to 
collect transportation charges is not re- 
pugnant to the rule prohibiting the pay- 
ment of such charges otherwise than in 
money; that the adjudication in one suit 
of the respective claims of plaintiff and 
defendant is the practical equivalent of 
charging a judgment obtained in one 
action against that secured in another; 
that neither is to be distinguished from 
payment in money. 


In the course of its decision the court 
said that the purpose of the act to pre- 
vent discrimination has been emphasized 
by this court and is well known; that, 
since its enactment, carriers may not 
accept service, advertising, property or a 


ment for transportation; that they are 
required to collect established rates, 
charges and fares from all alike in cash. 
Louisville & Nashville R. Co. vs. Mott- 
ley, 2129 U. S. 467, 31 S. Ct. 265; Chi- 
cago, Ind. & L. Ry. Co., vs. United 
States, 218 U. S. 486, 30 S. Ct. 272; Lake 
& Export Coal Corp. vs. Chesapeake & 
Ohio Ry. Co., 1 Fed. 2d 968, and State 
vs. Union Pac. R. Co., 87 Neb. 29, are 
cited. 


While it is the duty of the shipper to 
pay and the carrier to collect the law- 
fully published freight charges, in at 
action to recover freight charges, if the 
bringing of an action is necessary by 
reason of the refusal of the shipper 1 
pay these charges, tne shipper’s claim 
for damages may be adjudicated in the 
same action. ; 

However, as we understand the deci 
sion in the case first cited above, theré 
can be no deduction of the amount of 3 
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WRITE FOR 
BOOKLET 


The latest 24-page 
catalogue of the 
College will give 
you complete de- 
tails and course 
outlines. We'll 
send copies to you 
or any addresses 
you supply. 
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COLLEGE OF ADVANCED TRAFFIC 
with Resident and Extension Training 


Tue College of Advanced Traffic, 
founded in 1923, is one traffic school 
that is doing a good job today, both 
locally and nationally. 


The College now has three resident 
schools, fifteen organized study groups, 
and hundreds of students enrolled in 


enced in traffic who want a refresher 
course and advanced traffic manage- 
ment, and even for those desiring to 
practice before the Interstate Commerce 
Commission. 


Actually, the name College of Ad- 
vanced Traffic stems from the fact that 


» in cash. College of Advanced Traffic is the 
7s. Mott- educational division of the Traffic 
165: Chi- = Corporation. It is affiliated 
sige with: 

United Troftic World (weekly), Traffic 
72; Lake World Daily, Traffic | Bulletin, 
ipeake & World Ports, Transportation Sup- 
nd State ply News. 


extension courses. the College is advanced in the field of 
traffic education in such things as: 
For you, for your employees or asso- _course content, facilities, teaching meth- 


ciates, or for your friends, the College ods, teaching experience, personnel, 


. 29, are 


hipper to 
the law- 
25, in an 


offers the best in traffic education. Its 
courses ate geared to all levels: for 
beginners, for those now in traffic work 
wanting to advance, for those experi- 


national scope, advantages offered stu- 
dents, activity of alumni, success of 


gtaduates, and maintaining highest 
standards. 


es, if the 


a S| COLLEGE OF ADVANCED TRAFFIC 


r’s claim 

‘ed in the 14 East Jackson Blivd., Chicago 4, Ill. 
? ae C Phone: Harrison 8649 

the he ; Minneapolis, Minn., Branch 

ove, ther" 


Detroit, Mich., Branch 
1200 Metropolitan Life Bidg. 
ount of 4 Phone: Lincoln 4252 


Ford Bidg., 615 Griswold St. 
Phone: Cherry 4383 
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claim from the amount due a carrier for 
transportation, except under an adjudi- 
cation of the respective claims of the 
carrier and shipper by a court. 

While we are not aware of any deci- 
sion covering the deduction of amounts 
of alleged overcharges from the amount 
of freight bills for transportation 
charges, it is our opinion that the prin- 
ciple of the decision in the case cited 
above is applicable. 

In this case the court stated that car- 
riers are required to collect the estab- 
lished rates from all alike in cash. 


Claim—Time Within Which Must ise 
Filed 


New York.—Question: We would ap- 
preciate your advice as to the deter- 
mination of a reasonable time for de- 
livery as specified in the conditions of 
the Uniform Bill of Lading. 

A shipment was forwarded on No- 
vember 2nd, 1944 consisting of 1666 car- 
tons. Part of this shipment was de- 
livered at destination on November 14th, 
1944, and the balance has never been de- 
livered. On August 24, 1945 we filed 
claim with the carrier for the value of 
the undelivered portion of the shipment. 


This claim was declined by the car- 
rier as it was received by them on Au- 
gust 25th, 1945. They claim that the rea- 
sonable time for delivery was estab- 
lished by the delivery of the portion of 
the shipment which was delivered on 
November 14th, 1944 and therefore more 
than 9 months had elapsed after the 
date of this delivery before our claim 
reached them, and 9 months having ex- 
pired on August 14, 1945. However, it 
is our contention that while November 
14th, 1944 may have been a reasonable 
time for delivery of that part of the 
shipment which was delivered, it was 
not a reasonable time for delivery of 
the part of shipment which was short. 

Answer: Paragraph (b) of Section 2 
of the Uniform Bill of Lading Contract 
Terms and Conditions reads as follows: 

As a condition precedent to recovery, claims 
must be filed in writing with the receiving or 
delivering carrier, or carrier issuing this bill 
of lading, or carrier on whose line the loss, 
damage, injury or delay occurred, within 
nine months after delivery of the property 
(or, in case of export traffic, within nine 


Vogt Heads I. P. E. A.; Announces 
1948 Materials Handling Show 


P. O. Vogt, of the General Electric Co., Schenectady, N. Y., 


months after delivery at port of export), or, 
in case of failure to make delivery, then 
within nine months after a reasonable time 
for delivery has elapsed; and suits shall be 
instituted against any carrier only within two 
years and one day from the day when notice 
in writing is given by the carrier to the claim- 
ant that the carrier has disallowed the claim 
or any part or parts thereof specified in the 
notice. Where claims are not filed or suits 
are not instituted thereon in accordance with 
the foregoing provisions, no carrier hereunder 
shall be liable, and such claims will not be 
paid, 


In its decision in Chesapeake & Ohio 
R. R. Co. vs. Martin, 283 U. S. 209, 51 
S. Ct. 453, the court said in part: 


The State Court of Appeals affirmed the 
judgment on the grounds that the evidence 
was sufficient to show compliance on the part 
of the respondent with the requirements of 
the bill of lading in respect of the time for 
making claim; and that, in any event, the 
petitioner was estopped from asserting non- 
compliance with that requirement. We are 
of opinion that neither ground is tenable. 

First. Since the claim for loss was not 
made until the expiration of six months and 
twenty days after the shipment, the first 
ground resolves itself into the question 
whether twenty days was a reasonable time 
for the delivery of the car to the consignee. 
What constitutes a reasonable time depends 
upon the circumstances of the particular 
case. As applied to a case like this, it means 
such time as is necessary conveniently to 
transport and make delivery of the shipments 
in the ordinary course of business, in the 
light of the circumstances and conditions 
surrounding the transaction. Hazzard Co. vs. 
Railroad Co., 111 Me. 190, 202-203. Compare 
First National Bank vs. Pipe & Contractors’ 
Supply Co., 173 Fed. 105, 107-108. 


The question of what is a reasonable 
time for delivery of a shipment in deter- 
mining whether a claim was filed in 
time to prevent the barring of the pay- 
ment of the claim can, in our opinion, 
only arise in the case of non-delivery of 
the entire shipment. 


Where, as in the present instance, a 
portion of the shipment was delivered, 
the date of the delivery of that portion, 
in our opinion, fixes the time from which 
the period of time within which a claim 
must be filed runs. 

Sales 

Michigan.—Question: We have been 
following the procedure of maintaining 


Indianapolis; 


Illinois Corporation, Chicago; S. H. Tompkins, Crescent Paper Co. 
M. C. Weisenhorn, Jiffy Manufacturing Co., 
N. J.; and J. G. Witte, Montgomery Ward & Co., Chicago. 


Local Divisions Also Elect 
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original bills of lading on prepaid ship. 
ments in our files and forwarding the 
original bill of lading to consignee on 
collect shipments, using these basis facts 
as our reasons: 


That on prepaid shipments sold F.O.B, 
destination, we are responsible for the 
merchandise until placed and signed for 
on the consignee’s dock. 


That this original bill of lading with 
carrier’s signature thereon remains our 
receipt for delivery of the merchandise 
to the consignee. 


That in the event of a claim, it is 
necessary, of course, to file the original 
bill of lading with the claim papers and 
with this document in our possession, 
would save time in so doing. 


We have requests from some custom- 
ers stating that in all cases the original 
bill of lading is the property of the con- 
signee, and that this rule is standard re. 
gardless of whether shipments are pre. 
paid or collect. 


Our question to you is this, Who is 
entitled to the original bill of lading on 
a prepaid F.O.B. destination shipment, 
and authority for your answer, if any? 


Answer: Where the contract of sale 
provides for a sale F.O.B. the point of 
shipment, the title is generally held to 
pass, in the absence of a contrary in- 
tention between the parties, at the time 
of delivery of the goods for shipment at 
the point designated. Planters Oil Mills 
& Gin Co. vs. A. K. Burrow Co., 10 Fed. 
2nd 312; Premo Specialty Mfg. Co. vs. 
Jersey Creme Co., 200 Fed. 352; Dow 
Chemical Co. vs. Detroit Chemical 
Works, 175 N. W. 269; Dentzel vs. Is- 
land Part Asso., 229 Pac. 403. 


Any provision of the law, if any, 
which deals with the right to possession 
of the bill of lading covering a shipment 
sold F.O.B. destination, where _ the 
freight is prepaid, is to be found in the 
laws of the several states which relate 
to the law of sales. 


There is no provision in the federal 
bills of lading act nor other federal 
statute, so far as we are aware. 

It would seem that as to such ship- 
ments the seller is entitled to possession 
of the bill of lading. 





Hillside, 





was elected president of the Industrial Packaging Engineers 
Association at its recent national election, succeeding R. Frank 
Weber, International Harvester Co., Chicago, who has been 
elevated to the newly created position of chairman of the 
board. Other new officers, all of whom will serve for two 
years, are: 









Vice-presidents: J. H. Singer, Rathborne Hair & Ridgway Co., 
Chicago; R. C. Sell, Koehring Co., Milwaukee; and A. H. Dobler, Yale 
& Towne Manufacturing Co., Chicago; treasurer, J. L. Ware, Sears 
Roebuck & Co., Chicago; and Stanley Price, Western Electric Co., 
Chicago. 











The three newly-elected vice-presidents are all former 
members of I. P. E. A.’s board of directors. Their election 
marks the establishment of three divisions within the national 
association: Mr. Sell is vice-president of transportation; Mr. 
Singer, vice-president of packaging; and Mr. Dobler, vice- 
president of materials handling. The new officers, at their 
first meeting in Chicago recently, appointed the following 
directorate for the year 1947-48: 















H. C. Bristoll, Stanley Works, New Britain, Conn.; A. L. Green, 
Association of American Railroads, Chicago; Maxwell A, Goodwin, 
Clark Equipment Co., Chicago; A. C. McGeath, American Box Board 
Co., Chicago; H. W. Newton, American Paper Co., Milwaukee; R. A. 
O’Reilly, Jr., General Motors Corporation, Detroit; I. J. Stoller, Fibleco 














In recent weeks several I. P. E. A. local divisions have 
elected officers. Earl N. Candell, General Electric Co., Cleve- 
land, has been chosen president of the northeastern Ohio divi- 
sion, with headquarters in Cleveland. A. H. Anderson, Perfex 
Corporation, Milwaukee, will head the Wisconsin division. Tom 
D. Shields, Jr., Sunnen Products Co., St. Louis, is president of 
the Missouri division. 


Third Annual Exposition 


The I. P. E. A. has announced that its third annual indus 
trial packaging and materials handling exposition will be heli 
October 5-7, 1948, in the Hotel Sherman, Chicago, with M. 
McGeath again:as general chairman. Arrangements have bee! 
made to provide more exhibit space than was available at tht 
1947 exposition, which was viewed by more than 6,000 persons: 


Chairman McGeath has appointed Maxwell A. Goodwil, 
Chicago district manager of Clark Tructractor Division of th 
Clark Equipment Co., as vice-chairman of the materials hat 
dling section of the 1948 exposition, and J. H. Singer, vice 
president of the packaging section. The forum will be repeat 
and the protective packaging contest has been expanded. 
addition, a materials handling award will be inaugurated, 
cording to C. J. Carney, Jr., of Chicago, managing director 
the association. 
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CCC HIGHWAY extends greetings for 
A happy and prosperous New Year. 


THE CLEVELAND, COLUMBUS & CINCINNATI HIGHWAY, Inc. 


e 


director 
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Start the NEW YEAR 
with NFS 


In appraising the produc- 
tivity of your traffic depart- 
ment for the New Year, don’t 
overlook the opportunities af- 
forded you in streamlining 
your operation through appli- 
cation of National Freight 
Rate Service. 


: 
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THEY TALK YOUR LANGUAGE 


The experienced men of Pope & Talbot Lines 


You will find NFRS an effi- 
cient rate finding and checking 
system offering you in one 
compact volume a comparison 
of rates taken from hundreds 
and hundreds of tariffs. No 
longer will you need to main- 
tain a tariff file and employ a 
full-time clerk to keep it up. 
Furthermore, the National 
Freight Rate Guide is easily 
interpreted and provides you 
with a quick check of existing 
schedules and rate changes. 

This means a more efficient 
traffic department, fitted to 
give you a comprehensive pic- 
ture of existing tariffs and rate 
changes as they become effec- 
tive .. . and more often even 
before! 

Write now for a free ten- 
day free trial . . . no cost or 
obligation. 


NATIONAL FREIGHT RATE SERVICE 


DOWAGIAC, MICHIGAN 





widespread service organization are fully 
equipped by experience and understanding 
to give helpful, friendly attention to your 
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RAIL PASSENGER STATISTICS 

Passenger revenues, other than commutation, of Class | 
steam railways, exclusive of switching and terminal companies, 
totaled $47,425,173 in coaches and $26,931,167 in parlor and 
sleeping cars for September, 1947, as against $55,452,513 in 
coaches and $34,499,426 in parlor and sleeping cars for Septem- 
ber, 1946, according to a compilation by the Commission’s 
Bureau of Transport Economics and Statistics of passenger 
traffic statistics, other than commutation, statement M-250. 

For the nine months ended with September, 1947, pas- 
senger revenues amounted to $421,094,861 in coaches and $254.- 
363,159 in parlor and sleeping cars as compared with $553,239, - 
194 in coaches and $391,616,858 in parlor and sleeping cars for 
the like period of 1946. 

Revenue passengers carried for September, 1947, totaled 
26,477,170 in coaches and 2,427,536 in parlor and sleeping cars 
as against 32,557,225 in coaches and 3,226,903 in parlor and 
sleeping cars for September, 1946. For the nine months ended 
with September, 1947, revenue passengers carried totaled 253,- 
416,765 in coaches and 23,440,840 in parlor and sleeping cars 
as compared with 316,931,783 in coaches and 35,140,420 in parlor 
and sleeping cars for the like period of 1946. 
























TRAINING COURSE FOR SIGNODE SALESMEN 

Since the Signode Steel Strapping Co. inaugurated, in 1946, 
its four-week intensive sales training course to improve customer 
service through a well-informed sales staff, more than 100 sales- 
men have been trained in packaging and shipping problems, the 
company has announced. 

Studies cover many demonstrations of practical modern 
packaging techniques, newest methods of materials handling, 
correct application of steel strapping to all types of shipping 
packs, and the principles of good shipping container construc- 
tion. Signode salesmen are taught to use the strapping and tools 
they sell, and personally to apply strapping to a wide variety 
of shipping containers, and to loads in box cars. 
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DIESELIZATION ON WESTERN ROADS 

Purchased by Southern Pacific of another 20 powerful 
diesel-electric switch engines, has raised to more than $152,000,- 
000 the postwar equipment announced to date by the railroad, 
according to A. T. Mercier, Southern Pacific president. This 
will increase to 230 the diesel-electric locomotives owned by the 
S. P. system, Mr. Mercier said. 

Sixty-seven diesel units will have been delivered to the 
North Western Railway during 1947, R. L. Williams, president 
of the system, has announced. Of the 33 locomotive units to be 
delivered this month, 28 are for freight service and five are for 
switching service, said Mr. Williams. 


: 


KATY WILL SERVE TEXAS DEMOCRATS 

The Missouri-Kansas-Texas Railroad has been officially 
designated to operate the special train service which the Texas 
Democratic executive committee is setting up for delegates and 
other dignitaries who will attend the Democratic national con- 
vention in Philadelphia next July, the Katy has announced. 
Neville G. Penrose, member of the Texas Democratic executive 
committee and chairman of transportation arrangements, said 
present indications are that more than one train will be required 
to accommodate all who propose to attend the convention. 


Cc. & O. ISSUES TRAVEL GUIDES 

Five illustrated booklets, describing as many interesting 
places which can be reached on the Chesapeake & Ohio Lines, 
have recently been published by the C. & O. Each brochure 
contains a guide to the key sites and buildings which travelers 
would want to visit, as well as a map that is easy to follow. 

The handsomely printed booklets are entitled ‘“Washing- 
ton,” “Williamsburg,” “Virginia Shore,” “Charlottesville,” and 
“Richmond.” 

The booklets, containing from 20 to 40 pages each, feature 
photographs and descriptions of the major points of interest 
in each community described. Copies of the booklets may be 
obtained from Walter S. Jackson, C. & O. Railway, 1214 Ter- 
minal Tower, Cleveland 1, Ohio. 


NORTHERN PACIFIC EQUIPMENT ORDER 


An additional order of 1,000 new freight cars and five diesel 
locomotives for the Northern Pacific Railway has been al- 
nounced by C. E. Denney, Northern Pacific president. The 
order, which amounts to an expenditure of $6,500,000, calls for 
500 box cars, 200 flat cars, 50 tank cars, 250 ballast cars, two 
6,000-h.p. locomotives, two 1,500-h.p. diesel units for passengel 
service and one 1,500-h.p. unit for freight service, said Mr. 
Denney. He added that the N. P.’s Brainer shops were sched- 
uled to build 500 box cars next year for the Spokane, Portland 
& Seattle Railway, owned jointly by the Great Northern and 
Northern Pacific. 
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Storage Co., Wheeling, W. Va., common 
carrier application. 





























































MC 5903, Sub. oo Penn Forwarding 
Docket of the COMMISSION cts nat cles 
plication. 
: see iy pteateee Va.—Hotel Richmond 
NOTE: Items in the docket marked with an . Curre R MC 96559—J. F. Wilkins, ee aha ane Va., 
asterisk (°) have been added since the last penn ns Bhears pam A png aes common carrier application. 
issue of THE TRAFFIC ‘ WORLD. New assign- postponements anno Jsanuery te i Piaeencad, Va.—Hotel Richmond 
ments now the Commission’s docket of late to show the change in this docket will 108: 
dates later Gua herein shown will not bear be noted elsewhere. MC 106617, Sub. 4—Venable Motor Carrier, 
ei Va., common carrier applica- 
January. ‘pen, Feqasiane, Calif.—449 P. O. 
MC #092430. E. Erickson, Richmond, 
December 30—Washington, D. C.—Examiner January 5—Chicago, IIIl.—U. S. Customs Calif., common carrier application. 
Albus House—Examiner Stiles: noe 5—San Francisco, Calif.—449 P. O. 
Finance: 10906 Application of Lehigh and 1. & S. 5469 and ist supplement—Coal, IIli- Bldg.—Examiner Linn: 

New England for authority un- nois to Alton and East St. Louis. MC 109243, Sub. 1 EX—O. E. Erickson, 
der section 5(2) of interstate commerce 29791_-Intrastate Coal Rates to Alton and Richmond, Calif., certificate of exemp- 
act to amend the agreement covering East St. Louis. tion. : 
trackage rights over the tracks of New January 5—Chicago, Ill.—Main P. O. Bldg.— January 5—Washington, D. C.— Examiner 
York, Susquehanna and Western RR Co. Examiner Proudley: Cummings: 
between Hainesburg Junction and Swarts- MC 106143, Sub. ° Premier Motor Trans- 28991—Passenger Fares, District of Colum- 
wood Junction, N. J., as consistent with portation Co., Grand Rapids, Mich. bia, Nearby Virginia. 
public interest. aed ner Bo Worth, Tex.—Hotel Texas— seg eee D. C.—Examiner 

January 5—Atlanta, Ga.— iO xaminer an S: onigsberg: 
Bd 101: ’ State Comm.—Jt. iC 106379, . T. Campbell Trucking w-594, Sub. 2—The Union Sulphur Co., 
MC agg Sub. +7 Gress Southern Trucking “Go. D Dallas, rex. , common carrier appli- , Inc., = a of pone 
acksonville, Fla., anuar tlanta a.—State omm,.—4Jt. 
sociscntion, en, Se Januar &—Knoxville, Tenn.—U. S. Ct.—Ex- Ba, 100: : 
aminer Gra MC 2900, Sub. 46—G - 
rusty  itmaimees Ga.—State Comm.—Jt. 1 & Ss. 116478 —Intra-terminal Switching at ing Co. ., Jacksonville, Flas, common eat 
Mc 106776, S : ville rier application 
ville, Ga’, =. 3 Sse eee sees’ 3 Sa eaiviiin, Ky.—Kentucky Hotel sets Bree A. — Atlanta-Biltmore 
January 5—Camden, N. J.—U. S. Ct.—Ex- MC 1506, Sub. 11—Dixie Greyhound Lines, Finance 45764Application of Southeastern 
aminer Jackson: Inc., Memphis, Tenn., common carrier ap- Railroad Company, Inc., for a certificate 
MC 104340, Sub. 59—Leaman Transportation plication. : of public convenience and necessity au- 
Co., Inc., Downingtown, Pa., common car- January SL ouleville, Ky.—Kentucky Hotel thorizing the construction of a line of 
rier application. 155: railroad extending from Atlanta to Sa- 
MC 107189, Sub. 1—A & B Trucking Co., MC 109115--C. G. Day, Bowling Green, Ky., vannah, Ga. 
Trenton, N. J., contract carrier applica- contract carrier are. January 6—Camden, N. J.—U. S. Ct.—Exam- 
January ey York, N. Y.—641 Washington iner Jackson: 
fe °109203—E. F. Madeira, Hamburg, Pa., St.—Jt. 22: MC 35334, Sub. 28—Cooper Jarrett, Inc., 
contract carrier application. MC 4883, Bob. 6—The Gu uyott Construction Kansas ‘City, Mo., common carrier appli- 
January 5—Charleston, W. Va.—Fed. Bldg.— ie, Eee ree Daren, Cone cates 
Examiner Cunningham: —_ / 5—Newark, N. J.—State Comm.—Ex- MG 93228, Ph remade bo antes A 4 
MC 93874, Sub. 6—Wasmuth & Callahan, MC F-3635—Lillian Moore, control; Moore’s January 6—Charleston, W. Va Fed Bide 
Glendale, W. Va., contract carrier appli- j kag oon 8 Rohe we. ms « pag Friedrich. Examiner Cunningham: 
anua ittsbur a.—Ne , — 
MC 109166—W. H. Wilhelm, Kingwood, W. ~Saaminer Driscoll: . wg oe ptarek nih natalia es 
Va., common carrier applicati on. MC 1700, Sub. 11—J. E. Miller Transfer & MC 31285, Sub. 11—Tower Trucking Co., 
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Super service has been Soo Line stock in trade 
fora good many years. Shippers know we de- 
liver the goods with safety, speed, efficiency. 


Yes . . . the Soo Line is known in the Upper 
Midwest as “a mighty dependable road.” 
That’s why it will pay you, too, to specify “‘Soo”’ 
on your next freight shipment moving in this 
territory. 





















The first of a fleet of 18 new 
Diesels serving Soo Line 
shippers. 
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Inc., Wheeling, W. Va., common carrier 
application. 

January 6—Little Rock, Ark.—State Comm.— 
Jt. Bd. 215: 


MC 29910, Sub. 13—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
carrier a plication. 

MC 29910, Sub. 14—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
carrier application. 

MC 29910, Sub. 12—Arkansas Motor Freight 
Lines, Inc., Fort Smith, Ark., common 
carrier application. 

ene | 6—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 155: 


- 155: 

MC 109164—G. E. Neel, Louisville, Ky., 
contract carrier application. 

MC 109202—Mann Transfer, New Albany, 
Ind., common carrier application. 

January 6—New York, N. Y.—641 Washington 

St.—Examiner Saltzman: 

MC 31214, Sub. 2—The Motor Haulage Co., 
inc., Brooklyn, N. Y. 

me + gta A. C. Trucking Co., Hoboken, 


January 6—New York, N. Y.—641 Washing- 
ton St.—Examiner Cox: 

MC F-3646—Donald Cozzolino et al., con- 
trol; Runard’s Motor Express, Inc., pur- 
chase, City Line Express, Inc. 

MC F-3645—Arthur Jones, Jr., purchase 
(portion), Runard’s Motor Express, Inc. 

one 6—Pittsburgh, Pa.—New Fed. Bldg. 
—Examiner Driscoll: 

MC 109080—E. W. Seifert, Allison Park, 
Pa., common carrier application. 

January 6—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 108: 

MC 1504, Sub. 92—Atlantic 
Corp., Charleston, 
rier application. 

samapiet’ | 6—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 7: 


MC 30062, Sub. 2—Barricks Motor Lines, 
Petersburg, Va., contract carrier applica- 


tion. 
January 6—Richmond, Va.—Hotel Richmond 
—Examiner Kobernusz: 
MC 106617, Sub. 3—Venable Motor Carrier, 


ae. Va., common carrier applica- 

on. 

January 6—San Francisco, Calif.—449 P. O. 
Bidg.—Jt. Bd. 11: 

MC 1515, Sub. 5—California Parlor Car 


Tours Co., San Francisco, Calif., common 
carrier application. 


Greyhound 
W. Va., common car- 


January 6—San Francisco, Calif.—449 P. O. 
Bldg.—Examiner Linn: 

MC 56684, Sub. 1 EX—Stockton Motor Ex- 
press, San Francisco, Calif., certificate 
of exemption. 

January 6—Washington, D. C.— Examiner 
McCloud. 

t 2S. 5529—Coal to Trunk Line & C. F. A. 
points. 

Fourth Section Appl. 22895—Bituminous 
Coal in Official Territory. 

—_— 6—Washington, D. C.—Examiner 
ce: 
29587—-Alabama, Tennessee and Northern 
R. Co. vs. Aberdeen and Rockfish R. 
R. Co. et al. 
29751—-Atchison, Topeka and Santa Fe Ry. 
Co. et al. vs. Aberdeen and Rockfish R. R. 


Co. et al. 
Ga.—State Comm.—Ex- 


7—Atlanta, 
aminer Yardley: 
MC 95540, Sub. 124—Watkins Motor Lines, 
Inc., Thomasville, Ga. 
January 7—Camden, N. J.—U. S. Ct.—Exam- 
iner Jackson: 
MC 19, Sub. 8—Bingaman Motor Express 
Co., Inc., Reading, Pa., common carrier 


Januar 


application. 
C 18869, Sub. 6—Krinvic Bros.. Willow 
Grove, Pa., common carrier application. 


mati ee: tare W. Va.—Fed. Bldg.— 
MC 8296, Sub. 2—Monroe Hickman, Salem, 
W. Va., common carrier application. 
January 7—Charleston, W. Va.—Fed. Bldg.— 
Jt. Bd. 61: 
MC 109169—R. M. Thomas, Zanesville, O., 
common carrier application. 
January 7—Charleston, W. Va.—Fed. Bldg.— 
Jt. Bd. 245: 
MC 3688, Sub. 2—S. S. Harter Transfer Co., 
Covington, Va., contract carrier applica- 
7—Des Moines, 


tion, 
la.—U. S. Ct.—Ex- 
aminer Proudley: 


Januar 

MC 729, Sub. 8—Diamond Transportation 
System, Warren, Ill., contract carrier ap- 
plication. 

MC 729, Sub. 9—Diamond Transportation 
System, Warren, Ill., contract carrier ap- 
Plication. 

January 7—Fort Worth, Tex.—Hotel Texas— 
Jt. Bd. 77: 

MC 2228, Sub. 24—Merchant’s Fast Motor 
Lines, Inc., San Angelo, Tex., common 
carrier application. 
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January 7—Fort Worth, Tex.—Hotel Texas— 
Examiner a ag oot 
MC 109200—R. E, Young, Arlington, Tex,, 
common carrier application. 


January 7—Little Rock, Ark.—State Comm. 
Jt. Bd, 35: 


MCG 58336, Sub. 3—Bollinger Motor Lines, 
Eontae, Okla., common carrier applica. 
on. 


January 7—Little Rock, Ark.—State Comm.— 
Jt. Bd. 215: 
MC 96025, Sub. 12—Hoskins’ Truck Service, 
— Ark., common carrier applica. 
on. 


January 7—Little Rock, Ark.—State Comm.— 
Jt, Bd. 15: 


MC 100534, Sub. 2—L. Burden, Waldron, 
Ark., common carrier application. 


January 7—Louisville, Ky.—Kentucky Hote) 
yt. Ba. 155: © 


MC 107363, Sub. 2—C. I. M. & L. Transit 
Corp., Madison, Ind., common carrier ap. 
plication. 


soneesy. Senet. N. J.—State Comm.—Jt, 


McC 65639, Sub. 3—E. Vanderhoof & Sons, 
West Orange, N. J. 

January 7—New Haven, Conn.—vU. S. Ct- 
Jt. Bd. 227: 

MC 108194, Sub, 3—William B. Meyer, Inc, 
Bridgeport, Conn. 

January 7—New York, N. Y.—641 Washing. 
ton St.—Examiner Cox: 

MC F-3628—Isidor Eisen, control; B. & E. 
Transportation Co., Inc., purchase (por- 
tion), Dana Trucking Co., Inc. 

January 7—Pittsburgh, Pa.—New Fed. Bldg, 
—Examiner Driscoll: 


MC 13636, Sub. 6—Pitzer Bros., Jeanette, 


Pa., contract carrier application. 
MC 36521, Sub. 14—C. Kirksey Motor 
Freight, Inc., Lansing, Mich., common 


carrier application. 

MC 82336, Sub. 8—United Parcel Delivery, 
Inc., Youngstown, O., contract carrier 
application. 

a 7—Richmond, Va.—Hotel Richmond 
—Examiner Kobernusz: 

MC 51012, Sub. 7—J. T. Bryant, Petersburg, 

Va., common carrier application. 
an” | 7—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 108: 


MC 49620, Sub. ‘5—Bristol-Norton Bus Line, 
Norton, Va., common carrier application. 















GO THE PANAMA WAY; 
start at the end 
of the business day 
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EQUIPMEN 


FRISCO FASTER 
FREIGHT FACT... 


Frisco uses the “Chore Boy” 
that carries up to half-a-ton 
of merchandise — and Fork 
Lift Trucks at all principdl 
freight terminals . . . Reduc- 
ing delays ... Minimizing 
damage ... Giving shippers 







7ée MINNEAPOLIS & ST. LOUIS Racteuay 


AND ITS TIME SAVING PEORIA GATEWAY 


full benefit of their own mod- 


ern handling methods. Ship 
Frisco! 








The Weekly TRAFFIC BULLETIN 


gives you prompt, complete and accurate information on 
both freight rate and classification chnges. 


Each week The TRAFFIC BULLETIN lists every new 
tariff and supplement filed by the railroads, truck lines, 
express companies, and the intercoastal steamship lines; 
it furnishes you with the Consolidated Classification 
docket, the dockets of the various territorial rate com- 
mittees, and many of their hearing bulletins and dispo- 
sition notices; it keeps you advised of short-notice 
changes, on both railroad and truck rates; on Fourth 
Section matters; investigation and suspension orders; and 
on embargoes. Write for sample copy. 


THE TRAFFIC SERVICE CORP. 
‘A18 South Market St. 


CHICAGO 
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Januar ig ean Va.—Hotel Richmond 
MC 107544, Sub. 4—Lemmon Transport Co., 
Inc., Marion, Va., common carrier appli- 
cation, 

january 7—Washington, D. C.—Jt. Bd. 112: 
MC 10875, Sub. 2—Branch Motor Express 
Co., New York, N. Y., common carrier 
application. 

January 7—Washington, D. C.—Argument: 
Finance 13170—Florida East Coast Railway 
Co. Reorganization. 

january 7— Washington, D. 
Barber: i 
1. & S. 5267—Clothing in bales in official 
territory. 

2900¢—Traffic Bureau, Lynchburg Chamber 
of Commerce for Quinn-Marshall Co., 
Inc., vs. Southern Ry. et al. 

Fourth Section Appl. 20539—Clothing be- 
tween points in official and southern ter- 


ritories. 
Me.—U. S. Ct.—Exam- 


January 8—Augusta, 
iner Cox: 

MC F-3615—Percy E. McGary et al., con- 
trol; McGary Transportation Co., Inc., 
purchase (portion), Albert J. Demelle. 

January 8—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 

MC 73464, Sub. 53—Jack Cole Co., 
Birmingham, Ala., 
‘plication. 


January 8—Balti'more, Md.—U. S. Apprais- 
er’s Stores Bldg.—Examiner Harrison: 
MC 108169, Sub. 5—K. & W. Boat Trans- 

port, Inc., York, Pa. 


January 8—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Examiner Gray: 

29757—C. A. Tillman and A. E. Levenson, 
dba Tillman & Levenson vs. Louisville and 
Nashville Railroad Company et al. 
29817—Rheem Manufacturing Co. vs. C. R. 

L. & P. et al. 


January 8—Camden, N. J.—U. S. Ct.—Exam- 
iner Jackson: 

MC 90373, Sub. 6—C. & R. Trucking Co., 
Fords, N. J., contract carrier application. 

MC 101686, Sub. 9—Berwick Transporters, 
Inc., Linden, N. J., contract carrier ap- 
plication. 

MC 104347, Sub. 43—Leaman Transportation 
Corp., Downingtown, Pa., common car- 
rier application. 

MC 109352— W. Hunter Atkinson, Phila- 
delphia, Pa., contract carrier application. 

MC 102616, Sub. 376—Coastal Tank Lines, 


Cc. — Examiner 


Inc., 
common carrier ap- 








BERMUDA VIRGIN ISLANDS 


and VENEZUELA 


Baltimore 2, Md.: 710 Garrett Bldg. 

Chicago 2, Il.: 1408 Chicago Title & 
Trust Bidg. 

Cleveland 14, Ohio: Lederer Terminal, 
E. 9th St. Pier 

Detroit 26, Mich.: 1021 Lafayette Bidg. 
Kansas City 6, Mo.; 809 Dwight Bldg. 

a Angeles 14, Cal.: 108 W. Sixth St. 


Tampa |, 
obile 9, Ala.: 500 N. Commerce St. 


ETHODS 
ACHINERY 


for efficient transportation 


The Chicago and North Western System is 
amply provided with the men, methods and 
“machinery” necessary to transport any prod- | 
uct from where it is to where it's wanted. | 
That’s been our job for 99 years. 


CHICAGO and NORTH WESTERN SYSTEM 





BRITISH, FRENCH and NETHERLANDS WEST INDIES 
BRITISH, FRENCH and NETHERLANDS GUIANAS 


ALCOA STEAMSHIP COMPANY, INC. 
1408 Conway Bidg., Chicago 2, Randolph 4730 


Montreal 1, Can.: 276 St. James St. W. 
New Orleans 16, La.: | Canal St. 

New York 4, N. Y.: 
Norfolk 10, Va.: 621 Citizens Bank Bidg. 
Pittsburgh 22, Pa.: 527 Park 
St. Louis 2, Mo.: 1203 Landreth Bldg. 
San Francisco 11, Cal.: 420 Market St. 


Toronto {, Can.: 16 Temperance St. 


tee York, Pa., common carrier applica- 
on. 
MC 107403, Sub. 30—E. Brooke Matlack, 


Inc., Philadelphia, Pa., common carrier 
application. 
January 8—Charleston, W. Va.—Fed, Bldg.— 
Jt. Bd, 118: 
MC 59155, Sub. 15—Reynolds Transporta- 
tion Co., Clarksburg, Va., common 


carrier application. 
January 8—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley: 

MC 96557—Doty Trailer Transport, Des 
Moines, Ia., common carrier application. 

MC 109194—Shrimp Bros., Chariton, Ia., 
contract carrier application. 

seat Ng te Worth, Tex.—Hotel Texas— 
t. " 4 

MC 104210, Sub. 19—Transport Co., Corpus 

Christi, Tex., common carrier application. 
January 8—Little Rock, Ark.—State Comm.— 
Jt. Bd. 91: 

MC 108993, Sub. 1—Northeast Arkansas 
Transportation Co., Leachville, Ark., con- 
tract carrier application. 

January 8—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 155: 

MC 59671, Sub, 1—Jasper Transport, Inc., 
Jasper, Ind., common carrier careers: 

MC 107676, Sub. 3—Charlestown Bus Line 
and Equipment Company, Inc., Jefferson- 
ville, Ind., common carrier applicatjon. 

January 8—New Haven, 
Examiner Garofalo: 

MC 107440, Sub. 3—B. & L. Trucking Co., 
Plainfield, Conn. 

January 8—New York, N. Y.—641 Washing- 
ton St.—Examiner Johnston: 

1. & S. M-2795—Wearing Apparel, between 
New York, N. Y., and Connecticut. 

January 8—Pittsburgh, Pa.—New Fed. Bldg. 
—Examiner Driscoll: 

MC 48975, Sub. 1—C. J. Urling, Pittsburgh, 
Pa., contract carrier application. 

MC 70221, Sub. 1—Superior Transportation 
Co., Ine., Johnstown, Pa., contract car- 
rier application. 


_—— 8—Raleigh, N. C.—Sir Walter Hotel 
—Jt. Bd. 103: 


MC 106859, Sub. 2—Colonial Bus Lines, 
Rocky Mount, N. C., common carrier ap- 


plication. 
a 8—Raleigh, N. C.—Sir Walter Hotel 
—Examiner Kobernusz: 

MC 109184—Bayne’s Motor Line, 


boro, N. 


Greens- 
C., common carrier application. 

















TRINIDAD 










17 Battery Place 
Bidg. 






Fla.: 209 Franklin St. 









Conn.—U. S. Ct.—_ 
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January 8&—Raleigh, N. C.—Sir Walter Hotel 
ae Bd. 103: 


MC 3257, Sub. 10—Carolina Coach Co. of 
Virginia, Raleigh, N. C., common carrier 
application. 

MC 13300, Sub. 36—Carolina Coach Com- 
pany, Raleigh, N. C., common carrier ap- 
plication. 

January 8—San Francisco, Calif.—449 P. O. 
Bidg.—Jt, Bd. 11: ; 


MC 1516—Dollar Lines, San Francisco, 
Calif., common carrier application. 
Januar 8—Washington, D. C.—Examiner 

Boisseree: 
1. & S. 5535—Insurance and Storage, ex-lake 
grain. 
January 8—Washington, D. C. — Examiner 


Barber: 
29731—-Consolidated Shoe Co., Inc., vs. Nor 
folk and Western Ry. et al. 


January 8—Washington, D. C.—Jt. Bd. 68: 
MC 105486, Sub. 5—Morris Fox, Washington, 
D. C.,-common carrier application. 


January -8—Washington, D. C.—Examiner 
Harrison: 

MC 108742, Sub. 1—W. & M. Transporta- 
tion Co., Washington, D. C., contract car- 
rier application. 

er 9—Asheville, N. C.—Langren Hotel 
—Examiner Kobernusz: 

MC 106074, Sub. 4—B. & P. Motor Lines, 
Hazelwood, N. C., common carrier ap- 
plication. 

January 9—Baltimore, Md.—U. S. Appraiser’s 
Stores Bldg.—Examiner Harrison: 

MC 87730, Sub. 2—R. W. Bozel, Baltimore, 
Md., common carrier application. 

MC 107247, Sub. 11—Pen-Mar-Va Motor 
Freight, Baltimore, Md., common carrier 


application. 
N. J.—vU. s. Ct.—Ex- 


January 9—Camden, 
aminer Jackson: 

MC 29934, Sub. 3—LoBiondo Bros., Motor 
Express, Inc., Bridgeton, N. J., common 
carrier application. 

ers 9—Chicago, lil.—Main P. O. Bldg. 
—dJt. Bd. 13: 


MC 6031, Sub. 14—Barry Transfer & Stor- 
age Co., Milwaukee, Wis., contract car- 
rier application. 

January 9—Chicago, I!1.—Main P. O. Bildg.— 
Jt. Bd. 58: 

MC 80284, Sub. 7—Chrispens Truck Lines, 
Inc., Chicago, Ill., contract carrier ap- 
plication. 








to readers of 


TRAFFIC WORLD 


Complete Sample Set 
of Over 50 Approved 
WORLD-WIDE Forms 


Horder’s WORLD-WIDE Traffic Forms 
—Domestic and Export—are the au- 
thoritative line. They are constantly 
revised to conform to the latest U. S. 
regulations and consular requirements. 
They save time, effort and money be- 
cause of their simplicity and ease of 
handling. Let us send you a complete 
set of samples in standard folder for 
your files. Please make request on your 
company letterhead. 


“First with the Latest Forms’ 








We also Prin ‘Special Forms to Order HHOORDER’S, INC. 


231 So. Jefferson St., Chicago 6 © 


All Telephones FRAnklin 6760 





















































































Your North American agent places 
at your disposal a gigantic fleet of 
modern vans and equipment . . 
America’s most dependable transpor- 
tation service, assuring the safe and 
“on time” delivery of your goods. 
Consult your classified phone direc- 
tory for your local agent. 


Warehouse facilities 
across the nation. 


General Offices: 
FORT WAYNE, IND. 





NEW, FASTER 4-ENGINE 


AIR CARGO SERVICE 
COAST-TO-COAST 


Giant United Cargoliners get 
the goods there first, speed 
your sales. Attractive rates. 


For Expert Counsel on 
Water-Borne Commerce 


Write H. H. Gibson, Foreign Freight 
Traffic Manager, Mobile, Alabama 


* 
UNITED AIR LINES 
Pickup and Delivery 


Gut, Mobile & Onio 
aAterQoule 





In book form— 


WAREHOUSING IN WORLD WAR II 


Write for your copy today. Price $1.50 
The TRAFFIC SERVICE CORP., 418 S. Market St., Chicago, Illinois 








TRAFFIC WORLD 





somone 9—Cincinnati, O.—Gibson Hotel—Ex. 
min 


er Cunningham: 
MC 126, Sub. 16—Huey Motor Express, Cin- 
cinnati, O. 
MC 11620, Sub, 5—The Arrow Transfer Co., 
a Ky., contract carrier applica. 
on 
Jeary Sloe N. H.—State Comm.— 


Jt 
MC 91742, Sub. 8—Marshall’s Transportation 
Co., Exeter, N. H. 
January 9—Des Moines, la.—U. S. Ct.—Ex- 
am ol Proudley: 
MC 94714, Sub. 4—Jones Transfer, Spencer, 
Ia., AaB... carrier application. 
MC 109196—R. G. Miner, Indianola, Ia., 
contract carrier application. 
January 9—Fort Worth, Tex.—Hotel Texas— 
Jt. Bd. 211: 
MC 16007, Sub. 5—M & G Contract Service, 
Joplin, Mo., contract carrier application, 
someey 9—Fort Worth, Tex.—Hotel Texas— 


Bd. 16: 
me. 102798, Sub. 2—Nance Bus Lines, Paris, 
Tex., common carrier application. 
January 9—New York, N. Y.—641 Washing. 
ton St.—Examiner ‘Johnston 
1. & S. M-2793—Exclusive use of Vehicles, 
Belbey Transfer Company 
January 9—Oklahoma City, Okla. —Oklahoma- 
Biltmore Hotel—Examiner Peterson: 
MC 40030, Sub. 1—El Reno Transfer and 
Storage Company, El Reno, Okla. 
January 9—Providence, R. 1.—Main P. 0, 
g.—Jt. Bd. 134: 

MC 798, Sub. 5—J. N. Gendreau, Fall River, 
Mass., common carrier application. 
January 9—Providence, R. !.—Main P. 0. 

Bldg.—Examiner Garofalo: 
MC 59508, Sub. 12—R. H. Worrall, Provi- 
dence, R. I., common carrier application 
January, o— Providence, R. 1.—Main 
g.— Bd. 18: 


MC 108967 — Worcester Yellow Cab Co., Inc., 
Worcester, Mas: 

January $ — Washington, D. C. — Examiner 
Hanback: 

MC 109199—Glen Burnie Coach Lines, Inc., 
sen Burnie, Md., common carrier appli- 
cation. 

January 10—Little Rock, Ark.—State Comm. 
xaminer Dishman: 

MC-C 911—Arkansas Motor Freight Lines, 
Inc., et al., vs. Potashnick, Local Truck 
System, Inc. 

January 12Asheville, N. C.—Langren Hotel 


MC 61598, Sub. Smoky Mountain Stages, 
Inc., Asheville, N. C., common carrier 
application. 

January 12—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley 

MC 14133, Sub. "6—Consolidated Van & 
Storage Companies, Inc., Atlanta, Ga., 
common carrier application. 

Januar me k ere Mass.—New P. O. Bidg. 


MC 31600, Sub. 118—P. B. Mutrie Motor 
Transportation, Inc., Boston, Mass., com- 
mon carrier application. 

inne | he rae Mass.—New P. O. Bldg. 


MC 47885, Sub. 3—Film Service Co., 
land, N. H., common carrier application. 
meee’ 4 ie ne Mass.—New P. O. Bldg. 


MC 60432, Sub. 7—Tex Tank Service, Brook: 

line, Mass., common carrier application, 

Januar 12—Boston, Mass.—New Bldg. 
fa age Johnston: 

1. & S. M-2784—Petroleum Products, Dra- 
cut, Mass., to Manchester, N: 

1. & S. M-2790—Books, between Norwood, 
Mass., and New York City. 

“am 12—Camden, N. J.—U. S. Ct.—Ex 
x Jackson 
3, Sub. 2—C. Molinelli, Vineland, 
wy oats common carrier application. 

MC 70494, Sub. 2—Royal e Line Co. of 
Philadelphia, Philadelphia, Pa., common 
carrier application. 

7 Shan rae ii1.—Main P. O. Bldg. 


MC 25567, Sub. 19—Hancock Truck Lines, 
Ine., Evansville, Ind., common carrier 
application. 

January 12—Chicago, I!1.—Main P. O. Bldg. 
—Examiner Driscoll: 

MC 68715, Sub. 8—Summit Fast Freight, 

Inc., Akron, O., common carrier applic 


n. 
santery 15 Clentueets, 0O.—Gibson Hotel—tt. 


50: 
sas 13123, Sub. 7—Wilson Freight Forwaré: 
ing Co., Cincinnati, O. 


January 12—Dallas, Tex.— Baker Hotel- 
Commissioner Lee, Examiner Corcoral, 
and cooperating State Commissioners: 

MC-C 550—Investigation of bus fares. 
January 12—Des Moines, la.—U. S. Ct. —Ex: 
aminer Proudley 
MC 23021, Sub. 2 Schalow Truck Line, Ox 
ford, Ta., common carrier application. 
MC 109077—K. W. Casady, Grimes, Ia., com 
tract carrier application. 

January 12—Fort Worth, Tex.—Hotel Texas- 

Jt. Bd. 77: 


MC 85477, Sub. 1—Sandifer Madison Jonas, 


January 
Exa 

lL. & 
sipr 
Fourt 
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‘o., Inc., 
‘xaminer 


es, Inc., 
er appll- 


> Comm. 
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O. Bldg. 
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O. Bidg. 
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Reminene, Tex., common carrier applica- 
12—Grenada, Miss.—Municipal Bldg. 


Finance 15873—Application of Ill. Central 
RR. Co. for a certificate of public con- 
venience and necessit 
donment of the line o 
from Grenada to Grenada Junction, near 
Greenwood, in Grenada, Carroll and Le 
Flore Counties, Miss. 

senuary 12—Louisville, Ky.—Kentucky Hotel 
—Jt. Bd. 37: 


MC 4411, Sub. 2—Doyle Transfer Line, Car- 
rollton, Ky., common carrier application. 
Miss.—Hotel Lamar— 
- 5514—Cottonseed Products Missis- 


22753—Cottonseed 
Products from the South to the South- 


permitting aban- 
railroad extending 


January 12—Meridian, 
Examiner Gray: 


* sippi to W. T. L 
Fourth Section 


12—Montpelier, Vt.—U. S. Ct.—Ex- 
MC F-3619—Philip H. Marcell, 


12—New York, N. Y 

ton St.—Examiner 

MC 107593—J. N. Hyman, New York, N. Y 

January 12—New York, N. Y¥.—641 Washing 
ton St.—Examiner Saltzman: 

* MC 107623, Sub. 1—Mason and Van Leuven, 

Millbrook, N. Y., common carrier appli- 


-—641 Washing- 


* MC 107623, Sub. 2—Mason and Van Leuven, 
, common carrier appli- 


* MC 109205—Appliance Warehouse Co., Inc., 
.. common carrier applica- 


January 12—Oklahoma City, Okia.—Oklahoma- 
Biltmore Hotel—Jt. Bd. 88: 
MC 906, Sub. 21—Consolidated Forwarding 


ne., St. Louis, Mo., common carrier 


12—Pittsburgh, 
Commerce—Examiner Weaver: 
29870—Orefraction Incorporated vs. B. & O. 


Pa.—Chamber 


January 12— Salisbury, Md. — County Ct.— 
Examiner Harrison: 
Cc . Somers, Crisfield, Md., com- 
mon carrier application. 
MC 103034, Sub. 6—H. L. White, Nanticoke, 
d., common carrier application. 
*MC 103034, Sub. 7—H. L, White, 
coke, Md., common carrier application. 
12—San Francisco, Calif.—449 P. O. 
Bldg.—Jt. Bd. 75: 
MC 105682, Sub. 9—Doyle Draying Co., Con- 
cord, Calif., common carrier application. 
12—San Francisco, Calif.—449 P. 
Bldg.—Jt. Bd. 78: 
* MC 10622—-Yosemite Transportation System, 
Yosemite National Park, Calif., common 


Mich.—Fed. Bldg.— 


plication of Detroit, Caro 
y. Co. for a certificate of 
public convenience and necessity permit- 
ting abandonment of the line extending 
from ny to Peck, in Sanilac Coun- 


carrier application. 
12—Sandusky, 
Examiner Albus: 
Finance 15818—A 
and Sandusky 


January 12—Toledo, O.—P. O. Bldg.—Jt. Bd. 

*MC 6945, Sub. 13—The National Transit 
Corporation, Detroit, Mich., common car- 

_ rier application. 

* MC 15214, Sub. 9—Mercury Motorways, Inc., 
South Bend, Ind., common carrier appli- 


* MC 69833, Sub. 12—Associated Truck Lines, 
Inc., Grand Rapids, Mich., common car- 
rier application. 

* MC 107407, Sub. 6—Brodbeck Trucking Co., 

South Bend, Ind., common carrier 


January 12—Washington, D. C.—Examiner 
Flood: 


MC 9685, Sub. 16—The Emery Transporta- 
Chicago, Ill., contract carrier 


eae Washington, D. C. — Examiner 


MC C-922—Petroleum Carrier Corporation 
et al. vs. Superior Trucking Co. 

January 12—Washington, C.—Examiner 
|. & S. 5537—Scrap iron New Orleans-Mo- 
bile to St. Louis-Chicago. 

Fourth Section Applis. 
22961—Scrap Iron and Steel from Alabama 
and Louisiana. 

January 13—Albany, N. Y.—Fed. Bldg.—Ex- 
aminer Hurley: 

MC 64828, Sub. 4—Gartland Motor Lines, 
Poughkeepsie, N. Y., common carrier ap- 


MC 87523, Sub. 3—Frank Cosgrove Trans- 
portation Co., Dorchester, Mass., common 
carrier application. 
13—Asheville, N. C.— 

aminer Kobernusz: 

MC 37421, Sub. 6—W. R. Candler Transfer 
Co., Asheville, N. C., common carrier ap- 


Langren Hotel 


Jongeey 13—Boston, Mass.—New P. O. Bldg. 

—Examiner Garofalo: 

MC 2667, Sub. 4—R. H. Fewtrell, Malden, 
Mass., common carrier application. 

a —— Mass.—New P.O. Bldg. 
—Jt. - 


- 231: 

MC 12423—W. L. Mobley, Springfield, Mass., 
broker license: 

January 13—Boston, Mass.—State House—Ex- 
aminer Johnston: 

1. & S. M-2756—Cotton piece goods, New 
England. 

Januar 13—Boston, Mass.—Gardner Audi- 
torlum, State House—Examiner Johnston: 

* 1, & S. M-2800—Classifications, Piece Goods, 
New England. 

January 13—Camden, N. J.—U. S. Ct.—Ex- 
aminer Jackson: 

MC 52932, Sub. 1—North Penn Transfer, 
Inc., Lansdale, Pa., common carrier ap- 
plication. 

MC 954, Sub. 16—Mid-States Freight Lines, 
Inc., Chicago, Ill., common carrier appli- 
cation. 

January . eaeetanatiana O.—Gibson Hotel—%Jt. 
Bd. 11 


MC 1513, Sub. 18—Great Lakes Greyhound 
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Lines, Inc., of Ind., Detroit, Mich., com- 
mon carrier application. 

MC 39211, Sub. 4—The Ohio Bus Line Co. 
and Ohio Corp., Cincinnati, O., common 
carrier application. 

January 13—Des Moines, la.—U. S. Ct.—Ex- 
aminer Proudley: 

MC 82757, Sub. 4—Ellsworth Sales Co., 
= Grove, Ia., common carrier applica- 
tion. 

January 13—Detroit, Mich.—Fort Shelby Ho- 
tel—Examiner eaver: 

W-378—Detroit and Cleveland Navigation 
Company applications. 

W-378, Sub. 4—Detroit and Cleveland Navi- 
gation Company, extension-cruise service. 

soning 13—Fort Worth, Tex.—Hotel Texas 
—Examiner Mackley: 

Fourth Section Application 22815—Grain 
and grain products between points in 
Texas. 

1. & S. 5519—Grain and grain products be- 
tween Texas points. 

29846—Texas rates on wheat and articles 
taking wheat rates. 

29881—Texas Industrial Traffic League, et 





The WORLD. TRADE Route 




























































































































































































































A. W. AYLIN 
Foreign Freight Traffic Manager 
1706 Missouri Pacific Building 
St. Louis 3, Missouri 













: Peacnsmust 
To YOU export and import shippers the 
Missouri Pacific Lines offers a specialized transpor- 
tation service. It has created for your convenience 
and aid a corps of highly trained experts in foreign 
trade, men who have at their finger tips all the infor- 
mation and latest data a foreign commerce shipper 
needs. They are eager to help you solve your prob- 
lems; they welcome the opportunity to serve you. 
Call on your nearest Missouri Pacific traffic office 
for complete information and assistance with your 
export and import problems. There are 89 in the 
principal cities of the United States, in Monterrey 
and Mexico City, Mexico, and Havana, Cuba. 
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e Offiess and Depositories in principal Western Cities 


LOS ANGELES SEATTLE 
° OAKLAN BERKELEY = WILMINGTON DENVER 
HOLLYWOOD BURLINGAME — VAN NUYS OMAHA 


2 RAMENTO SANTA BARBARA — DALLAS 
SANTA MONICA SAC ’ ret 


SIN ESD SPOKANE SIOUX ITY 
PASADENA LONG BEACH 
* SAN FRANCISCO SALT LAKE CITY VANCOUVER 


VAN LINES 


Port of Call 
for Ships of 
All Nations 


\ parlor 10S ANGELES 


For complete informatien, write 
M. G. Rouse, Secretary 


| Board of Harbor Commissioners 
City Hall, Los Angeles 12, Calif. 





"HUCK 


UEKS 











38 HAMPDEN ST. 






Ce. 











SPRINGFIELD, MASS. 





al., vs. Abilene and Southern Railway 
Company, et al. 
a ce Tex.—Fed. Office Bldg. 


MC 74, sg 2—Orange Ball Bus -Co., Hi- 
dalgo, Tex., common carrier oe - 
MC 109246—Lone Star Movi ng Storage 
ee, ‘ Sennen, Tex., common carrier ap- 
plication. 
sonety aria, Ky.—Kentucky Hotel 
xaminer Joyner: 
ne 1014, Sub. 14—Eck Miller Transfer Com- 
—, Owensboro, Ky., common carrier 
ee ication. 
i, 13—New York, N. Y.—641 Washing- 
ton St.—Examiner Saltzman: 


MC 92999, Sub. 3—Carl Nunziato Flee 
actten ewater, N. J., common carrier ay 
cation 


C 105500, Sub. 2—H. Holck, Beovtiyn. 
wi contract carrier application. 
MC 108497—C. Turiano, New York. N. Y. 
January 13—Oklahoma City, Okla.—Oklahoma- 
Biltmore Hotel—Examiner Peterson: 

MC 29778, Sub. 54—Yellow Transit Co., Ok- 
lahoma City, Okla., common carrier ap- 
plication. 

January 13—Oklahéma City, Okla.—Oklahoma- 
Biltmore Hotel—Jt. Bd. 88: 

MC 57833, Sub. 1—Cushing-Stillwater Truck 
Line, Oklahoma City, Okla., common car- 
rier ‘application. 

epuery 13—St. Paul, Minn., Uptown Station 
ed. Ct. Bldg. ’ Examiner Driscoll: 


MC 73696, Sub. 2—Ballard Storage and 
Transfer Co., St. Paul, Minn. 
January 13—Salisbury, Md.—County Ct.— 


Examiner Harrison: 

MC 75185, Sub. 55—Service Trucking Co., 
Inc., Federalsburg, Md., common carrier 
application. 

75185, Sub. 56—Service Trucking Co., 
ws Federalsburg, Md., common carrier 
application. 

January 13—San Francisco, Calif.—449 P. O. 
Bldg.—Jt. Bd. 75: 

* MC 102308, Sub. 10—Inland Freight Lines, 
Salt Lake City, Utah, common carrier ap- 


plication. 
a 13—Toledo, O.—P. O. Bldg. —Jt. Bd. 
* MC 3341, Sub. 5—Lake Motor Freight Line, 


Inc., Port Cli O., 
application. 

* MC 42329, Sub. 46—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 
plication. 

* MC 80412, Sub. 14—Decatur Cartage Com- 
pany, Inc. of Indiana, Chicago, Ill., com- 
mon carrier application. 


nton, common carrier 


January 13—Washington,. D. C.—Examiner 
Williams: 

Ex Parte MC 42—Handling of C. O. D. 
shipments. 

January 13—Washington, D. C.—Examiner 
Weems: 
Le a nae citrus fruits, Florida 
te) 

Januar 14—-Albany, N. Y.—Fed. Bldg.—Ex- 


aminer Hurley 
MC 70695, Sub. Y5—c. Schnepp, Walton, N. 
2, common carrier application. 
MC 109050—A. MacLeod, Delhi, N. Y., 
common carrier application. 
ae hs ra Mass.—New P. O. Bldg. 


MC 61016, Sub. 9—Peter Pan Bus Lines, 
— Mass., common carrier appli- 
cation 

MC 61738, Sub. 7—M. & A. Trucking Co., 


a. Mass., common carrier applica- 
on 
January 14—Camden, N. J.—U. S. Ct.—Ex- 


aminer Jackson: 

MC 29919, Sub. 6—Kowalsky’ s Express Serv- 
Sinart Millvill le, N. J., common carrier ap- 
cation. 
MC 77414, Sub. 1—Broadway Moving and 
Storage’ Co., Trenton, N. J., common car- 

rier application. . 
a.—vU. S. Ct.—Jt. 


Januery -_— Moines, | 
MC 52110, Sub. 44—Brady Transfer and 
Storage Co., Fort Dodge, Ia., common 
carrier ap lication. 
January 14—Des Moines, la.—U. S. Ct.—Jt. 
Bd. 266: 


MC ——- Sub. 2—O. DeCorte, Brooklyn, 
Ia., common carrier applicats on. 
January J4-—Hatticeburo, Miss.—Fed. Bldg.— 
er od Gray: 
urrys, Incorporated vs. Western Pa- 
cific Railroad Company et al. 


agence at cane Tex.—Fed. Office Bldg. 
211: 


MC esont Sub. 1—J. L. = Newlin, 
— Tex., common carrier applica- 
on. 


ety. a: 14—Indianapolis, Ind.—Fed. Bldg.— 
Jt. Bd, 155: 


MC 103880, Sub. 26—Producers Transport, 
Benton Harbor, Mich., common carrier 
application. 


January 14—Indianapolis, Ind.—Fed. Bldg.— 
vat Bd. 60: 


5, eee patie Transport, Ine., Fort 
Warne: Ind., common carrier application. 
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January 14—Indianapolis, tnd.—Fed. Bldg.— 
Examiner ers ham: 
MC 83143, Sub. York, Robinson, IIl,, 
common careier application. 
January 14—Los Angeles, Calif.—Fed. Bldg, 


—Jt. Bd. 47: 
MC 108941, Sub, 4—F. N. Rumbley Co,, 
Fresno, Calif., common carrier applica- 


tion 
January 14—Los Anaad Calif.—Fed. Bldg, 
—Examiner Linn: 


MC 10153, Sub. 15—Hadley Auto Transport 
Co... Long Beach, Calif., contract carrier 
application. 

some 14—Louisville, Ky.—Kentucky Hotel 
xaminer Joyner: 

MC 106902, Sub. 
Danville, Ky., 


tion. 
a * 109293—-Overland Van & Storage Com. 
any Georgetown, Ky., common carrier 
OD ication. 
January 14—Oklahoma City, Okla.—Oklahoma- 
Biltmore Hotel—Jt. Bd. 210: 

MC 50022, Sub. 12—Western Refrigerator 
Truck Line, Oklahoma City, Okla., con- 
tract carrier application. 

January 14—Oklahoma City, Okla.—Oklahoma: 
Biltmore Hotel—Jt. Bd. 287: 

MC 105490, Sub. 2—Loving Truck Lines, Ok. 

lahoma City, Okla., common carrier ap- 


plication. 
January 14—Raleigh, N. on Walter 


—Cardwell Truck Service, 
common carrier applica: 


Hotel—Examiner Kobernus 
2—Chafin "Transfer Co., 


MC 104349, Sub. 






Bo->— AIR EXPRESS 
TO THE ORIENT 


Make sure it gets there for the 
Christmas Trade 


Vi dea Wednesdays: Sundays 


9P.M 


PICKUP and DELWERY 


San Francisco to 


Manila- Hong Kong 
Shanghai 


PHILIPPINE AIR LINES 1 


SAN FRANCISCO NEW YORK LOS ANGELES 
240 Stockton St 75 West St 354 So Spring St 
Douglas 2 1688 Whitehall 4-5030 Madison 6-4863 






LONG DISTANCE 
MOVING PROBLEMS 


OVER 400 BRANCHES AND 
AGENTS TO SERVE YOU 
Send for bechlet 
**‘How to Prepare for 
Long Distance Moving” 


GREYVAN Lines, Inc. 


General Offices: 57 W. Grand Ave., Chicago 10, Ill 
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RLD 


3ldg.— By h Point, N. C., common carrier appli- Janyary ara cied Moines, la.—U. S. Ct.—QJt. 
cation. ‘ 2 
n, Ill, January 14—St. Paul, Minn., Uptown Station MC 102223, Sub. 5—O. Frette, Story City, 
—Fed. Ct.—Examiner Driscoll: Ia., common carrier application, 
Bldg. MC 31466, Sub. 7—L. C. L. Transit Co., January 15—Des Moines, la.—U. S. Ct.—Ex- 
Green Bay, Wis. aminer Proudiey: 
y Co, I January 14—Toledo, 0.—P. O. Bldg.—It, Ba. MG 109090—C. T. Hunsicker, Prairie City, sets the pace with 

*MC 37300, Sub. 3—Seebon Storage & Trans- Ia., common ws ig sd mgood Iby H 

Bldg. fer, Ltd. Fostoria, O., common carrier sone ae etre ae “li fe) elby Ho- 
application. we. * 
= «ela aaa 29847—Reichhold Chemicals, Inc., vs. Grand 
inspott January 14—Toledo, -0.—P. O. Bldg.—Jt. Bd. Tronk’ Wamters Saad’ Gangeap at ol. 

* MC 108604—C. Obert, Toledo, O., common January 15—Houston, Tex.—Fed. Office Bldg. 
r Hotel carrier application, ~Hxaminer Borroughs: 

danuary 15—Albany, N. Y.—Fed. Bldg.—Ex- MC 107742—Covington Transfer and Storage 
woh yey an iasis a ~ 3 stie Steak Company, Port Arthur, Tex. 
apPlica- ub. urtis Kea ranspo aa — 

4 o.,_ Cleveland, O., common carrier ap January, 10— indianapolis, Ind.—Fed Bldg 

e Com. D on. , Rar * 

carrier [| January 1—Albany, N. Y.—Fed. Bldg.—Jt. et ieee 

ahoma- MC 109206—J. P. Jones, Dover Plains, N. January 15—Indianapolis, Ind.—Fed. Bldg.— 
+, common carrier application. . - 00: 

1 ) — MC 1328, Sub, 2—J. J. Long, Alexandria, 

ge = gg 4 Ba. ose eo oe Ind., contract carrier application. 

MC 85179, Sub. 2—Cooper’s Express, Inc., January 15—Indianapolis, Ind.—Fed. Bldg.— 
lahoma: Lawrence, Mass. Jt. Bd. 73: 

January 15—Camden, N. J.—U. S. Ct.—Ex- MC 109178—Johnson Bus Service, Harris- 
we Ok- med ner yg el Bet Line ¥ m c burg, Ill., common carrier application. 
rier a 8028 > e ne Furniture Car- fi: 

w Me a Philadelphia, Pa., common carrier Janene een oe Gant—-Fas. Bate, 
alter ee 4—Oilfields Trucking Co 
MC 109131—C. Galambos, Morrisville, Pa., MC 79577, Sub. 2 s <., 

er Co,, common carrier application. Bakersfield, Calif., common carrier ap- 
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January 15—Centerville, la.—Ct. House—Ex- 
aminer Albus: 

Finance  15911—Application of Southern 
Iowa Ry. Co. for a certificate of public 
convenience and_ necessity permitting 
abandonment of the line of railroad ex- 
tending from a point north of Center- 
ville to Alpia, in Appanoose and Monroe 
Counties, Ia. 


January 15—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 2: 
MC 55848, Sub. 25—Huckabee Transport 
Co., Columbia, S. C., common carrier 
application. 
January 15—Columbia, S. C.—Wade Hampton 
Hotel—Jt. Bd. 196: 
MC 55870, Sub. 57—F. B. Noerr & Son, 
Lewistown, Pa., common carrier applica- 























MC 108074, Sub. 
Orangeburg, S. 
plication. 


3—Argoe Trucking Co., 
C., common carrier ap- 


Plication, 
January 15—Memphis, Tenn.—U. S. District 
Ct.—Jt. Bd. 106: 


MC 59613, Sub. 13—The Inter-City Trucking 
Company, Memphis, Tenn., common car- 
rier application. 

January 16—Memphis, Tenn.—U. S. District 
Court—Jt. Bd. 107: 

* MC 108959, Sub. i—Taylor Truck Line, 
a Tenn., common carrier applica- 
tion. 

January 15—New Orleans, La.—Jung Hotel— 
Examiner Gray: 

Fourth Section Application 19044—Canned 
goods from eastern ports to Alabama. 
January 15—Oklahoma City, Okla.—Oklahoma- 

Biltmore Hotel—Jt. Bd. 16: 

MC 106697, Sub. 2—Peyton Transportation 

Co., Cordell, Okla., common carrier ap- 


tion. plication. ; °. 
January 15—Columbia, S. C.—Wade Hampton January 15—Toledo, O.—P. O. Bldg.—Jt. Bd. resentative. island 
Hotel—Jt. Bd. 130: 60: 


* MC 105321, Sub. 4—Central Freight Sys- 
tems, Inc., Chicago, Ill., common carrier 
application. 
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FAST 
SERVICE! 
EFFICIENT HANDLING! 


For full information and help on all 


shipping problems, see your nearest 


Rock 


Rock Island Traffic Rep- 













Beach 


eon a) Ey .\ 


ES in 


INGELES 
Spring St 


AMERICA’S MOST MODERN P RT y C¢ y.% | & 


Situations Wanted 


TERMINAL MANAGER, Motor Freight, 16 years’ experience with 
outstanding Class 1 carrier in Eastern area. Reference and details as 
to experience furnished at interview. Address Box 748, Traffic World, 
Chicago Office. 


SHORT LINE executive desires to make change. Twenty years’ ex- 
perience operations, maintenance and traffic. Location immaterial. Ad- 
dress Box 752, Traffic World, Chicago Office. 





————_—_—_—_—<—<—<€_—<—<—<€—=_—_—¥<_—=—=_=_=_—=_—=—=_=[=_ _—$——<é_ —F$S——LLL!LL————_—__= 


Educational Courses 


ene Tres) See ey ers See ee eee 

1. C. ©. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 





THOROUGHLY EXPERIENCED Freight Traffic Man, carrier and 
industrial, age 39, now employed, seeks change. Interview invited. 
Address Box 753, Traffic World, Chicago Office. 


TRANSPORTATION EXECUTIVE desirous of change. Diversified 


experience includes all phases of traffic and transportation. General 




























AND COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. | Traffic Department of railroad; Traffic Manager, Chamber of Commerce; 
=:0-DamamjiaEBaBaBnmRmz00—0—0——0SO0sS=S—SSOSSNsS0—_ oaawawawao General Traffic Manager, industrial concern; inland waterways. Reg. 
YO U Educational Books I.C.C. practitioner. Address Box 755, Traffic World, Chicago Office. 
ee ee ees en 
Z Engg mah oe OF mag nen tre p meye vrcome Bag >a book B 
used by the author, J. H. Tedrow, LL.B., e versity of Kansas 
nity, with record of 90% admitted to practice. i —. ~~ Wanted fo uy 
or Prehensive. Covers Acts, history, practice, evidence. uizzes an 
_ Pleading forms. Over 250 leading cases discussed. A complete practi- FREIGHT BILLS WANTED. We desire to audit on a 50% basis 


actual recoveries, rail, forwarder, truck bills to, from and within the 
west. Write us. Wigle and Larimore, 149 California St., San Francisco, 
Calif. 


tioners’ course for class or individual study. Endorsed by well known 
traffic men and lawyers. Study for 10 days and if not satisfactory your 
$6.00 refunded. Wm. C. Brown Company, Publishers, Dubuque, Iowa. 
NE eS 
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(Continued from preceding page) 








For Sale 


FOR SALE—Used Lewis-Shepard, gasoline-powered Fork Truck, 
equipped with starter; 4,000-lb. capacity, 57 in. lift; recently rebuilt. 
Cost $2,200; offered at $1,450 f.0.b. Grand Haven, subject to prior sale. 
Address Box 754, Traffic World, Chicago Office. 






















INVITATION FOR BIDS 


In compliance with the decree of the District Court of the United 
States for the Northern District of California, Southern Division, in 
Civil Action No. 25267-S entitled United States vs. Pacific Greyhound 
Lines, et al., bids are hereby solicited for the purchase of the right, 
title and interest of Dollar Lines in: 


1. Motor bus operations conducted as a common carrier of pas- 
sengers and baggage in interstate commerce between San Fran- 
cisco, California and Portland, Oregon, over U. S. Highways 40 
and 99, claimed under application to the Interstate Commerce 
Commission in Docket MC 1516; 


2. Motor bus operations as a common carrier of passengers and 
baggage in intrastate commerce between Portland and Eugene, 
Oregon, over U. S. Highway 99, authorized by Permit 112 of the 
Public Utilities Commissioner of Oregon (and authorization to 
operate between Portland, Oregon, and the California-Oregon 
state line in interstate commerce included in same permit); 











3. Depot rights of Dollar Lines as manifested by certain short-term 
commission agency contracts at Portland, Salem and Ashland, 
Oregon, and Sacramento and San Francisco, California. 





There are now pending before the Interstate Commerce Commission 
and the Public Utilities Commissioner of Oregon certain motions and 
complaints filed by West Coast Bus Lines protesting the validity of the 
above described operations. 


Bidders may elect in their bid to purchase at such price as may be 
agreed upon between buyer and seller, or as may be fixed by the Court, 
all or any of five (5) G. M. C. Model 843 buses heretofore operated by 
Dollar Lines, designated R 130, R 131, R 132, R 133 and R 137, includ- 
ing tools and accessories carried thereon, now owned by Pacific Grey- 
hound Lines. 




















Bidders to be eligible may have no relationship, direct or indirect, 
by security ownership, management control or otherwise with Dollar 
Lines, Southern Pacific Company, The Greyhound Corporation, Pacific 
Greyhound Lines, Interstate Transit Lines, Interstate Transit Lines, 
Ine., or Union Pacific Stages, Incorporated, or any person affiliated with. 
any thereof. 


The accepted bid is subject to the approval of the United States 
District Court for the Northern District of California, Southern Division. 
By final judgment of said Court in Case No. 25267-S (which can be ex- 
amined in the office of the clerk of said court) certain conditions are 
imposed respecting the manner of sale, time of payment and indemni- 
fication for operating losses, pending approval of the transfer of said 
operations by governmental agencies having jurisdiction. Further in- 
formation respecting the operations above described will be furnished 
on reasonable request of any qualified bidder. 


Bids must be delivered to David Grant, President of Dollar Lines, 
at the address indicated below, not later than 10 o’clock A. M. on the 
26th day of January, 1948. 


DOLLAR LINES 
221 Pine Street 
San Francisco 4, California 






































SPECIAL OFFERING—LOCOMOTIVES 
1—12-Ton Plymouth, Gasoline, Standard Gauge. 
1—20-Ton, 0-4-0, Davenport, Gasoline, Standard Gauge. 


1—44-Ton, 360 H.P. G.E. Diesel-Electric Locomotive, Standard Gauge, 
ene ICC Condition, 4 Motor Drive Caterpillar Engines. T/E 


3—85-Ton, 0-6-0, Coal Fired Steam, Standard Gauge, ICC Condition. 


1—87-Ton, 600 H.P., Diesel-Electric, Twin Unit Type. Can be operated 
as Two Unit 87-Ton or as Two Separate 4312-Ton Units. Good 
Operating Condition. A Real Bargain. 


Available for Immediate Delivery! 
IRON & STEEL PRODUCTS, INC. 
43 years' experience 
“ANYTHING containing IRON or STEEL’ 
New York Office 


New York 6, N. Y. 
Phone BEekman 38230 
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index is a last-minute operation and although we try to make 
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FREIGHT CARS 


17—Gondola, Steel, 70-Ton, 46-Ft. 


120—Gondola, All-Steel, 50-Ton, 41-Ft. 
4—Gondola, Composite, 50-Ton, 48-Ft. 


62—Ho 


r, Twin, All-Steel, 50-Ton 


2—30-Ton, Covered Hopper Car Equipped with Fuller Type Out- 


let Valve 


6—Box, 40 and 50-Ton, 40-Ft., Single Sheathed 
20—Caboose, 8-Wheeled, Steel Sills 

50—Flat Cars, 40 and 50-Ton, 38 to 48 Ft. 

10—Flat Cars, 40-Ton, 60-Ft., Steel Underframe 

9—Flat Cars, 50-Ton, 58-Ft., Steel Underframe 
38—Dump, 20-Yard, Automatic Air 

31—Dump, 30-Yard, Automatic Air 

2—Passenger Cars, 60-Ft., All-Steel 

20—Pullman Coaches, Steel Underframe, Steel Sheathed 
7—Baggage Cars, 60-Ft., All-Steel 
61—Refrigerator Cars, 40-Ton, 40-Ft. 


Other Cars, Too!—Send Us Your Inquiries 
IRON & STEEL PRODUCTS, INC. 


43 years’ experience 
"*ANYTHING centaining IRON or STEEL" 


New York Office 





0 
New York 5, N. Y. 
Phone BEekman 38230 





General Office 









Chica 33, Wil. 
Phone BAYport 3456 
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...and our thanks to you for a happy 1947. Your 
patronage has made the past year one we'll long re- 


member with warm and pleasant memories. And as we 





face the New Year, we promise that, with our increas- 


ing modern facilities, we will endeavor to serve you 





even better in 1948. 


1847 ACentury of Service at ) the Crossroads of America 1947 


THE HOOSIER LINE 
CHICAGO, INDIANAPOLIS AND LOUISVILLE RAILWAY COMPANY 





...-meet a solid _ 


MERICA 
CITIZE 


IGHT in your home town—right up your block— 
may live the driver of one of the trucks you often 
pass on the streets and highways. A family man. A tax- 
payer. A man with standing in your community. 
For the typical truck driver owns his own home and a 
car... is raising a family ... trying to set aside enough 
for a rainy day... and puts in regular hours on a job 
requiring great skill and experience. 


The men he works for are solid citizens, too. Small 
business men who are working together, in the typical 


American manner, for the welfare of your community. 
Maybe you know them. Men you met at lunch or the 
lodge. Men who take pride in independent effort. 


These men are the trucking industry. They represent 
new business opportunities—new industries—new jobs 
in your home town! 


the AMERICAN TRUCKING oust 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON 6, D. C. 
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